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S T A T E M E N T O F P R O B L E M 
The road t ranspor t is regarded as one of the most impor tant inf ra-
s t ructures for the over-all growth and deve lopment of our 
economy. ' This sector has great impor tance in a f f e c t i n g a socio-
economic change in the country because roads are the veins 
o 
without which no development can take place. The same holds 
good for the state of U.P. where road t ranspor t has assumed a 
pivot pos i t ion in the overall economic deve lopment of U.P. That is 
why the Central Government passed the Road Transport 
Corpora t ion Act in 1950 to es tabl ish state road t ransport 
corpora t ions in var ious states to provide cheap and adequate 
t ranspor t services in d i f fe ren t states. It is with this s igni f icance 
that we have under taken this work with the fo l lowing objec t ives ; 
i) To f ind out as to how the road t ranspor t a f fec t s the 
agr icul tura l and industr ial development of U.P. 
ii) To ascertain as to what kinds of roads are necessary for 
the rural development of U.P. and examine the socio-
economic needs of road development in the state. 
iii) To provide some guidel ines and sugges t ions for a well 
developed road t ransport system. 
iv) 'I'o provide an insight into the working iiiul pci I'oi iii;i;)cc 
of U.P.S .R.T.C, so that it may be compared with the 
pe r fo rmances of some other States Road Transpor t 
Corpora t ions . 
v) To suggest improvements and progress of the road 
t ranspor t sector in U.P. so as to develop its economy on 
a sound foot ing with par t icular r e fe rence to the growth of 
U . P ' s rural sector. 
HYPOTHESIS 
Before s tar t ing the work on this pro jec t it was thought that the 
deve lopment of road t ranspor t with its suppor t ing in f r a s t ruc tu re is 
a must for any rural development programme of the country . The 
same holds good in the case of U.P. and its rural economy. It was 
also fe l t that the development and growth of a wel l p lanned 
ne twork of roads is a pre- requis i te for any deve lopment of road 
t ranspor t sector of U.P. In addit ion to this, it was fe l t that the 
in f ra - s t ruc tu re growth should also be made avai lable for a 
ba lanced deve lopment of rural economy of the state. 
To test the above hypothesis , the study is presented in 
the fo l lowing chapters : -
The f i rs t chapter has been devised to analyse the 
soc io-economic s igni f icance of road t ranspor t in India. It 
examines the impact of road t ranspor t on agr icu l tura l and 
indus t r ia l deve lopmen t of the country . 
The second chapter wil l i nc lude the genera l 
deve lopmen t of road t ranspor t in U.P. and the needs of 
deve lopmen t of roads and road t ranspor t in the s ta te to meet the 
t r anspor t r equ i rement s . It will also h ighl ight w h e t h e r the pat tern 
of road t r anspor t deve lopment is sa t i s fac to ry or not . 
The third chapter will ana lyse the work ing and 
m a n a g e m e n t of U .P .S .R .T .C . It will a lso h igh l igh t the var ious 
p rob lems and d i f f i cu l t i e s faced by the U . P . S . R . T . C . in its 
ope ra t ions and work ing . The chapter will also inc lude some 
measu res to overcome or remove the d i f f i c u l t i e s and prob lems 
f aced by the Corpora t ion . The ach ievement s of U . P . S . R . T . C . will 
be compared wi th the pe r fo rmance and work ing of o ther S ta t e ' s 
Road Transpor t Corpora t ions . 
The fou r th chapter which f o r m s the core chapter of 
the thes i s p resen t s the role of road t ranspor t in ru ra l u p l i f t m e n t of 
U.P. 
The f i f th chapter will be the last chap te r of this work 
p rov id ing conc lus ions and r ecommenda t ions . It wi l l conta in the 
summary of ear l ier chapters and will also conta in the f i nd ings and 
sugges t ions for f u tu r e development . 
Ill 
M E T H O D O L O G Y AND DATA-BASli: 
The s tudy on the 'Deve lopment of Road Transpor t in U.P. and its 
role in rural u p l i f m e n t ' has been completed with the help of 
exis t ing publ i shed l i terature and stat is t ical in fo rmat ions . Relevant 
f igures and necessary data have been col lec ted f rom various 
secondary sources and some time visi t ing the re levant o f f i ces and 
branches of the U.P. Government el ic i t ing i n fo rma t ions re levant 
to the work . We have also taken recourse to meet ing o f f i c ia l s of 
the U.P. Government and discussing with them the poss ib i l i t i es of 
developing our rural economy with the help of road t ransport 
development . 
With the help of relevant and detai led in fo rmat ions and 
col lec ted data, an at tempt has been made to arr ive at certain 
conc lus ions with regard to the e f f i c i ency of road t ranspor t system 
in U.P. The working and operat ions of U .P .S .R .T .C . have been 
compared with other S.R.T.Cs. to conclude whe the r the working 
and opera t ions of this Corporat ion will help in the deve lopment of 
an in f ra - s t ruc tu re for fu ture growth of U . P . ' s rural economy. In 
order to know the role of road t ranspor t in rural up l i f tmen t of 
U.P. , various sect ions of rural economy such as agr icul ture , 
indust r ies , service sectors, land, water and i r r igat ion, employment , 
housing, educat ion, banking ins t i tu t ions , rura l i n f r a - s t ruc tu re and 
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var ious deve lopmenta l schemes have been tho rough ly s tudied and 
examined . 
The data and stat is t ical in fo rmat ions col lec ted for the 
purpose of study have helped in present ing an analyt ica l study of 
road t ranspor t in India and U.P. These data and in fo rmat ions have 
been col lec ted f rom var ious journa l s per iod ica l s , pub l ica t ions of 
U .P .S .R .T .C . and the Development Reports of the Government and 
Semi Government Agencies , Stat is t ical Abs t rac ts and Economic 
Surveys issued by the respect ive Depar tments of Centra l State and 
Dis t r ic t Level . 
REVIEW OF LITERATURE:-
Road t ranspor t plays an important role in the deve lopment of an 
economy because socio-economic deve lopment of a na t ion largely 
depends upon the mode of t ransport . Roads are the mir rors of all 
deve lopment of a country. Road t ranspor t is cons idered as a wheel 
of a n a t i o n ' s economic development when the wheels of economic 
growth move, it leads the economy towards fas te r growth. The 
increase in the mobi l i ty of men and mater ia ls has expanded its 
soc io -economic s igni f icance . Road t ranspor t becomes more 
impor tan t in the sense that it provides f eeder serv ices to other 
modes of t ranspor ta t ion . On studying a number of books , ar t icles 
and research-papers , it has been found that most of the books on 
the sub jec t of road t i anspo i t have cove ied and ana lysed the lole ol 
t r anspo r t as a bas is of social , pol i t ica l and e c o n o m i c deve lopment 
in our count ry 
Jain, J K ' in his book en t i t l ed " T ranspo i t 
E c o n o m i c s " has h ighl ighted the condi t ion of road t r anspor t be fo re 
i n d e p e n d e n c e He has analysed the s o c i o - e c o n o m i c sugn i f i cance 
and p rob l em of road t ranspor t He has also sugges ted some 
measu re s to br ing e f f i c i ency in road t ranspor t sec tor 
Har r i son , A J in his book " E c o n o m i c s of T i a n s p o i t 
A p p r a i s a l " has s tudied var ious t echn iques to measu re the 
p e r f o r m a n c e of t r anspor ta t ion system 
Kulsh resh ta , D K ^ has ana lysed many manager ia l 
p rob lems of road t ranspor t under tak ings in our coun t ry He has 
also sugges ted some measures to r educe the cost of v e h i c l e ' s 
ope ra t ions and improve the revenue sys tem in our e c o n o m y 
Baig N a f e e s and Iqbal B A"* in the i r book on 
" T r a n s p o r t as a C o n t r a m t for the Agro- I indus t r i a l D e v e l o p m e n t of 
U P " have desc r ibed the progress of the indus t i i a l economy and 
var ious t r anspor t cons t ra in ts They have ana lysed that these 
' Jam, J K " Tranport Economics" Chaitanya Publishing House, Allahabad (1985) 
^ Horrison, A J " Economics of Transport Appraisal" Cromm Helm London (1974) 
^ Kulshreshta, D K "Management of State Road Transport in India" Mittal Publications Dcliu 
(1980) 
'' Baig Naiees & Iqbal, B A " Transport As a Constraint For the Agro-Industnal De\ elopment of 
U P F /0 Commerce, AMU Aligarh (1990) 
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t r anspor t cons t ra in t s are great imped iment in the g rowth of rural 
i ndus t i i e s in the stale of U P 
Bha tnaga i , K P , Agarwal D N and Gupta , S C ^ have h ighl ighted 
the s i g n i f i c a n c e of var ious modes of t r anspor t in India They have 
also d i scussed the rural and urban t r anspor t and deve lopmenta l 
aspec ts of road t ranspor t in India 
Bonavia , M R ^ has examined the role and s ign i f i cance 
of t r anspo r t sys tem He has d iscussed the u t i l i ty of good t ranspor t 
sys tem f r o m indus t r ia l pol i t ica l , social and cu l tura l ang les 
Sri Vas tava , S K ^ has s tudied the h i s to r ica l 
deve lopmen t of var ious modes of t r anspor t in Ind ia He has 
ana lysed the e f f e c t of e f f i c i en t and wel l co -o rd ina t ed deve lopment 
of t r anspor t sys tem on Ind ia ' s economy 
Khan Akbar A h , M D ^ has s tudied the var ious 
p rob l ems f aced by the state road t r anspor t C o r p o r a t i o n s He has 
ana lysed the d i f f e r en t aspects and me thods of f inanc ia l 
m a n a g e m e n t of the State Road Transpor t C o r p o r a t i o n s in India 
^ Bhatnagar, K P , Agarwal, D N and Gupta, S C 'Transport in Modern India" Kishore Publishing 
House, Parade Kanpur (1974) 
^Bonavia, M R The economics of Transport James Nisbct and Co ltd Digsuicil 
Place, Cambridge (1936) 
' Snvastava S k " Economic of Transport' S Chand & Co Ltd , New Delhi, 110055 (1981) 
** Khan M b a r All, M D ' Financial Management of S R T C In India' Anmol Publishers New 
Delhi (1990) 
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Shankar , V/^ has h igh l igh ted the po ten t ia l of 
e m p l o y m e n t in road t ranspor t indus t ry . He has desc r ibed that road 
t r anspor t has the h ighes t employment po ten t i a l . He has assessed 
that a uni t of employmen t o f fe r s employmen t fo r 19 persons in 
r a i lways , 17 pe r sons in small scale indus t r i es and 100 persons in 
road t r anspor t indus t ry . Every new veh ic le on road creates 
e m p l o y m e n t for 12 persons . 
M a t h e w ' ° has d iscussed the role of rail and road 
t r anspor t in India. He emphas izes that the degree of economy and 
e f f i c i e n c y in the t ranspor t indus t ry as a who le is de t e rmined by 
o rgan iza t iona l cons ide ra t ion in the context of uni t s izes . 
Singh and K a d i y a l i " have examined the present 
t roub led state of Indian road t ranspor t . They emphas i zed on the 
absence of modern h ighways , t r a f f i c conges t ion , road r isks, 
po l lu t ion and other p rob lems of road t ranspor t . They are of the 
op in ion that conges t ion leads to hau lage of goods , t ime consuming 
and expens ive . They also make spec i f i c sugges t ions to meet the 
p rob l ems of road t ranspor t . 
^ Shankar V " Road Transport Industries Problems" mobile wheel 18, spoke 8. April 1, 1980. 
Mathew, M.O., " Rail and Road Transport in India" Scientific Book Agency, Calcutta - 1 
(1964) 
" Singh & Kadiyali, L.R...... " Crises inroad Transport" Kanark Publishers, P\'t. Ltd., Delhi-110055 
(1981), 
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Naidu. B V N has s tudied the cconoiny of motoi 
t r anspor t . He has analysed the state t r anspor t system of 
T ravanco re and l lyde iabad , the united motoi se iv ice oi 
Co imba to re and the working of the London Pas senge r Transpor t 
Board . 
Tu f f , Char les A ''' in his book " Commerc i a l Motor 
T r a n s p o r t a t i o n " has h ighl ighted the m a g n i t u d e of motor 
t r anspo r t a t i on , p rope r ty -ca r ry ing aspects of commerc i a l motor 
t r anspo r t a t i on and passenger -ca r ry ing aspec t s of commerc ia l 
motor t r anspor t a t ion in U.S.A. 
Fa rooque , Abul Khair Muhammad'" ' has desc r ibed the 
geograph ic and economic back-ground of Mugha l roads and 
c o m m u n i c a t i o n system. He has also d i scussed the t e chn iques of 
roads cons t ruc t ion in that per iod. 
Rama Chandram'^ A g n i h o t r i ' ^ Pa thak '^ S a c h d e v a ' ^ 
Chot topadhyaya ' ' ^ and Mahajan^" have s tudied the ro le of load 
Naidu, B V N , Road-Rail Transport" Thompson & Co , Ltd , Pnnters Madras (1941) 
Taff, Charles A, " Commercial Motor Transporation" Richard D Irwm, Inc Homevvood 
Illinois, U S A (1955) 
Farooque, Abul Khair Muhammad "Roads and communication in Mughal India" ldarah-1 
Adabiyat-I Delhi, 2009 Qasimjan St Delhi (1977) 
Ramachandram, V V " Road Transport in India" The university Publishers Ltd , Luclcnow 
(1948) 
Agnihotri, Sashi Prakash "The role of Road Transport in our Developing Econoni}" unpublished 
P h D thesis, University ofRajasthan (1963) 
Pathak, Moreshaw Ganjanan 'Roads and Road Transportation in Marathawada, Doctoral Studies 
in Social Sciences, part - I I pp 3 (1969) 
Sachdeva, Narinder nath "Motor Transport in M P Agra University, Agra (1962) 
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t r anspor t in India whi le Chand^ ' and Jayadeva^^ have s tudied the 
role and p rob lems of na t ional ized road t ranspor t u iuler takings . 
Prasad C^^ in his r e sea rch repor t on " Role of 
T ranspor t R e f e r e n c e to India" has s tudied the va r ious p rob lems 
faced by t r anspor t agencies which are involved in the deve lopment 
of t r anspor t . He has also made some sugges t ions to solve the 
p rob lems of t r anspor t agencies . 
Sri Vastava^'^ in his repor t on "yea r ly work desc r ip t ion 
of U . P . S . R . T . C . Dur ing 1991-92" has p rov ided impor tan t 
i n f o r m a t i o n s about the organiza t ion of U . P . S . R . T . C . , zonal board 
of d i rec to rs of t r anspor t corpora t ions , ope ra t ions of U .P .S .R .T .C . , 
human r e source deve lopment of U .P .S .R .T .C . and its workshop 
o rgan iza t ion . He has also suggested some po in t s to make the 
cond i t ion of its opera t ion good. 
Kulkarn i , S.^^ has ana lysed the work ing of t ranspor t 
sector in Maharash t r a , He has also sugges ted some measu res to 
Chottopadhyaya, Saty Saran.... "Organization and operation of Calcutta State Transport 
Corporation", Calcutta, Social Science Vol-III (1958-66). 
Mahajan C.C "Traffic Forecasting For Transport Planning," Transport Bombay Aug (1972). 
Chand, B " Rate making in Nationalised Road Transport." The Indian Journal of commerce, 
June (1969), 
^^  Das D., Jayadeva...." Administration of the Kerala S.R.T.C., Unpublished Ph.D. thesis, Kerala 
University,, Trivandum (1969). 
^^  Prasad, C " Role of Transport in Economic Development with special Reference to India. 
Bihar University, Muzaffarpur (1975). 
' ' Shri Vastava, A.N "Yearly Work Description of U.P.S.R.T.C." Lucknow (1991-92) 
^^  Kulkarni, S "Working & Problems of Passenger Road Transport in Maharashtra" unpublished 
thesis of Ph.D (1978) 
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o v e r c o m e the va r ious p rob lems of road t r anspo r t w h i c h are f a c e d 
by the p a s s e n g e r s in the state of Maha ra sh t r a . 
Singh, Katar^^ and M a h e s h w a r i Shri Ram^^ have 
d i scussed the d i f f e r e n t po l ic ies about rura l d e v e l o p m e n t w h i l e 
John M. Riley^^ in his r e sea rch book has c lea r ly done p a i n s t a k i n g 
work abou t rura l deve lopment . He has p rov ided severa l i n s igh t s on 
h o w to improve the condi t ions of the ru ra l poor . Pa r ikh , Ki r i t S.^^ 
and K u m a r Singh, Ajit^° in thei r r epor t s have p r e s e n t e d the t rue 
p i c tu re of the over all deve lopment of Ind ia and U.P . r e s p e c t i v e l y . 
The Na t iona l counci l of App l i ed E c o n o m i c R e s e a r c h 
(NCAER)^ ' conduc ted a survey on "Some A s p e c t s of Goods 
T ranspor t by Roads in Delhi R e g i o n " m 1958. This counc i l 
s tudied the p rob lems of lorry t r anspor t i ndus t ry in a reg ion . The 
specia l f e a tu r e of the s tudy was the ca re fu l ana ly s i s of the 
o rgan i za t i ona l f ea tu re s and opera t iona l p r o b l e m s of the goods 
veh ic l e s ope ra t ing in Delhi . 
Singh, Katar "Rural Development - Principles, Policies and Management" Institute of Rural 
Management, Anaiid (1999) 
Maheshwari, Shri Ram " Rural Development m India' Centre for pohtical and Administrate e 
Studies, New Delhi (1995) 
Pankh, Kirit S "India's Development Report' Oxford L'nn crsitv Press. YMCA librar> building, 
N Delhi (2002) 
Kumar Singh, A|it '"U P 'S Development Report" New Ro\al Book Company, Lucknow (2000) 
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The commit tee on Transpor t P o l i c y and Co-
ordiant ion^^ in its in ter im repor t in 1961 and f i na l r epo r t in 1966, 
has made br ief r e f e r ences re la t ing to the p r o b l e m s of g o o d s 
t r anspo r t by roads . The commit tee has also a n a l y s e d the i m p o r t a n t 
po in t s of na t iona l i za t ion of goods t r anspor t by roads in d i f f e r e n t 
s ta tes . 
The Road Transpor t Taxa t ion e n q u i r y committee'^"\ set 
up by the G o v e r n m e n t of India under the c h a i r m a n s h i p of Dr. B.V. 
Keskar , has s tudied the p rob lems of road t r a n s p o r t and the tax 
e lement in the cost of opera t ion of road t r anspor t . Th i s commi t t ee 
has submi t t ed two in ter im repor t s -F i r s t repor t c o v e r i n g in te r - s t a t e 
t r anspor t in 1966 and the second repor t on oc t ro i and o ther check 
posts as des i red by the central government in June 1967. 
Baig Nafees^'^ in his ar t ic le " D e v e l o p m e n t of Rura l 
t r anspor t and its impact on Agro- Indus t r i a l G r o w t h in U . P . " has 
h igh l igh ted var ious d imens ions of the p rob lems of ru ra l t r an spo r t 
and has examined the e f f ec t ivenes s of rural t r an spo r t sys tem for 
ag ro - indus t r i a l deve lopment of U.P. He has a n a l y s e d that the 
d e v e l o p m e n t of road t ranspor t system has inc reased p r o d u c t i o n 
and p roduc t iv i t y through opt imum ut i l iza t ion of r e sou rce s and has 
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brough t about n o n - e c o n o m i c (soc ia l , cu l tu ra l , l ega l , e th ica l and 
t e c h n i c a l ) changes in the rura l f r a m e w o r k . 
H a n u m a n t h a Rao, C h a u d h r y ' ^ in h i s a r t ic le " R e -
D e f i n i n g the ro le of STUs to e n c o u r a g e Pr iva te Sec tor 
p a r t i c i p a t i o n in Passenger Road T r a n s p o r t " has a n a l y s e d that the 
s ta te t r anspo r t under t ak ings have large f l e e t and e m p l o y a large 
n u m b e r of worke r s to opera te the bus ines s . He has s tud ied that 
STUs have p layed an impor tan t ro l e in the c o u n t r y today . He has 
sugges t ed that STUs should focus thei r a t t e n t i o n m o r e exc lus ive ly 
on cus tomers , the i r needs , their s a t i s f a c t i o n and r e l a t e d issues of 
cus tomer service . He has also c o n d u c t e d an e x p e r i m e n t on ' D e -
regu la t ion and p r iva t i za t ion of road p a s s e n g e r t r a n s p o r t in U.K. 
Roy, Dilip^*' in his ar t ic le " S u r f a c e T r a n s p o r t - A 
s t ra teg ic need fo r a total change ' ' has h i g h l i g h t e d the ob jec t ives , 
phys i ca l par ts and specia l cha rac t e r i s t i c s of t r a n s p o r t . He has 
ana lysed the s t rengths and w e a k n e s s e s of r o a d and ra i lway 
t r anspor t . Acco rd ing to him, short d i s t ance road t r a n s p o r t may be 
w e l c o m e d in near fu tu re , cha rgeab le ba t t e ry o p e r a t e d small 
c apac i t y veh ic les . But for a longer d i s t ance t he r e is a need to 
i n t roduce fas t motor ways and exhaus t f r e e pub l i c ca r ry ing uni ts . 
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He has a lso expec ted a conceptua l change in the total t r a n s p o r t 
sys tem for a long term solut ion to env i ronmen ta l cons t r a in t s and 
th rea t s . 
T r ipa thy , P.C.,^^ in his ar t ic le " I n t e r f a c e B e t w e e n 
s u r f a c e T ranspo r t and Economic D e v e l o p m e n t " has s tud ied tha t 
i n f r a - s t r u c t u r e deve lopment is a p re -cond i t ion of i n d u s t r i a l i z a t i o n 
and it c rea tes a base on which the s u p e r - s t r u c t u r e of economic 
ac t iv i t i es is bui l t up. He has examined that in Or r i sa , S ta te Govt , 
has p layed an increas ing ly greater role in the d e v e l o p m e n t of 
i n f r a - s t r u c t u r e . As regards p l ans ' e f fo r t s of Or r i s a G o v e r n m e n t 
abou t 70% of its p lan expendi ture has been i n c u r r e d on i n f r a -
s t ruc ture deve lopmen t . Accord ing to him, the ma in t e c h n i q u e s for 
road cons t ruc t i on and main tenance are b u d g e t a r y suppor t s , 
deve lopmen t and main tenance of roads on tool bas i s , c rea t ion of 
an extra budge t a ry fund by levy of spec i f i c user t a r i f f s and pr iva te 
pa r t i c ipa t ion . But the only a l ternat ive on the ho r i zon is p r iva te 
sec tor pa r t i c ipa t ion . 
Meera Mohiadeen , P.M.'^^ In her a r t ic le " P r i v a t i z a t i o n 
of R o a d w a y s : - Pa thways to Deve lopmen t " has h igh l igh ted tha t 
India has the thi rd largest road ne twork in the wor ld . She has 
Articles from 34 to 41 have been published in the book "Surface Transporl in India" edited by 
Agarvval. S. P. and Malhur J.S., Printwell Publishers Distributors, Jaipur (1999) 
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s tud ied that roads connec t 70% of the ru ra l a reas , w h i c h is 
o the rwi se de tached wi th urban India. She has a lso a n a l y s e d tha t 
Max ico , Ch ina and Malays ia have e x p e r i m e n t e d the c o n c e p t of 
p r iva t i za t i on by i n fu s ing pr iva te sector capi ta l and expe r t i s e in the 
road cons t ruc t ion . Hence, it is the need of the hou r to l ook - in to 
the p r iva t i z a t i on concept in greater deta i l and k n o w the f u t u r e 
cha l l anges to the Indian roadways . 
Gawhane , S.H.^^ in his ar t ic le " R o a d T r a n s p o r t - S o m e 
Pol icy I s sues" has d iscussed the growth of mo to r v e h i c l e , s t r eng th 
of bus sys tem and mass t ransi t sys tem. He has a lso f e l t the need 
fo r deve lop ing managemen t i n fo rma t ion sys tem for p r i v a t e sec tor . 
Se lvam, :in his ar t ic le " U r b a n Road T r a n s p o r t 
Scenar io in Ind ia" has examined that road t r a n s p o r t ha s p l a y e d a 
dominan t ro le not only in the economic and po l i t i ca l sphere but 
a lso in the socia l sphere . He has p resen ted the cu r r en t s i tua t ion of 
u rban road t ranspor t . Accord ing to him, the u rban p o p u l a t i o n of 
India is i nc reas ing at a much fas te r rate when c o m p a r e d wi th the 
inc rease in the total popula t ion . Big ci t ies are b e c o m i n g b igger 
due to inc reas ing migra t ion f rom the rural areas . He has a lso 
sugges ted some impor tan t measures to r evamp the a i l ing u rban 
road pas senge r t ranspor t system. 
Vlll 
Mathur , J . S / ' "In his ar t ic le " S T U s - Pe r fo rmance 
Appra i sa l "has highl ighted that there are 70 state t ranspor t 
under t ak ings working in our count ry under d i f f e r e n t fo rms of 
managemen t . Out of them, 21 are f u n c t i o n i n g u n d e r the corpora te 
fo rm, 31 as government companies , 8 under d e p a r t m e n t a l form and 
the rest as munic ipa l under takings . He has a lso analysed the 
f inanc ia l pe r fo rmance , social burden to STUs, t axes paid by STUs 
and vo lume of opera t ion and load fac tor . 
On the basis of above l i te ra ture , it can be easi ly 
summed up that though there are a lot of books , reports , 
s t a tements , case s tudies and ar t ic les on the s u b - s u b j e c t , yet they 
can not be cons idered as su f f i c i en t mater ia l fo r pu rpose fu l 
analys is . My work to present this s tudy on the ' D e v e l o p m e n t of 
Road Transpor t in U.P. and its Role in Rural U p l i f t m e n t " can be 
cons ide red as an addtion to what is a l ready ava i l ab le on the 
subjec t . 
L I M I T A T I O N S OF THE STUDY 
The s tudy is conducted under the fo l l owing l imi t a t ions : -
• The f i rs t l imitat ion of the s tudy is the t ime fac to r and 
f inanc ia l constra ints . 
Secondly , the study has been under taken to assess the impact 
of road development programmes on the growth of rural 
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areas in U.P. The re la t ionship be tween the two has been 
taken wi thout cons ider ing other f ac to r s which might have 
p layed a role. 
The third impor tan t l imita t ion is the non -ava i l ab i l i t y of data, 
w h i c h go to prove and es tabl i sh the r e l a t i onsh ip be tween 
road deve lopment and rural deve lopment . 
Four th ly , the dura t ion and the per iod of s tudy is also a 
cons t ra in t because in a s tudy of this na ture , a longer per iod 
is r equ i red to have a proper s tudy of the road deve lopment 
aspect . 
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C O N C E P T U A L F R A M E W O R K 
A N D 
S T A T E M E N T O F P R O B L E M 
The road t ranspor t is regarded as one of the most iiiiportanl infra-
s t ruc tures for the over-all growth and deve lopment of our 
economy. This sector has great importance in a f f ec t i ng a socio-
economic change in the country because roads are the veins 
wi thout which no development can take place. The same holds 
good for the state of U.P. where road t ranspor t has assumed a 
pivot pos i t ion in the overall economic deve lopment of U.P. That is 
why the Central Government passed the Road Transpor t 
Corpora t ion Act in 1950 to establ ish state road t ransport 
corpora t ions in var ious states to provide cheap and adequate 
t ranspor t services in d i f fe ren t states. It is with this s ign i f icance 
that we have under taken this work with the fo l lowing objec t ives ; 
i) To f ind out as to how the road t ranspor t a f fec t s the 
agricul tural and industr ial development of U.P. 
ii) To ascertain as to what kinds of roads are necessary for 
the rural development of U.P. and examine the socio-
economic needs of road development in the state. 
iii) To provide some guidel ines and sugges t ions for a well 
developed road t ransport system. 
iv) To provide an insight into the working and pe r fo rmance 
of U.P.S .R.T.C. so that it may be compared with the 
pe r fo rmances of some other States Road Transport 
Corpora t ions . 
v) To suggest improvements and progress of the road 
t ranspor t sector in U.P. so as to develop its economy on 
a sound foot ing with par t icular r e fe rence to the growth of 
U . P ' s rural sector. 
HYPOTHESIS 
Before s tar t ing the work on this project it was thought that the 
deve lopment of road t ransport with its suppor t ing in f ras t ruc tu re is 
a must for any rural development p rogramme of the country. The 
same holds good in the case of U.P. and its rural economy. It was 
also fe l t that the development and growth of a well p lanned 
ne twork of roads is a pre-requis i te for any deve lopmen t of road 
t ranspor t sector of U.P. In addit ion to this, it was fe l t that the 
in f ra - s t ruc tu re growth should also be made avai lab le for a 
ba lanced deve lopment of rural economy of the state. 
To test the above hypothes is , the s tudy is p resen ted in 
the fo l lowing chapters : -
The f i rs t chapter has been devised to analyse the 
soc io -economic s igni f icance of road t ranspor t in India. It 
examines the impact of road t ranspor t on agr icu l tu ra l and 
indus t r ia l deve lopment of the country . 
The second chapter wil l i nc lude the general 
deve lopmen t of road t ranspor t in U.P. and the needs of 
deve lopmen t of roads and road t ranspor t in the s ta te to meet the 
t r anspor t r equ i remen t s . It wil l also h igh l igh t w h e t h e r the pat tern 
of road t r anspor t deve lopment is sa t i s fac to ry or not . 
The th i rd chapter wil l ana lyse the work ing and 
m a n a g e m e n t of U .P .S .R .T .C . It wi l l also h igh l igh t the var ious 
p rob lems and d i f f i cu l t i e s f aced by the U . P . S . R . T . C . in its 
ope ra t ions and work ing . The chapter wi l l also inc lude some 
measu res to overcome or remove the d i f f i c u l t i e s and p rob lems 
faced by the Corpora t ion . The ach ievements of U .P .S .R .T .C . will 
be c o m p a r e d with the pe r fo rmance and work ing of o ther S ta t e ' s 
Road Transpor t Corpora t ions . 
The four th chapter which fo rms the core chapter of 
the thes is p resen t s the role of road t ranspor t in rura l u p l i f t m e n t of 
U.P. 
The f i f t h chapter will be the last chap te r of this work 
p rov id ing conc lus ions and r ecommenda t ions . It wil l conta in the 
summary of ear l ier chapters and will also conta in the f ind ings and 
sugges t ions for f u tu r e development . 
Il l 
M E T H O D O L O G Y AND D A T A - B A S E 
The s tudy on the 'Deve lopment of Road Transpor t in U.P. and its 
role in rural up l i fmen t ' has been comple ted with the help of 
exis t ing publ i shed l i terature and stat is t ical in fo rmat ions . Relevant 
f igures and necessary data have been col lec ted f rom various 
secondary sources and some time visi t ing the re levant o f f ices and 
branches of the U.P. Government el ic i t ing in fo rma t ions relevant 
to the work. We have also taken recourse to meet ing o f f i c i a l s of 
the U.P. Government and discussing with them the poss ib i l i t i es of 
developing our rural economy with the help of road t ranspor t 
development . 
With the help of re levant and detai led in fo rma t ions and 
col lec ted data, an at tempt has been made to arr ive at certain 
conc lus ions with regard to the e f f i c iency of road t ranspor t system 
in U.P. The working and operat ions of U .P .S .R .T .C . have been 
compared with other S.R.T.Cs. to conclude whether the working 
and opera t ions of this Corporat ion will help in the deve lopment of 
an in f r a - s t ruc tu re for fu ture growth of U . P . ' s rural economy. In 
order to know the role of road t ranspor t in rural up l i f tment of 
U.P., var ious sect ions of rural economy such as agr icul ture , 
indus t r ies , service sectors, land, water and i r r igat ion, employment , 
hous ing , educat ion , banking inst i tut ions, rural in f ra - s t ruc tu re and 
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various developmenta l schemes have been thoroughly s tudied and 
examined. 
The data and stat is t ical i n fo rma t ions col lected for the 
purpose of s tudy have helped in present ing an analyt ica l study of 
road t ranspor t in India and U.P. These data and in fo rma t ions have 
been col lected from various Journals per iodica ls , publ ica t ions of 
U.P .S .R.T.C. and the Development Reports of the Government and 
Semi Government Agencies , Stat ist ical Abst rac ts and Economic 
Surveys issued by the respect ive Depar tments of Central State and 
Distr ict Level . 
REVIEW OF LITERATURE:-
Road t ranspor t plays an important role in the deve lopment of an 
economy because socio-economic deve lopment of a nat ion largely 
depends upon the mode of t r anspo r t . 'Roads are the mirrors of all 
deve lopment of a country, "^oad t ranspor t is cons idered as a wheel 
of a n a t i o n ' s economic development when the wheels of economic 
growth move, it leads the economy towards fas te r growth. The 
increase in the mobi l i ty of men and mater ia ls has expanded its 
soc io-economic s ignif icance. Road t ranspor t becomes more 
impor tan t in the sense that it provides feeder services to other 
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modes of t ranspor ta t ion . On studying a number of books , ar t ic les 
and resea rch-papers , it has been found that most of the books on 
the sub j ec t of road t ranspor t have covered and ana lysed the role of 
t r anspor t as a bas is of social , pol i t ical and e c o n o m i c deve lopment 
in our count ry . 
Jain, J .K . ' in his book en t i t l ed " Transpor t 
E c o n o m i c s " has h igh l igh ted the condi t ion of road t r anspo r t be fore 
independence . He has analysed the s o c i o - e c o n o m i c sugn i f i cance 
and p rob lem of road t ranspor t . He has a lso sugges ted some 
measu re s to br ing e f f i c i e n c y in road t ranspor t sec tor . 
Har r i son , A.J.^ in his book " E c o n o m i c s of Transpor t 
Appra i sa l " has s tudied var ious t echn iques to measure the 
p e r f o r m a n c e of t r anspor ta t ion system. 
Ku l sh resh ta , D.K."^ has ana lysed many manager ia l 
p rob lems of road t ranspor t under t ak ings in our coun t ry . He has 
also sugges ted some measures to r educe the cost of v e h i c l e ' s 
ope ra t ions and improve the revenue system in our e conomy . 
Baig Na fee s and Iqbal B.A"* in the i r book on 
" T r a n s p o r t as a Cont ra in t for the Agro- I indus t r i a l D e v e l o p m e n t of 
U.P ." have desc r ibed the progress of the indus t r ia l economy and 
var ious t r anspor t cons t ra in ts . They have ana lysed that these 
' Jain, J.K.... " Tranport Economics" Chaitanya Publishing House,Allahabad (1985) 
^ Morrison, A.J " Economics of Transport Appraisal" Cromm Helm, London (1974). 
^ Kulshreshta, D.K "Management of State Road Transport in India". Mittal Publications, Delhi 
(1980). 
'' Baig Nafees & Iqbal, B.A " Transport As a Constraint For the Agro-Industrial Development of 
U.P. F / 0 Commerce, AMU Aligarh (1990). 
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t r anspor t cons t ra in t s are great imped iment in the growth of lu ia l 
indus t i i e s in the state of U P 
Bha tnagar , K P , Aga iwal D N and Gupta , S C ' have highl ighted 
the s i gn i f i c ance of var ious modes of t r anspor t in Ind ia They have 
also d i scussed the rural and u rban t r anspor t and deve lopmenta l 
aspects of road t ranspor t in India 
Bonavia , M R has examined the lo le and s ign i f i cance 
of t r anspor t sys tem He has d iscussed the u t i l i ty of good t ranspor t 
system f rom indus t r ia l pol i t ica l , social and cul tura l angles 
Sri Vas tava , S K ^ has s tud ied the his tor ical 
deve lopmen t of var ious modes of t r anspor t in India He has 
ana lysed the e f f e c t of e f f i c i en t and wel l co -o rd ina t ed deve lopment 
of t r anspor t sys tem on Ind ia ' s economy 
Khan Akbar A h , M D ^ has s tud ied the var ious 
p rob lems f aced by the state road t ranspor t C o r p o r a t i o n s He has 
ana lysed the d i f f e ren t aspects and me thods of f inanc ia l 
m a n a g e m e n t of the State Road Transpor t C o r p o r a t i o n s in India 
^ Bhatnagar, K P , Agarwal, D N and Gupta, S C "Transport m Modern India ' Kishore Publishing 
House, Parade Kanpur (1974) 
® Bonavia, M R "The economics of Transport" James Nisbet and Co ltd Digsulell 
Place,Cambndge (1936) 
'S r ivas t avaSk " Economic of Transport" S Chand & Co Ltd New Delhi 110055 (1981) 
** Khan Akbar Ah, M D ' Financial Management of S R T C In India" Anmol Publishers New 
Delhi (1990) 
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Shankar , V.'^ has h igh l igh ted the potent ia l of 
employmen t in road t ranspor t industry . He has desc r ibed thai lond 
t ranspor t has the h ighes t employment po ten t ia l He has assessed 
that a uni t of employment o f fe r s employmen t fo r 19 persons in 
r a i lways , 17 pe r sons in small scale indus t r i es and 100 persons in 
road t r anspor t indus t ry . Every new vehic le on road creates 
emp loymen t for 12 persons . 
M a t h e w ' ° has d iscussed the role of rail and road 
t r anspor t in India. He emphas izes that the degree of economy and 
e f f i c i e n c y in the t ranspor t indus t ry as a who le is de te rmined by 
o rgan iza t iona l cons idera t ion in the context of uni t s izes 
Singh and K a d i y a l i " have examined the present 
t roubled state of Indian road t ranspor t . They emphas i zed on the 
absence of modern h ighways , t r a f f i c conges t ion , road risks, 
po l lu t ion and other problems of road t r anspor t They are of the 
op in ion that conges t ion leads to haulage of goods , t ime consuming 
and expens ive . They also make spec i f i c sugges t ions to meet the 
p i o b l e m s of road t ranspor t 
' Shankar V . " Road Transport Industries Problems" mobile wheel 18, spoke 8, April 1, 1980 
Mathew, M O , " Rail and Road Transport m India" Scientific Book Agency, Calcutta - I 
(1964) 
" Singh & Kadiyali, L R , " Crises mroad Transport" Kanark Publishers, Pvt Ltd , Delhi-II0055 
(1981) 
Vlll 
Naidu . B . V . N . h a s s tudied the e c o n o m y of motor 
t ranspor t . He has analysed the state t r anspo r t system of 
T ravancore and Hyderabad , the uni ted moto i service of 
Co imba to re and the working of the London Passenger Transpor t 
Board 
Tu f f , Cha i l c s A in his book " Comnic ic ia l Moloi 
T r a n s p o r t a t i o n " has h ighl ighted the m a g n i t u d e of motor 
t r anspor t a t ion , p roper ty -ca r ry ing aspects of commerc ia l motor 
t r anspor ta t ion and passenger -ca r ry ing aspec ts of commerc ia l 
motor t r anspor ta t ion in U S A 
Farooque , Abul Khair M u h a m m a d ' " has descr ibed the 
geograph ic and economic back-ground of Mugha l roads and 
communica t i on system. He has also d i scussed the t echn iques of 
roads cons t ruc t ion in that per iod. 
Rama Chandram'^ A g n i h o t r l ' ^ Pa thak '^ S a c h d e v a ' ^ 
Chot topadhyaya ' ' " ' and Mahajan^" have s tudied the role of road 
Naidu, B V N , Road-Rail Transport" Thompson & Co , Lid , Prinlcrs Madias (1941) 
" Taff, Charles A, " Commercial Motor Transporation" Richard D Irwin, Inc Homcvvood 
lUmois, U S A (1955) 
Farooque, Abul Khair Muhammad "'Roads and communication in Mughal India Idarah-1 
Adabiyat-I Delhi, 2009 Qasimjan St Delhi (1977) 
Ramachandram, V V " Road Transport in India" The univeisity Publishers Ltd . Lucknow 
(1948) 
Agnihotri, Sashi Prakash "The role of Road Transport m our Developing Economy' unpublished 
P h D thesis, University ofRajasthan (1963) 
" Pathak, Moreshaw Ganjanan 'Roads and Road Transportation in Marathawada, Doctoral Studies 
m Social Sciences, part - II pp 3 (1969) 
Sachdeva, Narinder nath "Motor Transport in M P ", Agra University', Agra (1962) 
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t r anspor t in India whi le Chand^ ' and Jayadeva^^ have s tudied the 
role and p rob l ems of na t iona l ized road t r anspor t under t ak ings 
Prasad C in his research r epor t on " Role of 
T ranspor t R e f e r e n c e to India" has s tudied the va r ious problems 
faced by t r anspor t agencies which are involved in the deve lopment 
of t r anspor t He has also made some sugges t ions to solve the 
p rob lems of t r anspor t agencies 
Sri Vastava^' ' in his repor t on "year ly work descr ip t ion 
of U P . S R T . C During 1991-92" has p rov ided impor tan t 
i n f o r m a t i o n s about the organiza t ion of U . P . S . R . T . C . , zonal board 
of d i rec to r s of t r anspor t corpora t ions , ope ra t ions of U P S R T C , 
human r e s o u r c e deve lopment of U .P .S .R T.C and its workshop 
organ iza t ion . He has also sugges ted some po in t s to make the 
condi t ion of its opera t ion good. 
Kulkarn i , S ^^  has ana lysed the work ing of t ranspor t 
sector in Maharash t r a , He has also sugges ted some measures to 
Chottopadhyaya, Saty Saran "Organization and operation of Calcutta State Transport 
Corporation", Calcutta, Social Science Vol-III (1958-66) 
Mahajan C C "Traffic Forecasting For Transport Planning," Transport Bombay Aug (1972) 
Chand, B " Rate making in Nationalised Road Transport " The Indian Journal of commcrcc, 
June (1969) 
^^  Das D Jayadeva " Administration of the Kerala S R T C , Unpublished Ph D thesis Kerdld 
University,, Tnvandum (1969) 
^^  Prasad, C " Role of Transport in Economic Development with specifii Rcfcrcncc to Indui 
Bihar University, Muzaffarpur (1975) 
Shri Vastava," A N "Yearly Work Description of U P S R T C " Lucknow (1991 -92) 
" Kulkarni, S "Working & Problems of Passenger Road Transport in Maharashtra" unpublished 
thesis of P h D (1978) 
overcome the var ious problems of road t r anspor t which are faced 
by the pa s senge r s in the state of Maharash t ra . 
Singh, Katar^^' and Maheshwar i Shri Ram^^ have 
d i scussed the d i f f e r e n t pol ic ies about rura l d e v e l o p m e n t whi le 
John M. Riley^^ in his research book has c lear ly done pa ins tak ing 
work about rural deve lopment He has p rov ided severa l ins ights on 
how to improve the condi t ions of the rura l poor Par ikh , K i n t S 
and K u m a r Singh, Ajit ' '° in their repor ts have p r e s e n t e d the true 
p ic tu re of the over all deve lopment of India and U.P r e spec t ive ly 
The Nat iona l counci l of App l i ed E c o n o m i c Research 
(NCAER) ' ' ' conduc ted a survey on "Some A s p e c t s of Goods 
Transpor t by Roads in Delhi Reg ion" in 1958. This counci l 
s tudied the p rob lems of lorry t ranspor t i ndus t ry in a reg ion The 
special f ea tu re of the s tudy was the ca re fu l ana lys i s of the 
o rgan iza t iona l f e a tu i e s and opera t iona l p rob l ems of the goods 
veh ic les opera t ing in Delhi . 
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Vlll 
The commit tee on Transpor t Pol icy and Co-
o r d i a n t i o n " in its inter im repor t in 1961 and f ina l r epor t in 1966, 
has made br ief r e f e rences re la t ing to the p r o b l e m s of goods 
t r anspor t by roads . The commit tee has also ana lysed the important 
points of na t iona l i za t ion of goods t r anspor t by roads in d i f f e ren t 
s tates. 
The Road Transpor t Taxa t ion enqu i ry c o m m i t t e e ^ \ set 
up by the Governmen t of India under the c h a i r m a n s h i p of Dr. B.V. 
Keskar , has s tudied the p rob lems of road t r anspo r t and the tax 
e lement in the cost of opera t ion of road t ranspor t . This commit tee 
has submi t t ed two inter im repor t s -F i r s t repor t cover ing in te r -s ta te 
t r anspor t in 1966 and the second repor t on oc t ro i and o ther check 
posts as des i red by the central government in June 1967. 
Baig Nafees^"* in his ar t ic le " D e v e l o p m e n t of Rural 
t r anspor t and its impact on Agro- Indus t r i a l Growth in U .P . " has 
h igh l igh ted var ious d imens ions of the p rob lems of rura l t ranspor t 
and has examined the e f f ec t ivenes s of rural t r anspor t system for 
ag ro - indus t r i a l deve lopment of U.P. He has ana ly sed that the 
d e v e l o p m e n t of road t ranspor t system has inc reased produc t ion 
and p roduc t iv i ty through opt imum ut i l i za t ion of r e s o u r c e s and has 
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brought about iioii-ccoiioinic (socicil, cu l tura l , legal , elliical and 
t echn ica l ) changes in the rural f r amework . 
Hanuman tha Rao, Chaudhry"^^ in his ar t ic le "Re-
D e f i n i n g the role of STUs to encourage Pr ivate Sector 
pa r t i c ipa t ion in Passenger Road Transpor t " has ana ly sed that the 
state t r anspor t under tak ings have large f l ee t and employ a large 
number of workers to operate the bus iness . He has s tudied that 
STUs have p layed an impor tant role in the coun t ry today. He has 
sugges ted that STUs should focus their a t ten t ion more exc lus ive ly 
on cus tomers , thei r needs , their s a t i s f ac t ion and re l a t ed issues of 
cus tomer service . He has also conduc ted an e x p e r i m e n t on 'De-
regu la t ion and pr iva t i za t ion of road passenge r t r anspo r t in U.K. 
Roy, Dilip^^ in his ar t ic le " S u r f a c e T ranspor t - A 
s t ra tegic need for a total change" has h igh l igh ted the ob jec t ives , 
phys ica l par ts and special charac te r i s t i cs of t r anspor t . He has 
ana lysed the s t rengths and weaknesses of road and ra i lway 
t r anspor t . Acco rd ing to him, short d i s tance road t r anspo r t may be 
w e l c o m e d in near fu tu re , chargeab le ba t t e ry ope ra t ed small 
capac i ty veh ic les . But for a longer d i s tance there is a need to 
in t roduce fas t motor ways and exhaus t f r ee pub l ic ca r ry ing uni ts . 
Xll l 
He has a lso expec ted a conceptual change in the total t i anspo i t 
system fo r a long term solut ion to env i ronmen ta l cons t i a in t s and 
threa ts 
Tr ipa thy , P C in his ar t ic le " I n t e r f a c e Between 
su r face T ranspor t and Economic D e v e l o p m e n t " has s tudied that 
i n f r a - s t ruc tu r e deve lopment is a p i e -cond i t ion of i n d u s t n a l i z a t i o n 
and it c rea tes a base on which the supe r - s t ruc tu re of economic 
ac t iv i t ies is bui l t up He has examined that in Orr i sa , State Govt 
has p l ayed an increas ing ly greater role in the deve lopmen t of 
m f r a - s t i u c t u r e As regards p l ans ' e f fo r t s of O r n s a Governmen t 
about 70% of its p lan expendi tu re has been incur red on in f i a -
s t iuc tu re deve lopmen t Accord ing to him, the m a m t echn iques for 
road cons t ruc t ion and ma in tenance are b u d g e t a i y suppor ts , 
deve lopmen t and ma in tenance of roads on tool bas i s , c rea t ion of 
an ext ra budge ta ry fund by levy of spec i f i c user t a r i f f s and pr ivate 
pa r t i c ipa t ion But the only a l te ina t ive on the hor i zon is p i iva te 
sector pa r t i c ipa t ion 
Meera Mohiadeen , P M In her ar t ic le "P r iva t i za t i on 
of R o a d w a y s - Pa thways to D e v e l o p m e n t " has high l ighted that 
India has the third largest road ne twork in the wor ld She has 
Articles from 34 to 41 have been published in the book' Surface Transport in India" edited bv 
Agarwal, S P and Mathur J S , Prmtwell Publishers Distributors, Jaipur (1999) 
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s tudied tha t roads connec t 70% of the rura l a reas , which is 
o the rwise de tached with urban India. She has also ana lysed that 
Maxico , China and Malays ia have expe r imen ted the concept of 
p r iva t i za t ion by in fus ing pr ivate sector capi ta l and exper t i se in the 
road cons t ruc t ion . Hence, it is the need of the hour to look- into 
the p r iva t i za t i on concept in greater detai l and know the fu tu re 
cha l l anges to the Indian roadways . 
Gawhane , S.H.^^ in his ar t ic le "Road T r a n s p o r t - S o m e 
Pol icy I s sues" has d iscussed the growth of moto r veh ic le , s t rength 
of bus sys tem and mass t rans i t sys tem. He has also fe l t the need 
for deve lop ing managemen t in fo rma t ion sys tem for p r iva te sector . 
Selvam, M"®. :in his ar t ic le "Urban Road Transpor t 
Scenar io in Ind ia" has examined that road t r anspo r t has p layed a 
dominan t ro le not only in the economic and po l i t i ca l sphere but 
also in the social sphere . He has p resen ted the cu r ren t s i tua t ion of 
urban road t ranspor t . Accord ing to him, the u rban popu la t ion of 
India is inc reas ing at a much fas te r rate when c o m p a r e d with the 
inc rease in the total popula t ion . Big ci t ies are b e c o m i n g bigger 
due to inc reas ing migrat ion f rom the rura l areas . He has also 
sugges ted some impor tan t measures to r evamp the a i l ing urban 
road pas senge r t r anspor t system. 
Vlll 
Mathur , J . S . " "In his art icle ' 'STUs - Pci rormancc 
Appraisa l "has highl ighted that there are 70 state t ransport 
under tak ings working in our country under d i f f e r e n t forms of 
management . Out of them, 21 are func t ion ing under the corporate 
form, 3 1 as government companies , 8 under depar tmenta l form and 
the rest as municipal undertakings. He has also analysed the 
f inancia l pe r fo rmance , social burden to STUs, taxes paid by STUs 
and vo lume of operat ion and load fac tor . 
On the basis of above l i te ra ture , it can be easily 
summed up that though there are a lot of books , reports , 
s ta tements , case studies and art icles on the sub-sub jec t , yet they 
can not be considered as suf f ic ien t mater ia l for purpose fu l 
analysis . My work to present this study on the 'Deve lopmen t of 
Road Transpor t in U.P. and its Role in Rural U p l i f t m e n t " can be 
cons idered as an addtion to what is a l ready ava i lab le on the 
subjec t . 
L I M I T A T I O N S OF THE STUDY 
The s tudy is conducted under the fo l lowing l imi ta t ions : -
• The f i rs t l imitat ion of the study is the t ime fac tor and 
f inanc ia l constra ints . 
• Secondly , the study has been under taken to assess the impact 
of road development programmes on the growth of rural 
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areas in U.P. Tlic re la l ionship bclwccii (lie two has been 
taken wi thou t cons ider ing other f ac to r s which might have 
p layed a role. 
• The thi rd impor tan t l imita t ion is the n o n - a v a i l a b i l i t y of data, 
w h i c h go to prove and es tabl ish the r e l a t i onsh ip be tween 
road deve lopment and rural deve lopment . 
• Four th ly , the durat ion and the per iod of s tudy is also a 
cons t ra in t because in a study of this na tu re , a longer period 
is requ i red to have a proper s tudy of the road deve lopment 
aspec t . 
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Chapter-l 
Economics of Road Transport 
C H A P T E R - I 
E c o n o m i c s of Road T r a n s p o r t 
This chapter por t rays the picture of soc io-economic s ign i f icance 
of road t ranspor t in India with special r e fe rence to agricul tural 
and indust r ia l development . It also examines the poss ib i l i t ies and 
prospec ts of road t ransport and its exper iences in the poli t ical , 
cul tural and social sphere. 
Road t ransport is one of the most important 
t ranspor t sectoisof our economy.' It has p layed a s ign i f ican t role in 
the deve lopment of our economy^ It accounts for a ma jo r share of 
energy consumpt ion in India, especial ly of pe t ro leum produc t s^ 
The demand of this sector is growing with the increase in 
popula t ion , rapid industr ia l izat ion, urbaniza t ion and growth in 
u 
agricul ture . It has been growing in impor tance with the increasing 
integrat ion of our economic life^ It has been our chief means of 
communica t ion since a long time.^ It has a lways const i tu ted an 
integral fea ture of our economy.'^In olden t imes, when there was 
no ra i lways or a i rway ' s faci l i ty , roadway was the only means of 
communica t ion . Although, the roads were not so s tandard ised as 
they are today, since human porters and animal carts were used as 
a means of road t ransport^ At that time, t ranspor t was very cost ly 
and t ime consuming but the development of steam power resulted 
IC 
in rapid economic growth in some of the count r ies of the world. In 
India a lso, the opening of ra i lways in late f i f t i e s of 19"' century, 
opened the poss ib i l i t ies of Ihe establisliineiit of large sc;ilc 
indus t r ies , so we had to depend upon ra i lways as our chief means II 
of t r anspor t and it cont inued to hold its pos i t ion of p r imacy . The 
advent of motor t ranspor t and its increas ing use both for publ ic 
and pr iva te purposes has been resul ted in the gradual d ivers ion of IZ 
a good par t of the t r a f f i c f rom the ra i lways . Now, the growth of 
motor t r anspor ta t ion on roads is one of the most s ign i f ican t 
economic deve lopments of century . '^ The indus t r i es are 
con t inu ing at an acce lera t ing pace as more and more sh ippers and 
passengers come to rely upon it fo r conven ien t and f l ex ib le 
t r anspor ta t ion service. The modern means of t r anspor ta t ion , the 
t rucks, the buses and the motor cars have p roved to be the form 
and these are most easi ly adaptable to mul t ip l i c i ty of needs of the 
peop le because this t ranspor t service reaches into every phase of 
our da i ly l iving. 
It is clear that in every p rocess of g rowth , whe the r it is 
cons ide red with b a c k w a r d J i n k a g e or f o r w a r d l inkage or d ^ a n d 
l inkage, road t ranspor t has a lways p layed a s ign i f i can t role. The 
exper i ence reveals that no country can be deve loped in the 
absence of su f f i c i en t roads. ' '^Roads are the impor tan t means of 
progress which cont r ibu te a large share in the dcvelopnienl of the 
e c o n o m y ' ^ W i t h o u t roads, nei ther the econoniv can be in tegra ted 
not the des i red level of deve lopment be attained, '"^ 
In order to analyze the impact of road t ranspor t on the 
economy of a country , it is necessa ry to examine the economics of 
road t ranspor t , because the deve lopment of road t r anspor t is the 
most impor tan t f ac to r which helps the economy to develop. No 
indus t r ia l and agr icul tural deve lopment can take p lace wi thout the 
deve lopmen t of road t ranspor t in our country because most of the 
popu la t ion of our country live in vi l lages and most of them are 
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engaged in agr icul tura l act ivi t ies . Indus t r ies also ne i ther can get 
the va r ious f ac to r s of p roduc t ion , nor can supply the manufac tu r ed 
n o 
goods to d i f f e r en t areas wi thout the help of road t ransport , 
Mobi l i ty of var ious fac to rs of p roduc t ion is bes t de te rmined only 
by the cheap and e f f i c i en t system of t ranspor t . ^ 
The economy of road t ranspor ta t ion is not conta ined 
solely in ra tes and charges lower than those ava i l ab le in other 
modes of t r a n s p o r t a t i o n ^ The savings in money that come f rom 
bet ter t rans i t t ime, market areas are r ece iv ing increased 
recogni t ion . Genera l ly , lower labour and packag ing costs and the 
economy poss ib le in truck t ranspor ta t ion in load ing and un load ing 
sh ipments are o ther fac tors which are rece iv ing grea ter a t ten t ion . 
The t ruck dr iver and the he lper usua l ly will load and unload truck 
load sh ipments , whereas on ra i l -car load movemen t s , the expense 
of load ing and un loading usual ly fa l l s upon the sh ipper or the 
cons ignee . ' 
Road t ranspor t thus, has p layed an impor t an t role in 
deve lop ing the economy by prov id ing f eede r se rv ices to other 
modes of t ranspor t such as ra i lways , a i rways and wa te rways 
because the services of ra i lways or a i rway are not comple te . It is 
the road t r anspor t which comple tes their se rv ices and acts as a 
f eede r to col lec t the goods and services p rov ided by these means 
of t ranspor t . 
Thus in a developing economy deve lopmen t of road 
t ranspor t system is highly essent ia l . It is because mobi l i ty of 
var ious f ac to r s of p roduc t ion is de te rmined by the ava i lab i l i ty of 
e f f i c i en t sys tem of t ranspor t . The m a i n t e n a n c e and fu r the r 
deve lopmen t of e f f i c i en t t ranspor t system is, t h e r e f o r e , of utmost 
impor t ance to a country aspir ing for economic deve lopmen t . It is 
common knowledge that pr ior to economic deve lopmen t , road 
t r anspor t system should be developed adequa te ly to cope wi th the 
increased t r a f f i c created in the var ious sec tors of the economy. If 
' Taff Charles, A... "Commercial Motor Transportation" Richard D. Irwin, Inc. Homewood, Illinois, 
U.S.A. (1955) p -10 
the p re - r equ i s i t is not sa t i s f ied , it wil l a f f e c t economic 
deve lopment of the country adverse ly because a slight 
improvement in the economy wil l call for huge ca r ry ing capaci ty 
on the par t of t ranspor t sector to haul the t r a f f i c . For ins tance, 
dur ing the mid year of the f i rs t 5 year plan, an upward t rend in the 
economy caused an acute t ranspor t bo t t l eneck , and thereby 
d is rupted the economy as a whole . The movemen t of coal which 
p rov ided energy to var ious indus t r ies became d i f f i c u l t and 
consequen t ly the p roduc t ion plans of var ious indus t r i e s were 
hampered . Thus , a s l ight shor t fa l l in t r anspor t a t ion con t r ibu tes an 
inh ib i t ing f ac to r to achieve the p lanned target of indus t r i e s as well 
as agr icu l tu ra l p roduc t ion and inev i tab ly r educes the rate of 
economic growth . Infac t l , t r anspor t is one of the two grea t nat ion 
bui ld ing ins t rument s which are having m a x i m u m i n f l u e n c e upon 
the rate of growth , the other being educa t ion . The who le economic 
ac t iv i t ies are lubr ica ted and the rate of d e v e l o p m e n t is being 
pushed ahead . To operate e f f i c i en t ly , f ac to r i e s need cont inous 
suppl ies of fue l , raw mater ia ls and spare par ts . A marke t and an 
easy, quick and cheap access ib i l i ty to it are also neces sa ry to sell 
what IS p roduced in the fac tory . In the absence of t ranspor t 
fac i l i t i e s , f ac to r i e s are compel led to ma in ta in excess ive 
inven tor ies at high cost and also the opera t ion of the product ion 
unit may have to be total ly closed for want of supp l i e s or a fac tory 
may be able to u t i l ize only a part of the ins ta l led capac i ty because 
of non-a r r iva l of fue l s , mater ia ls , or of other inpu ts , in t ime. If 
t ranspor t is inadequa te , inves tment e l sewhere su f f e r . Though none 
of the large scale indus t r ia l uni ts had to suspend p roduc t ion 
comple te ly , cont inuous working was hampered . T ranspo r t by i tself 
does not p roduce or create any new wea l th so as to add to the 
vo lume of the nat ional d ividend, but at best , it serves as a 
ca ta ly t ic agent in the process of p roduc t ion . It is con t r ibu tory 
fac tor which increases the place value of the p roduc t and gives 
impetus to p roduc t ion both qual i ta t ive ly and quan t i t a t ive ly . 
The process through which t r anspo r t acts as a 
con t r ibu to ry fac to r can be expla ined with the he lp of division of 
labour , indus t r ia l locat ion and market con t r ibu t ion . Economic 
ac t iv i t ies of any socie ty can fo l low ei ther the p r inc ip l e of self 
s u f f i c i e n c y or the division of labour . If a communi ty bel ieve in 
the p r inc ip le of s e l f - su f f i c i ency , it will try to p roduce all the 
r equ i r emen t s of sus tenance f rom its own r e sou rces . On the 
cont ra ry , if the pr inc ip le of divis ion of labuor is f o l l o w e d , each 
communi ty wil l spec ia l ize in the p roduc t ion of par t i cu la r 
commodi ty or service and will rely on the f ac i l i t i e s of exchange 
to enable it to obtain other goods and serv ices which are not 
produced by that local i ty. Consequen t ly a coinnuini ly winch bases 
its e conomic aci t iv i ty on the pr inc ip le of s e l f - s u f f i c i e n c y will be 
bac]<ward in terms of weal th and economic w e l f a r e . On the other 
hand, the communi ty fo l lowing the pr inc ip le of d iv is ion of labour, 
will be much r icher in terms of weal th and economic wel l -be ing , 
but wil l be very much in te rdependen t on var ious local i t ies 
engaged in the product ion of var ious goods and services . This 
d e p e n d e n c e can be rel ied upon to a large extent on the avai labi l i ty 
of the fac i l i t i e s of cheap and e f f i c i en t means of t r anspor ta t ion to 
f i l l the gap of communi t ies . The road t ranspor t , is the cheapes t 
and e f f i c i e n t means of t ranspor t for such pu rpose s . "The low 
capi ta l expenses place the motor vehic le at a g rea te r advantage 
and inc rease its compet i t ive power agains t the r a i l w a y s " . ' Bes ides 
its compet i t ive power , motor vehic le has no specia l runn ing track 
and t he r e fo r e , need to spend no money e i ther on its cons t ruc t ion 
or on its ma in tenance . "The roads are bui l t by the pub l ic bodies 
and m a i n t a i n e d by them, and they as much the p rope r ty of the 
pub l ic as of the t ranspor t services.^ 
In the present economic sys tem, the f i r s t p r inc ip le of a 
sound economy is to make the best use of the avai lable resources . 
' Naidu, B.V.N. "Road Rail Transport"" Annamala University (1941) p-305 
' Ibid, p-306 
The geograph ica l divison of labour means a sys tem of product ion 
in which each area tends to specia l ize the p roduc t ion of one or a 
l imited number of commodi t ies in which it has g rea te r advantage. 
In such c i rcumstances , t ranspor t system he lps very much to 
exploi t fu l ly the advantage of a par t i cu la r area at low cost . But if 
e f f i c i en t t ranspor t system is not avai lable , cost of t r anspor t is very 
high which o f f se t s the advantage of each p lace , then both the 
p laces are compel led to produce even that a r t ic le fo r which they 
are not sui ted. However , the avai labi l i ty of cheap and e f f i c i en t 
t r anspor t system fac i l i ta tes spec ia l iza t ion in the p roduc t ion of 
only such goods for which it has the grea tes t advan tage . When this 
type of d iv is ion of labour takes p lace , at that t ime, a communi ty 
can p u r c h a s e goods f rom outs ide at a grea ter cost than it can 
p roduce at home. It is done in order to enab le i t se l f to devote its 
all p roduc t ive resources in the p roduc t ion of such goods for which 
its advan tages are maximum. 
Now-a - days economic act ivi ty is h ighly spec ia l ized . 
Every consumer goods which ra ises s tandard of l iv ing, cons t i tu tes 
the l abour and skill of many d i f f e ren t workers , each of whom is 
specia l i s t in one aspect of p roduc t ion . /Spec i a l i za t i on inc reases the 
p roduc t iv i ty in indus t r ies and agr icu l tu re both.^ Indust r ia l 
/ 
revolu t ion in developed countr ies was made poss ib l e due to 
ver t ical spec ia l i za t ion and the avai labi l i ty of cheap and e f f i c i en t 
t i anspor t system made it easy Indus t r i a l i za t ion l e q u i i e s v a n o u s 
th ings which aie being made avai lable with the he lp of t i anspo i t 
services even f rom remote areas For example , du i i ng the Bn t i sh 
per iod , r aw mate i i a l s were suppl ied f rom India, whi le p roduc t ion 
process was being p e i f o i m e d in B n t a i n and again f in i shed goods 
were t r anspor t ed to India for consumpt ion This kind of 
spec ia l i za t ion was mainly respons ib le for a phenomena l r ise in the 
s tandard of l iving of the people , inspi te of the foui fo ld inc iease 
in popu la t ion of England within a coun t iy end ing 19"^ Centi i iy 
But indus t r ia l iza t ion can not p ioceed un less it is suppo i t ed by 
other sec tors of the economy It requ i res v a n o u s ag i icu l tu ia l 
p roduc t s to f eed non-agr icu l tu ra l sectors at low pr ices Scarci ty of 
ag i i cu l tu ra l goods will cause inf la t ion in the economy and the ieby 
cost of p roduc t ion in the non-agr icu l tu ra l sec tor wil l show upward 
t iend As a resul t , the country will be enable to compe te in foieigii 
marke ts and eventua l ly f inanc ing of improved m a c h i n e i y would 
become a d i f f i c u l t task It is qui te t rue that unt i l unde r deve loped 
count r ies succeed in achieving and sus ta in ing a l e l i ab l e food 
surp lus , they can not fu l f i l l the f u n d a m e n t a l p r e c o n d i t i o n for 
A M , Milne, Economics of Inland Transportadon' Sir Issac Pitman and Sons London p-4 
economic growth ' All those c o u n t n e s that a te deve loped today, 
had a food su ip ius eithei Ihiough domest ic piodiict ioi i oi impoi ts 
However , a deve lop ing counti> cannot l e ly upon the impor ts on 
account of fo ie ign exchange c i i ses T h e i e f o i e , it is des i ied to 
spec ia l ize or commerc ia l i se agr icu l ture , t r anspor t sys tem will 
have to be deve loped Infact , "It is t rue that the s t rength of an 
army lies in its legs, it is more true that the s t iength of our 
ag r i cu l tu re l ies in our roads" 
It has been seen that inspi te of all the e f fo r t s of the 
ag i i cu l tu ra l and co-opera t ive movement , Indian agr icu l tu re has not 
been deve loped due to lack of good roads Some of the best 
agr icu l tura l d is t r ic ts as Bi jnor and M u z a f f a r Nagai in U P are cut 
- off f rom trunk - loads and l a i lways and i nacces s ib l e foi most of 
the ra iny season "More than 30% of the p e r i s h a b l e p roduce of 
India runs to was te on account of l imi ta t ion of t r anspo r t a t i on ^ 
All this indicates the impor tance of a well in tegia ted 
and cheap means of t i anspor t to increase the p roduc t iv i ty in 
agr icu l tu re , earn ings of pooi f a n n e i s and w iden ing the maike t foi 
their p roduce by provid ing cheap and e f f i c i e n t se rv ices The 
inaugura t ion of a t ranspor t system in an area opens up news vis tas 
' Nichollas, W H ' Agricultural Policv" - the place of agriculture m economic de\ elopment Edited 
by Kenneth Berrill, Macmillan, Lodon 1964 pp 366-367 
^ Jam J K , ' Transport Economics" Chattanya Pubhshing House, Allahabad (1985) p-338 
^ Indian Express, N Delhi 13*^  March 1968 p 
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of economic act iv i ty , gives a kick to do iman t po ten t i a l s , insp i ies 
hope and l i fe among the people on that a iea Ruia l l oads aie as 
much as input in agr icul ture as are seeds or f e i t i l i z e r s because in 
India, mos t of the people live in rura l a reas hav ing their 
dependence main ly on agr icul ture 
Road t ranspor t provides oppor tun i t i e s to othei sec to i s 
to deve lop The increased p roduc t iv i ty in othei sectors , of 
e c o n o m y is use less unless it is t raded on a wide area In the 
absence of a wide market , a communi ty can not spec ia l ize in 
ce i ta in p i o d u c t s Foi specia l iza t ion means a su ip lus of a pa i t i cu la r 
p roduce , which must be t raded in order to get o ther p roduc t s foi 
use This means that e f f i c i en t load t ranspor t sys tem is must foi 
b u d g i n g the t ime and space gap In an count ry in which market for 
a p roduc t is l imi ted, specia l ized mach ines and ski l led w o i k e i s ate 
at d i scoun t because demand of then p roduc t s will be l imited 
Obv ious ly , a coun t iy will be fac ing d i f f i cu l t i e s if it is too small to 
p rov ide a domes t ic market for new p roduc t s of a volume 
compa t ib l e with e f f i c i en t opera t ion , b e f o r e they are able to 
compete f a v o u r a b l y in the wor ld market For a deve lop ing 
country , the entry of new produc t in the fo re ign marke t is ve iy 
d i f f i cu l t It is only in the case of h ighly marke t o r ien ted indus t i i e s 
or those she l te red by dis tance or t r anspo i t cos ts that the new 
en te rpr i se in the deve loping countr ies are l ikely to f ind entry easy. 
However , extens ion of market is highly essen t ia l in order to 
encourage the deve lopment of new indus t r i es and to accompl ish 
this task, the avai labi l i ty of cheap and e f f i c i en t means of t ranspor t 
will be of great impor tance . 
Bes ide extens ion of market , the loca t ion of indus t r ies 
is also in f luenced by the means of t ranspor t . The su i tab le locat ion 
of indus t r i e s is very s ign i f ican t f rom the poin t of v iew of reducing 
the cost of p roduc t ion . However , the loca t ion of indus t r ies is 
de te rmined by the fac to rs such as market , raw mate r i a l s , power or 
fue l , l abour and t ranspor ta t ion fac i l i ty . T r a n s p o r t a t i o n charges 
make a s ign i f i can t impact on the or ien ta t ion of indus t ry in re la t ion 
to marke t s and raw mater ia ls . But the i m p o r t a n c e of t ranspor t 
charges var ies in accordance with the na ture of indus t r i e s . If the 
rat io of t r anspor t cost in the total cost of p roduc t ion of a 
c o m m o d i t y is s ign i f i can t ly high, t ranspor t charges will be the 
de t e rmin ing f ac to r in the locat ion of indus t ry . If f r e igh t rates 
cons t i tu te a small part of the cost of p roduc t ion , it may exerc ise 
p rac t i ca l ly no in f luence in the se lec t ion of the loca t ion of 
indus t ry . 
A p roduc t ion locat ion is chosen where the total costs 
of t r anspor t a t ion are minimized. In such a ca lcu la t ion , the 
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movement costs are counted, of course , for both in f lowing inputs 
(raw mate r i a l s and other inputs) and o u t f l o w i n g outputs . And 
chances of in - t rans i t losses , as in pe r i shab le s , can be used to 
assign f u r t h e r cost d i f f e r ences be tween the loca t iona l a l te rnat ives . 
S impl i f i ed in these terms, the p lacement of a p r o d u c t i o n site does 
not count the d i f f e r ences in input unit costs . Poss ib le loca t ions of 
a p roduc t i on process are not like, of course , in thei r re la t ion to 
raw mater ia l sources . Some of them involve longer t ranspor t 
d i s t ances to a cer tain source or a low-cos t source of mater ia l s than 
o thers do. These d i f f e r ences can be expressed in another way. 
When a cer ta in radial d is tance is f ixed for each poss ib l e locat ion, 
costs of ava i lab le mater ia l s are not al ike be tween the a l ternate 
p rocess ing s i tes . ' Measured in both t r anspor t and inpu t unit costs , 
a p roduc t ion loca t ion can be the leas t -cos t source within some 
area l imits . Beyond these boundar ies o ther ou tpu t loca t ions are 
more economica l source of the product .^ 
All commodi t i es , never the less , fal l into e i ther supply 
o r ien ted or marke t or iented or foo t loose ca tegory in terms of 
loca t ion theory . Supply or iented commodi t i e s are those in which 
the indus t r i a l p rocesses tend to be loca ted near the source of raw 
' Troxel Emery.... "Economics of Transport" Rineliart and Com; Inc., New York (1993) p. "01 
' Ibid, p 302 
mater ia l s or fue l . These commodi t ies are for the mos t part , weight 
losing or weight saving in the course of p rocess ing or 
manufac tu r ing . These may be the p roduc t s m a n u f a c t u r e d with 
large fue l consumpt ion at a stage where the we igh t of the fuel is 
impor tan t in re la t ion to the weight of the p roduc t . Also, these may 
be, pa r t i cu l a r ly in agr icul ture , such commodi t i e s which requires 
p rese rva t ion , grading or s tandard iza t ion . These indus t r i e s will be 
loca ted near the supply of raw mater ia l s or fue l in order to reduce 
the p roces s ing cost. The caning and f r e e z i n g of vege tab les and 
f i shes , cane c rushing and grading of f ru i t s are some of the 
examples of supply or iented indust r ies . 
The p roduc t s which are of pe r i shab le na tu re have to be 
p roduced near the market . Bes ides , a number of i ndus t r i e s have no 
s t rong loca t ion pul l e i ther to supply or to marke t . The reason may 
be that cos ts of t rans fe r are re la t ive ly i n s ign i f i c an t . In such 
c i r cums tances , indus t r ies are located at e i ther of the end of the 
t r anspor t a t ion chain i .e. , e i ther at the source of raw mater ia l or at 
the marke t place but not be tween the two. This is so because long 
hau lage of goods are a lways re la t ive ly cheaper than the short haul . 
When a locat ion is at the source of r aw mater ia l or is 
p ropo r t i ona t e ly more in this d i rect ion than the marke t p lace , the 
choice is said to be a case of raw mater ia l o r i en ta t ion . And by 
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changing the t ranspor t pr ice rat io be tween the raw mater ia l and 
the f i n i shed product , a t ranspor ter can fac i l i t a te the choice of a 
raw mate r ia l source as a p rocess ing loca t ion . W h e n a p lant site is 
nearer the sel l ing place or market area than the raw mater ial 
source , it is said to be market o r ien ted and if the raw 
ma te r i a l / f i n i shed produc t ratio of t ranspor t p r ices decreases , the 
chance of marke t -p lace choice inc reases for an e f f i c i en t 
d i s t r ibu t ion of goods p roduc t ion . ' 
As our economy is agro-based , the raw mater ia l s to 
var ious indus t r i es are suppl ied by the road t r anspor t sector . Suger 
indus t ry is an example of such type. It is a lmos t loca ted in the 
Sugercane g rowing areas of U.P. This i ndus t ry has deeply 
pene t ra ted into rural areas from where rural mater ia l s are 
suppl ied . S imi lar ly iron and steel indus t ry in Bihar is located on 
those p laces where raw mater ia ls , iron ore and coal are easi ly 
ava i lab le . Bes ides , our economy is la rge ly governed by 
agr icu l tu re . Var ious indus t r ies come up in the v i l l ages to p rocess 
the p roduce , for p rese rva t ion of f ru i t s and vege tab les . The 
p roces s ing uni ts are to be located near the source of supply . 
Hence , the need of road t ranspor t is h igh ly des i rab le in order to 
beef up the agr icul tura l resources of the coun t ry . The road 
op., cit, p, 302 
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t r anspor t sys tem was a ma jo r source of t r anspo r t a t i on in ancient 
t ime. It will cont inue to in f luence the e s t ab l i shmen t of indust r ies 
and economic act iv i t ies in fu tu re also, due to its cheap and feeder 
serv ices . 
The pr ice of a commodi ty is also i n f l u e n c e d by the 
means of t ranspor t . When industr ial goods are p ioduced in a very 
large quant i t i es , the surplus can not be sent to o ther consuming 
cen te r s /p laces in the absence of t ranspor t f ac i l i t i e s and this cause 
a great fa l l in its pr ices . If adequate means of t r anspor t are 
avai lable , the surplus may be t r anspor ted to de f i c i t areas. It 
enab les the local marke t to main ta in s teady pr ices and prevent the 
pr ice spiral of the def ic i t area f rom shoot ing up. When pr ices are 
spira l of the de f ic i t area from, shoot ing up. When pr ices are stable, 
p roduce r s are happy as they are cer ta in of ge t t ing a reasonab le 
pr ice th roughou t the year . In this way, t r anspor t helps in 
e s t ab l i sh ing and main ta in ing in te r - re la ted pr ices of commodi t i es 
for the b e n e f i t of consumers and producers . In add i t ion , cheap and 
e f f i c i e n t means of t ranspor t also i n f luence the pr ice . 
In the absence of a good road t r anspor t sys tem, there 
has been a wide gap be tween urban and rural commodi t i e s . There 
are var ious commodi t i e s which are used in urban areas but can not 
reach to the rural masses due to lack of roads . An e f f i c i en t road 
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t ranspor t system ciin play a s igni f icant role in (he field of 
d i s t r ibu t ion and in ra is ing the s tandard of l iv ing of rural people . 
"The motor vehic le is best adapted to the rural a reas which can 
bear only a l ight rate. The motor vehic le can very wel l thr ive on a 
l ight t r a f f i c and it can, by ad jus t ing its t ime table , get as heavy a 
load f ac to r as it could. The f i r s t th ing that any t ranspor t 
unde r t ak ing should do is to get all the t r a f f i c it can. It could be 
enab led to max imize t r a f f i c by quot ing low ra tes . T r a f f i c has f i rs t 
to be got and nursed , be fo re it could be made p e r m a n e n t . " ' In the 
rural areas, passenger t r a f f i c is sparse , and to bui ld ei ther a 
ra i lway or a f r ame way would be out of the ques t ion . A road motoi 
vehic le wou ld answer the purpose best.^ 
Agr icu l tu ra l deve lopment in India has been a f f ec t ed on 
a great extent by road t ranspor t , because most of the Indian 
f a rmers live in v i l lages . They nei ther can get seeds and bet ter 
agr icu l tu ra l equ ipments in the absence of road t ranspor t , nor sell 
their agr icu l tu ra l p roduce in other marke t s because ra i lways or 
a i r w a y s ' f ac i l i t i e s are not avai lable in rura l areas of our country , 
so they have to depend on road t ranspor t . 
' Naidu, B.V.N "Road and Rail Transport" Annamalai University, 1941. pp. 315-316 
' lb id ,p .316 
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Agr icu l tu re not only provides food such as wheat , r ice, 
f ru i t s etc. but also y ie lds a large quant i ty of r aw mate r ia l s like 
Cot ton , Jute and Oi lseeds for the p r inc ipa l m a n u f a c t u r i n g 
indus t r ies . Deve lopmen t of agr icul ture comple t e ly depends on a 
regular supply of modern machiner ies , ag r i cu l tu ra l implements , 
be t te r var ie ty of seeds, manure and fe r t i l i ze r i n sec t i c ides for 
des t roy ing pes ts and for rapid movement of agr icu l tu ra l p roduce 
to o ther marke ts . 
When there was no motor - t r anspor t , animal and 
bu l lock carts were used to t ranspor t the agr icu l tu ra l p roduce . 
These t r anspor t services took a lot t ime in t r anspor t a t ion but 
today , the use of motor - t r anspor t has r emoved this l imi ta t ion . 
Howeve r , in most of the vi l lages , where there is a lack of good 
roads and no other means of t ranspor t is ava i l ab le except road, 
bu l lock car ts are p lay ing a great ro le in such areas . The road 
t r anspo r t has a lso a f f ec t ed the agr icu l tu re d i rec t ly by enlarging 
the a reas under cul t iva t ion. There is a two fo ld corre la t ion 
be tween road deve lopment and increased agr icu l tu ra l p roduc t ion . 
Many lands be low the margin of p roduc t ion would come within 
the range of commerc ia l p roduc t ion , if be t te r roads neu t ra l i ze 
thei r loca t iona l d i sadvantage . The road t r anspor t se rv ices , act as 
f e e d e r s to the ra i lways , giving the inhab i t an t s of the v i l lages the 
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benef i t s of ra i lway travel and the ra i lway the advan tage of 
inc reased r ece ip t s . ' 
Road t ranspor t has also encouraged (he product ion of 
goods of pe r i shab le nature such as vege tab le , f ru i t s , dai ry 
p roduc t s , milk and eggs etc. These types of th ings are main ly 
p roduced in the vi l lages or in rural areas . These th ings are 
supp l i ed to each and every corner of the s tate / c o u n t r y with the 
he lp of adequa te and cheap means of t r anspor t i .e . ; road t ranspor t 
because roads are exis ted every where in our coun t ry , whe the r it is 
a Ku tcha road or pucca road. For example , the mos t impor tan t 
crop of U.P. is Sugercane and it is mos t ly p r o d u c e d in rural areas. 
No ra i lways or a i r w a y s ' fac i l i t i es are ava i l ab le to the fa rmers to 
send the sugercane to the mil ls . Only road t r anspo r t is poss ib le in 
these areas . The v i l lagers main ly use bul lock car ts or t rac tors to 
send the sugarcane to the mi l l ' s centers* and f r o m these centers , 
the t rucks are used to carry the sugarcane to the mi l l s . 
In this way, motor t r anspor t has been proved very 
s ign i f i can t mode of t ranspor t . Many f a rmers in the v i l lages start 
gurr i ndus t r i e s and this gurr is suppl ied to the u rban marke t s only 
by the means of road t ranspor t . Wi thou t roads , no v i l lage can be 
'op, cit.p-316 
' Sugar mills normally establish some centers in rural areas to purchase the sugarcane. These centers 
are set up by the mills on the basis of number of villages (Normally 9 or 10 villages per center) 
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connec ted with another v i l l age / lown/c i ly and (he rc fo rc , a great 
e f f ec t on the deve lopment of the economy. No otiier means of 
t r anspor t can provide so extens ive ne twork of communica t ion as 
road t r anspor t in the rural areas. The d e v e l o p m e n t of agr icul ture , 
la rgely depends upon the su f f i c i ency and condi t ion of roads . 
In addi t ion to agr icul ture , road t r anspor t has also 
p layed a s ign i f i can t role in the sphere of indus t r i a l deve lopment . 
Indus t r i e s are the founda t ion s tones of every economy. If a 
coun t ry has more and more indus t r ies , she wil l be cons ide red as 
f i n a n c i a l l y s t rong. But the indus t r ies can not p rog res s wi thou t a 
s u f f i c i e n t sys tem of road t ranspor t . If the road t r anspor t is not 
adequa te to meet the t r a f f i c demand of the indus t r i e s , the 
deve lopmen t of the count ry wil l be adverse ly a f f e c t e d , because 
r a i lways and other services are not ava i lab le to all indus t r i es . If 
they are ava i lab le , they needs road t r anspor t fo r p rov id ing feeder 
serv ices . 
An indus t ry needs var ious f ac to r s of p roduc t ion such 
as raw mate r i a l s , labour , cont inous supply of fue l and spare parts , 
to regu la te the p roduc t ion . If there is a short fal l in any f ac to r of 
p roduc t ion , p roduc t ion will stop and the economy wil l su f fe r . To 
regu la te the p roduc t ion and d is t r ibute it, to va r ious par ts of the 
coun t ry , indus t r i es also need a cheap and e f f i c i e n t means of 
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t ranspor t . Road t ranspor t is most su i tab le for this pu rpose because 
it is ava i l ab le at all t imes and at all p laces of the count ry , while 
r a i lways or a i rways d o n ' t have this advan tage . Thousand of 
workers or l aboure rs come f rom their houses to the f ac to r i e s daily 
and go back a f te r work ing hours . Ra i lway t r anspo r t also p lays an 
impor tan t role but it is not so impor tan t as road t r anspor t , because 
roads are every where , whe ther it is c i t y / town vi l lage . Road 
t r anspo r t is the most impor tan t con t r ibu to ry serv ice in modern 
p r o d u c t i v e o rgan iza ion . Today, large scale p r o d u c t i o n and 
exchange economy lead to a qual i ta t ive and quan t i t a t ive increase 
in wea l th and this is made poss ib le only by the means of road 
t ranspor t . 
If a count ry has good and e f f i c i e n t road t ranspor t 
sys tem, she wil l be developed economica l ly . Indus t r i e s will get 
raw ma te r i a l s and other fac to rs of p roduc t ion cheap ly and quickly . 
Roads are also he lp fu l in decen t ra l i za t ion of i ndus t r i e s . Small 
scale indus t r i e s wil l feel no d i f f i cu l ty in rural a reas if the roads 
have a c losed touch with them. In this way , the deve lopmen t of 
small scale indus t r ies is poss ib le only under the good road 
t r anspor t sys tem. "The es tab l i shment of indus t r i e s in new areas is 
p rac t i ca l ly imposs ib le wi thout road t r anspor t to b r ing the workers 
to and f r o m the fac to r i es . Sub-urban motor t r anspo r t he lps in the 
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decen t ra l i za t ion of over - c rowded ci t ies by c a r i y m g the w o i k e i s 
to and f rom the ad)oining areas Thus, road t i a n s p o i t enables 
indus t ry to take advantage of un tapped sources of labour and 
genera l ly con t r ibu tes to the mobl i sa i ton of all ava i l ab le r e sou ices 
The lo le of motoi t i anspo i t in the context of a mode in state and 
planned ccononiy is pe ihaps so self - evidcnl of sca /cc ly lo icquiic 
to be mentioned "' 
In the absence of road t r anspo i t , we can not imagine 
about the deve loped economy It has been seen tha t the s tr ikes 
cal led by the road t ranspor t owners aga ins t the increase in the 
pr ices of diesel and petrol by the gove rnmen t in 1999, has shown a 
great impac t on the economy and socie ty There was a nil or very 
l i t t le supply of goods and services by the indus t r i e s or f rom one 
marke t to ano ther Thousands of workers who were dependen t on 
the means of road t ranspor t c o u l d n ' t a t tend the i r du t ies Thus, the 
growth of a g r o - i n d u s t n e s in U P depends to a large ex ten t on the 
ava i l ab i l i ty of fac i l i t i e s to take the f in i shed goods of these agio 
based indus t r i e s to the markets and to get the supply of raw 
mate r i a l s f rom the f i e lds to the f a c t o i i e s Not only this , the 
migra t ion of workers f rom the remote v i l lages to the point of 
t r ansac t ion , the mobi l i ty of t i a in ing f ac i l i t i e s in the act of 
Gupta, S C "Transport in Modern India' Kishore Publishing House, Parade Kanpur (1974)p-432 
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m a n u f a c t u r i n g agro- indus t r ia l p roduc t s and the t r ans fe r of 
Icclinology from the iirbcin nreas lo Ihc rural folk also (Icpeiuls to a 
large ex ten t on the avai labi l i ty of t ranspor t f ac i l i t i e s . The lack or 
i n s u f f i c i e n c y of road t ranspor t , thus leads to a n u m b e r of c runchs 
in the g rowth of agro- indus t r ies in the count ry . 
In all developed count r ies , the d e v e l o p m e n t of 
t r anspor t has p layed an impor tan t role in thei r so i co -economic 
a d v a n c e m e n t . The cases of the U.S.A. and Br i ta in are ind ica t ive of 
this . The cons t ruc t ion of ra i lways reduced the cost of internal 
t r anspor t and brought new areas and new p roduc t s in to the s t ream 
of commerce . The ra i lway boom also inc reased the demand for 
ra i lway suppl ies and equipment which in turn , f u r t h e r s t imula ted 
the indus t r i a l i s a t ion process by suppor t ing d e v e l o p m e n t in other 
sec tors such as coal , i ron, steel, etc. On the same l ines , t r anspor t 
has p l ayed an impor tan t role in the d e v e l o p m e n t of Bri t ish 
economy . The deve lopment of her suppor t ing indus t ry gave a great 
f i l l ip to her economy by provid ing the serv ices of ca r ry ing the 
p roduc t s of her indus t r ies to the wor ld marke t s , by g iv ing access 
to new resources and technica l p rogress in p r imary p roduc ing 
coun t r i e s and by crea t ing world demand for her n e w p roduc t s . ' 
' W.W. Rostow.... "The Economics of Take off into Sustained Growth" Macmillan, London (1965) 
pp-77-80 
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While improvemen t s in her internal t ranspor t un i f ied the economy, 
r enewed bar r ie rs to urbaniza t ion , d i rec t ly s t imula ted the 
deve lopmen t of her heavy indus t r ies . ' It is only the road t ranspor t 
that can be expec ted to go r ight into the very hear t of the country 
and tap the resources that the v i l lages so a b u n d a n t l y o f fe r . 
Ex tens ive road communica t ions make for f l ex ib i l i t y of t r a f f i c . 
There is no res t r ic t ions , as to the rou tes to be f o l l o w e d or the 
areas to be served. Once a vehic le is pu rchased , the owner can run 
It, w h e r e v e r he chooses , p rovided he gets a l i cence f rom the 
Publ ic Author i t i e s . Obvious ly , the scope is g rea tes t in the rural 
par t s wh ich are ill served by communica t i ons of any sort. Our 
v i l l ages have , sti l l at p resent , to depend upon animal t r anspor t for 
their marke t ing . The bu l lock-car t is t he re fo re , the best sui ted in 
the south of India and genera l ly in the p la ins . This system of 
t r anspor t must cont inue to be the central f ea tu re of our t ranspor t 
sys tem for a long t ime to come. 
Bes ides , road t ranspor t sec tor also con t r i bu t e s to other 
sec tors of the economy by t r ans fe r r ing the r e s o u r c e s fo r economic 
growth . The deve lopment of t ranspor t i nc reases the p roduc t iv i ty 
of o ther f ac to r s of p roduc t ion by p e r f o r m i n g the con t r ibu to ry 
' Phyllis Deave and W.A. Coal, "British Economic Growth" 1688 - 1959; Trends and Structure 
Cambridge University Press. London (1962) pp-238-240 
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services. It contr ibutes to the economy in direct and indirect way. 
The na t ional i sed mode of t ransport ( C o r p o r a t i o i r s buses) 
cont r ibutes to the national cof fer by way of c rea t ion of surplus 
funds and paying dividends. The road t ranspor t sector also pays 
var ious types of taxes to the government as excise duty, passenger 
tax, good tax, motor vehicle tax, regis t ra t ion fee, road tax etc. The 
revenue received from road t ransport sector is cont inuous ly 
increas ing . Table No. 1.1 shows the revenue received from the 
t ranspor t sector . 
Table No. 1.1 
Revenue From Road Transport 
Year (A) State 
Revenue 
Motor 
Vehicle 
taxes and 
fees 
Sales tax 
on motor 
spirit and 
lubricant 
Taxes on 
Passengers 
and goods 
traff ic 
Total 
1990-91 1374.3 631.5 884.9 2890.7 
1992-93 2162.9 1338.3 1262.6 4763,8 
1993-94 1526.7 1558.6 908,0 3993.3 
1994-95 1988.8 1474.5 961.4 4424,7 
1995-96 2554.5 1743.3 1536.2 5834.0 
1996-97 3355.3 2711.7 1226.3 7293.3 
1997-98 4853.9 3502.4 2003.9 10360.2 
98-99 (RE) 5343.5 4132.2 2090.5 1 1566.2 
99-2000 
(BE) 
6173.2 4945.1 2677.1 13795,4 
Source: - Stat is t ical Abstract of India, C.S .O. , Minis t ry of 
Stat is t ics and Programme Implementa t ion , G.O.I . , N. Delhi , 2001 
p-213 
25 
Revenue Form Road Transport - Concluded 
(Year Ending March 2000. ) 
(B) Central Revenue 
Y e a r M o t o r Vchicle .s 
a n d acccs . so r i c s 
Ty re.s 
a n (1 
T u b e s 
rii>jli x|)cc(l 
Diesel oil 
M o t o r s p i r i t 
f u e l 
Tol a 1 (; r a n d 
T o t a l 
(A + B) 
I m p o r t 
D u t y 
E x c i s e 
D u t y 
I . 
d u t y 
E . 
d u t y 
I . 
d u t y 
E. 
d u t y 
I. 
d u t y 
E . 
d u t y 
- -
1990-91 351 .8 1510 ,9 - 803 .4 - 727 .6 - 1202 ,3 45 96,0 7486 ,7 
1992-93 300 .1 1591 .5 - 83 6,6 - 776 .9 - 1287 .2 4 7 9 2 , 3 9556 ,1 
1993-94 459 .5 1423 .1 - 1280,1 - 856 .0 - 1385 ,5 5377 ,2 9370 ,0 
1994-95 7 0 6 . 3 1846 ,9 - 1553.4 - 12880 - 1523 ,6 6 9 1 8 , 2 1 1342,9 
1995-96 112.9 2 2 4 6 . 1 - 1594.0 - 1235 .2 - 1631 ,5 8 0 3 2 , 7 13866 ,7 
1996-97 1463 .1 3 2 0 1 , 2 - 1754.8 - 2 0 8 4 . 7 - 2 1 1 6 , 8 10620 ,6 17913.9 
1997-98 1175.3 3 8 2 5 , 8 - 1442.9 - 2197 ,2 - 2 9 4 2 , 0 11583 ,2 2 1 9 4 3 . 4 
98-99 
(RE) 
1080 .7 3 9 6 5 . 6 - 1403,2 - 3 2 9 3 . 1 - 4 4 2 0 . 0 14184 .6 2 5 7 5 0 , 8 
99-2000 
(BE) 
1483 .9 4 9 4 9 , 9 - 1514.7 - 8 0 0 3 , 7 - 5 0 0 0 , 0 2 0 3 5 2 . 5 3 4 7 4 7 , 9 
S 0 u f t c 6 " : - S t a - t i ^ c a l A b s t D e ' a c t Of IHDIA . c S 0 ' . Gi 0-
Road t ranspor t in indirect way, makes it poss ib le to ut i l ize land, 
labour and capital e f fec t ive ly to p roduce more and thereby, 
genera tes higher income. It also provides the way for agr icul tura l 
and indust r ia l development to a country. 
The impor tance of road t ranspor t is also fe l t in many 
other areas . It plays a s ignif icant role by provid ing an essent ial 
communica t ion link. Mail and other means of communica t ion can 
not reach the vi l lages and remote areas in the absence of road 
t ranspor t . In India, most of the popula t ion live in the rural areas, 
and it is only the road t ransport fac i l i ty , which is poss ib le in 
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almost all the areas. It pays the way for e c o n o m i c and social 
deve lopmen t . 
Road t ranspor t also i n f luences the l iv ing s tyles of the 
people . A very s ign i f i can t in f luence that is made by the road 
t r anspor t sys tem on communi ty is the in tegra t ion of var ious 
cul tures , cus toms and d i f f e ren t ways of l iving. The re are var ious 
goods and serv ices which are p roduced at one p lace and consumed 
at o ther p laces main ly with the help of road t r anspor t . It has 
become an impor tan t medium of exchange in ca r ry ing the persons 
f rom one p lace to another and in sending goods and serv ices f rom 
one p lace to another , where these are needed by the peop le . This 
sys tem has ra ised the s tandard of l iving by d i s t r ibu t ing goods and 
o f f e r i ng services . "It fu r the r helps in the spread of educa t ion by 
br ing ing ar t ic les , repor ts , books, s tudy mate r i a l s wi th in the reach 
of s tuden t s and by ensur ing quick d i s t r ibu t ion of mai ls . Road 
t r anspor t , espec ia l ly bus t ranspor t , has v i r tua l ly des t royed the 
f ee l i ng of i so la t ion among the people l iv ing in d i s tan t areas. The 
d e v e l o p m e n t of bus t ranspor t also c rea tes s imi la r i ty in social 
cus toms , manne r s of l iving, b roadens the ou t look of the people 
f rom one cas te to another and f rom one re l ig ion to another by 
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which It e rad ica tes the s p i n t of s e c t a n a n i s m ' It also plays a 
Signif icant lo le by provid ing medical f ac i l i t i e s to the sick and 
in ju red pe r sons It removes the barr iers of d i s t ance For example , 
India has s tar ted the road t ranspor t service f r o m Delh i to Lahore 
in Pak is tan , which is very he lp fu l foi pooi peop le of the soci t ies 
of both the count r ies Road t ranspor t also he lps in p rov id ing 
social secur i ty to the people and main ta ins law and o ide r s i tua t ion 
of the coun t ry by provid ing help in cap tur ing gundas or t e r ror i s t s 
There are thousands of communi t i e s which aie heavi ly 
d e p e n d e n t upon truck service for their every day needs their 
b iead , mea t , milk, grocer ies , c lothing, fue l , i c ec i eam and movies 
There is very l i t t le in their day to day l iving, wh ich does not come 
to them at least part of the way by t ruck All c o m m u n i t i e s la ige oi 
small , depend in some manner upon motor t ruck t r an spo i t a t i on for 
the s a t i s f ac t i on of their wants In addi t ion , there are 25000 in the 
Uni ted States which depend comple te ly upon t iuck se iv ice to 
supply them wi th their needs ^ 
Road t ranspor t is also of great i m p o r t a n c e to those 
peop le , who are not in a pos i t ion to pay fo r r a i lways or a i rways , 
because it is a cheaper means of t r anspor t Roads are used by a 
' Agarwal, S P "Surface Transport in India" Pnntwell Publishers Distributors, Jaipur 1999 p-
39 
^ Taff, Charles A "Commercial Motor Transportation" Richard D Irwin , INC , Homewood Illinois 
1955 p-6 
28 
variety of t r a f f i c as pedes t r ians , an imals , bul lock car ts , horse and 
camel car ts etc. The roads are also used by the motor -veh ic les , 
whi le the r a i lways or shipping can be used only fo r a spec i f ic 
pu rpose by a de f in i t e type of vehic le in a de f in i t e manne r . So, the 
u s e f u l n e s s of road is un l imi ted because they have a l t e rna t ive uses 
and they are use fu l for men, animals and motor veh ic les . 
N o w - a - d a y s the t ranspor t by road has become an 
impor t an t means to remove sect ional f ee l i ngs of the people 
because the peop le who make j o u r n e y are of d i f f e r e n t sec t ions . 
They exchange their v iews with each other and the re fo re , the 
f ee l i ng of sec t iona l i sm is reduced . "There is a d i rec t and in t imate 
link b e t w e e n the ava i lab i l i ty of t r anspor t f ac i l i t i e s and the abi l i ty 
of human being to create good env i ronment in any count ry . Tlie 
ava i lab i l i ty of adequa te t ranspor t f ac i l i t i e s has con t r ibu ted to the 
d e v e l o p m e n t of a na t ion in all f i e ld s ' Good road sys tem can link 
the rura l areas to urban areas so as to enab le the v i l l a g e s ' people 
to r e s ide in coun t ry side and work in c i t ies and vis i t towns to 
en joy mode rn fac i l i t i e s or to develop such f ac i l i t i e s in their 
v i l lages . This will help both ways , - the c i t ies will have less 
concen t ra t ion of popula t ion and hence less p r o b l e m s of socio-
l-Mathur, J. S. "Surface Transport in India" 
Printwell Publishers Distributors, Jaipur (1999). p 39 
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economic nature and the vil lages will have bet ter oppor tun i t i es of 
development . 
Conclusion: 
In conc lus ion , it can be observed that the deve lopment of road 
t ranspor t in India is essential for the overal l deve lopment of our 
economy. As a matter of fact , we should also develop our roads 
which is necessary for the growth of road sector of our t ransport 
system. In view of this, the next chapter will focus on the pattern 
of deve lopment of road t ransport in U.P. 
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CbapteMi 
Pattern of Development of Road 
Transport in U.P. 
C H A P T E R - II 
P A T T E R N O F D E V E L O P M E N T O F 
R O A D T R A N S P O R T IN U.P . 
In the f i rs t chapter we have discussed the soc io-economic 
s ign i f icance of road t ransport in India. The presen t chapter will 
focus its a t tent ion on the pattern of development of road t ranspor t 
I 
m India' and U.P. It will also examine the poss ib i l i t i es and 
prospec ts of the development of roads and their exper iences in the 
deve lopment of road t ransport in the state of U.P. 
The his tory of roads In India is very old. Before 
Musl im per iod, the excavat ion of Mohan jedo ro in Sindh and 
Harappa in Pun jab have revealed that in these ci t ies which existed 
in 3500 and 2500 B.C., there were broad streets with proper 
drainage sys tem. ' The Aryans on the other hand, ini t ial ly 
concent ra ted in vi l lages si tuated near woods , where good pasture 
was avai lable . Trading centres were few, which explain the 
absence of re fe rences to roads in the ear l ies t re l ig ious l i tera ture of 
India. " K a u t i l y a ' s Arth Shas t ra ' wri t ten near about 300 B C. 
records that in Mauryan age. Chariot roads, royal roads and the 
roads leading to country parts and pas ture grounds were 24'*^ feet 
in width, roads leading to mili tary s tat ions, burial grounds and 
Gupta, S C , Transport !J) Modern India, KisJiore PubJishers House, Kanpur (1974) p-^51 
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vi l lages were 7 '/2 fee t wide and loads for minoi q u a d i u p e d s and 
men were 3 fee t in width ' Megas thenes , as l e f e i i e d to by Aiyan 
and S t iabo , descr ibes at some Icngdi (he loyal load o( the 
Mauryans which connec ted Pa t l ipu t ra wi th the no i t h -wes t e rn 
f ron t i e r of the empire ^It had a chain of les t - houses and posts 
ind ica t ing d i s tances and d i rec t ions 
The "Sukran i t i " also gives a weal th of in fo rmat ion on 
road eng inee r ing Under Chand ia Gupta M a u i y a , the ie was a 
regular depa r tmen t of communica t ions , which looked to the proper 
ma in t enance of loads The g iea t Mauryan , Ashoka dec i eed the 
laying out of conven ien t roads well p rov ided wi th avenues of t iees 
and res t houses where all f ac i l i t i es were ava i l ab le to the 
t rave l le rs Emperor Ashoka also r ecogn ized the impor t ance of 
h ighways for bu i ld ing up the s t rength and p r o s p e r i t y of his 
k ingdom He gave the country a good ne twork of roads It would 
seem p robab l e that knowledge of the A c h a e m e n i a n Cen tu ty 
B C ) Empi re in Iran, pa r t i cu la r ly about the road and 
c o m m u n i c a t i o n system developed by Cyrus ( 5 5 8 - 5 3 0 B C ) and 
Dar ius Hys ta spes (522-486 B C ) - whose t e r r i to r i e s ex tended to 
' Op-Cit-, p-351 
^ Strabo, - ' Geography" (Tr H L Jones), Vol VII London, 1930 p-17 
' Smith, V , "Early Histor>' of India' 0 U P r " Ediciton, 1914 p-135 See also Forbes R J 
' Ancient Roads" Amesterdam 1964, p-88 
'' Naidu, B V N - 'Road - Rail Transport" Thompason and Co Printers, Annamalai Universitv 
Madras, (1941) p p 7-8 
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the Ravi and Indus, had some impact in India. It is unl ikely that 
the road sys tems developed under these rulers were unknown to 
the Mauryas , who had es tabl ished a large centra l monarcy '" . ' 
Later the M a u r y a s ' road system must have been renewed by 
Guptas (220-495 A.D.) and Harsha (606-647 A.D.) . 
Af ter the fall of the dynas ty of Harsha , the country 
was ru led by provinc ia l Ra jpoo t dynas t ies , who were in te res ted 
only in admin i s t e r ing their own separa te k ingdoms , a task that did 
not involve the main tenance of a count ry - wide ne twork . 
However , A1 - Biruni , expla ins that long roads were a pre-
requis i te fo r the conduct of r eg ion-wide t rade in nor thern India. 
Taking K a n n a u j (U.P. ) as the s tar t ing point , A1 Biruni founds two 
roads runn ing to the north and north west . One went to Kashmir 
th rough Sh i r sha raha and Dahmala (Capi ta l of Ja landhar ) , 
t e rmina t ing at Rajker i . Another road went to Ghazni (Afghan i s t an ) 
through Panipat , Jhelum and Kabul . A third road ran f rom 
K a n n a u j Via Ahi lwara (Patan) and Bazama (the old capi ta l of 
Gu ja ra t ) to Somnath f rom Bazama, yet ano the r road went to 
Mul tan where it j o i n e d one running sou thwards to Loharan i (Near 
Modern Karach i ) . A1 - Biruni also r e fe r s to roads in I n d i a ' s nor th 
Rawlinson, H.G.'india'-A short Hislory.Cultural History, London 1965 pp-S6-S7 
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eastern and south - eastern reg ions . ' Dur ing Musl im Period, the 
Ghaznav ids (986 - 1173) developed di rect rou tes be tween Ghazni 
and Pun j ab , the most impor tant ran th rough the Kur ram, Tochi and 
Gomal passes . Their invading armies marched beyond the 
Sula iman range via Multan Uch and upper s indh. This r o u t e ' s 
deve lopment enabled carvans and merchan t s f rom eas tern Iran and 
Ghazni to t ravel to Guj ra t where commerc ia l contac t was 
e s t ab l i shed with the merchants of Chau lukya k ingdom. In the 
th i r t een th cen tury , the sul tans of Delhi f aced both in terna l and 
external th rea t - f r om the north west a ser ious cha l l enge f rom the 
mongols whi le in te rna l ly the Ra jpu t ch ie fs pe r s i s t en t l y res is ted 
their au thor i ty . To meet the mongols cha l lenge , the sul tan bui l t a 
ser ies of wel l gar r i soned for t s and outpos ts a long the route to the 
north w e s t e r n f ron t i e r s . In ternal ly , p o w e r f u l R a j p u t ch ie f s were 
c rushed and peace res tored on the h ighways N e w roads were 
l inked wi th old to fac i l i t a te the t r ans fe r of r evenue co l lec t ions . 
These n e w routes p layed a s ign i f i can t ro le in connec t ing the 
S u l t a n a t e ' s gar r i son towns wi th open marke t t owns in p rov inces 
such as Lahore , Delhi and Awadhi . 
Because of the Su l t an ' s success in ma in t a in ing a good 
system of roads and communica t ions (At least in the reg ions of 
A1 - Brinu Biruni's India (Tr. and Ed. By Edward C. Sachau)Delhi, 1964 Chapter XVIII. 
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power fu l ru lers like Balban (1265-1287) ; Ala -uddin Khi l j i (1296-
1316), M u h a m m a d Tughlaq (1325-1351) and Fi roz Tugh laq (1351-
1388), t rade and Commerce f lour i shed . M u h a m m a d Tughlaq buil t 
a t runk road f rom Delhi to Daul tabad . Ibn Ba t tu ta th rows much 
l ight on the t rad ing act iv i t ies of that t ime. Dur ing his travel in 
India, he found large markets in a lmost all the c i t ies , he vis i ted 
and in Delhi , the larges t of all. It appears f rom the accoun t of 
these t r ave le r s that the main roads and rou tes were wel l de f ined 
and these adequa te ly served the c o u n t r y ' s admin i s t r a t ive , pol i t ica l 
and commerc i a l needs . 
The Afghans , who re ta ined thei r commerc i a l in teres ts 
a f t e r the e s t ab l i shmen t of Delhi Sul tanate , f o u n d e d severa l towns 
in the P u n j a b and e l sewhere . New routes were e s t ab l i shed to link 
these , whi le old ones were repa i red . The road sys tem was 
p ro tec ted so as to encourage Afghan immigran t s to t ravel to and 
set t le in the towns. 
The adminis t ra t ive measures of Babur (1525 -30 ) were 
f i rm f r o m the beginning . He was well aware of pol i t ica l 
impor tance of communica t ion and had pa r t i cu la r ly to ensure the 
regular f l ow of r e - in fo rcemen t s f rom Kabul . Thus , soon af te r the 
conques t he measured his conquered te r r i to ry f rom Kabul to 
Agra. 
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Humayuii ( 1530 - 1540 and 1555-56) had iiisulTiciciK 
oppor tun i t i e s to show this abil i ty as an admin i s t r a to r . Sher Shah 
(1540-1545) , the founder of ' S u r s ' dynas ty and un ique ly for 
- s igh ted ruler , reorganized the c o u n t r y ' s ent i re admin i s t ra t ive 
sys tem. 
He spent most of his l i fe in Bihar and Bengal , so he 
was aware of thei r p roblems . Remote f r o m Delhi , Bengal was a 
land of i n n u m e r a b l e ravines , nul lahs , r ivers and bad roads . Travel 
by boa t dur ing the monsoon , p rovided that there was no ser ious 
f lood , was compara t ive ly easy and swif t , but was d i f f i c u l t by road, 
Sher shah cons t ruc ted the Grand Trunk Road f r o m Attock to 
DelM. Later ex tending it to Sonargoan which become its eas tern 
t e r m i n u s . ' 
A f t e r Shershah, Akbar ( 1 5 5 6 - 1 6 0 5 ) dur ing his rule, 
cons t ruc t ed new roads , br idges and mi l i t a ry pos ts which gave the 
army grea te r mobi l i ty , also s t imulated the f l ow of t rade . 
Under Mughals , provincia l governe r s and dis t r ic ts 
o f f i c e r s were respons ib le for the sa fe ty and i m p r o v e m e n t of roads . 
Jahangi r (1605-1627) ordered Zamindars ,^ to p lant t rees on the 
rou tes be tween Agra and Attock on the Indus and be tween Agra 
' Qanungam Life and Time of Shershah, Bombay, 1965, pp- 315-316 
^ Zamindars - The persons responsible for the maintenance of law and order in Mughal territories 
and Benga l . Zaminda r s along the road be tween Agra and Lahore 
were o rdered to erect a mi les tone every KOS (2 mi les ) and dig a 
well every three KOS In this way, mi les tones , wel ls , i c sc ivo i i s 
and sara is were p rov ided along the roads . Whi l e a t t endan t s were 
employed to keep sarais clean and habi tab le 
The safe ty of the road over the Khayba r Pass to 
Qandha r was th rea tened by the ac t iv i t ies of m a r a u d i n g Afghan 
t r ibesmen , so a s t rong force was s ta t ioned at all impor tan t 
j u n c t i o n s on the roads , while local tr ibal ch ie f s were requ i red to 
pol ice and main ta in the road "The po l i cy of mak ing such men 
re spons ib l e for the main tenance , repai r and sa fe ty of roads seems 
to have succeeded great ly easing the movemen t of carvans and 
trave Hers . ' This and other measures improved the cond i t i on of the 
roads . Trave l bec.9.me easier and safe and c o m m u n i c a t i o n s between 
d i f f e r e n t par ts of the country b e c a m e quicker and more e f f i c i en t 
The road ne twork in eas tern India p r e s e n t e d d i f f e ren t 
problems.^ Though Shershah had b rough t about the some 
improvemen t s in the roads of Bihar and Benga l , the rivecs still 
o f f e r e d an eas ier and cheaper way of ca r ry ing men and goods . 
' This policy was formulated and implemented with \'igour by shershah. Shiqd.irs And other officials 
even at village level, were required to maintain the roads and care for the safety of tra\ elci s Am harm 
or loss to a traveller had to be compensated by them If they fail to produce the culpiit or replace lost 
property, they were severely punished This practice was followed by mughal emperors ( See Tareek-
1-Shers'hahi (pp 220-21) and Tareek-I-Daudi, Ahgarh, 1954) 
^ Moreland, W H "Front Akbar to Auraangzeb" Delhi 1972, (pp 25-26) 
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However , f rom Agra to Patna via Banaras , the land route was 
busy, Jahang i r buil t a road l inking these towns . Peter Munday, 
who used it dur ing the ra iny season, encoun t e r ed some 
d i f f i cu l t i e s , but comple ted his j o u r n e y . A u r a n g z e b also l inked 
Agra wi th their provinc ia l capi ta ls . The cons t ruc t ion of br idges , 
canals , sara is and postal chawkees indica te that the roads were not 
only c leared but also ex tens ive ly kept up. Under F i roz Tughlaq 
a lone , hund red of bui ld ings for publ ic use were cons t ruc ted on the 
main h i g h w a y s and roads. This, na tura l ly , wou ld not have been 
poss ib le w i thou t an e f f ec t ive road ne twork . 
Dur ing Bri t i sh per iod in India there was a well 
p lanned sys tem of roads and organ iza t ion in con t ro l . But it took 
some t ime even for the Bri t i sh to inaugura te thei r s chemes of road 
bui ld ing . As Mac George say it is not easy to a ccoun t for this 
ex t reme backwardnes s even af te r the advent of Br i t i sh rule. 
" B e y o n d 20 miles f rom Calcut ta , the roads commun ica t i ng with 
the p r inc ip l e s ta t ions of the upper p rov inces were in no bet ter 
s tate than in the t ime of Mughals . 
Dur ing the Bri t i sh per iod , the m a i n t e n a n c e and 
cons t ruc t ion of roads were under the superv i s ion of mi l i ta ry 
eng ineers and a number of t runk roads were cons t ruc ted 
connec t ing impor tan t commercia l and mi l i ta ry cen t res . Change in 
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pol icy was inaugura ted in the regimes of Lord Wil l iam Bentink 
and Lord Dlahous ie , when the mi l i ta ry board was superseded by 
the pub l i c works depar tment in 1855, because ra i lway was 
in t roduced by Lord Dalhous ie in 1853. Smiths says "A par t i cu la r ly 
i n e f f i c i e n t body cal led the mi l i ta ry board, which was supposed to 
look a f t e r publ ic works was suppressed and the Publ ic Works 
D e p a r t m e n t (P .W.D) was cons t i tu ted nea r ly in its ex is t ing form 
The expend i tu re on publ ic work was enormous ly inc reased and the 
works of great magni tude such as the grand t runk road were 
u n d e r t a k e n . ' 
Publ ic works depar tment was crea ted because roads 
were n e c e s s a r y to develop the Ra i lways . Roads were also 
n e c e s s a r y to carry the goods and serv ices f rom the ra i lway 
s ta t ions to their needed / respec t ive p laces . In 1927, a Commit tee 
known as Jayakar Commit tee was also appo in ted by the Bri t ish 
Governmen t . This commit tee was headed by M.R. Jaykar . The 
Commi t t ee s tudied the f inanc ia l and m a n a g e m e n t a spec t s of road 
deve lopmen t and submit ted its repor t to the G o v e r n m e n t in 1928. 
In 1928, Royal Commiss ion on agr icu l ture in India was also set up 
to look af te r the condi t ion of roads, because there was a worse 
condi t ion of roads af ter f i rs t wor ld war The commiss ion repor ted 
Bhatnagar, K P "Transport In Modern India" Kishorc Publishing House. Kanpur (1574) p-314 
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that "T ranspo r t a t i on is an integral pari of marke t ing . And modern 
commerc ia l deve lopment tends anywhere to enhance the value and 
impor tance of good road commun ica t i on . " The progress ive 
pol ic ies of Lord Rippon and Lord Mayo also gave an increase to 
the deve lopmen t of road t ranspor t in India. 
Nagpur Plan was s tar ted in 1943 by the Gove rnmen t as 
20yea r s Road Deve lopment P rogramme to j o in the 
v i l l ages / ag r i cu l tu ra l areas with the main roads . Its ob jec t was that 
in deve loped agr icu l tura l area, no vi l lage should be at a d is tance 
of more than 5 miles f rom the main roads and in unde r deve loped 
agr icu l tu ra l area, the v i l l age ' s d is tance f r o m the main road should 
not be 20 miles . This plan was of great impor t ance but could not 
succeed because of the par t i t ion of the count ry in 1947, 
The Centra l Government of India took over the 
f i nanc i a l r e spons ib i l i t y to cons t ruc t and main ta in the roads . The 
Nat iona l Highway Act was passed to give e f f e c t to the 
r e c o m m e n d a t i o n s of Nagpur plan by the Gove rnmen t of 
i ndependen t India. 
Af te r Bri t ish per iod when India got f r e e d o m , the 
Gove rnmen t of India cons idered that roads were the back - b o n e of 
the count ry . Wi thou t roads, no deve lopment is poss ib le . So, it was 
dec ided to make 5 year p lanning system to deve lop the roads of 
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the coun t ry . In every 5 year plan, central G o v e r n m e n t provides 
funds to the s ta tes to develop the roads in their r espec t ive regions. 
On 1st April , 1951, first 5 year plan was star ted by the 
centra l Gove rnmen t of India to develop the pos i t ion of roads by 
cons ide r ing the needs and requ i rements of peop le of the country . 
S u f f i c i e n t a t ten t ion was given to deve lop the road t ranspor t 
system because no nat ion coul_d progress in the absence of road 
t r anspor t . 
In 1st 5 year plan Rs. 131.3 crores were a l lo t ted by the 
Centra l Governmen t of India for var ious p r o g r a m m e s which were 
he lp fu l in the ma in tenance and cons t ruc t ion of roads , but Rs. 155 
crores were spent on the p rogrammes for road deve lopment . 
Roads in this plan were c lass i f ied as Nat iona l Highways , State 
Highways , in te r -s ta te roads and vi l lage roads . Respons ib i l i ty to 
develop the nat ional h ighways was f ixed and taken over by the 
Central Governmen t . States were respons ib le to deve lop the roads 
except Na t iona l Highways . 
Second 5 year . Plan was s tar ted in 1956 with a view to 
develop the agr icul ture , t rade and back - w a r d areas . Main 
a t tent ion was drawn on the needs of backward areas . Central 
Government provided Rs. 246 Crores for road deve lopmen t . Rs. 25 
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Crores were also provided by the Central Road Fund. But only 224 
Crores of rupees were spent on road deve lopmen t p rog rammes . 
Dur ing second 5 year plan, 40 new br idges were buil t , 
1030 Kms of miss ing l inks were cons t ruc ted and 7, 562 Kms of 
ex is t ing roads were repai red . 
In third 5 year plan, special a t ten t ion was drawn on the 
under - deve loped areas and hi l ly reg ions to deve lop the roads . 
This p lan also got success in its aim. It was s ta r ted in 1961 and 
Rs. 440 crores were spent on the ma in tenance and cons t ruc t ion of 
roads dur ing the plan. This plan might be ca l led a success plan in 
its aim of road deve lopment in back-ward areas and hi l ly regions . 
Third 3 year plan provided 66 ma jo r b r idges 61 1 Kms 
Of miss ing l inks and about 1,55,953 Kms. of cons t ruc ted roads 
and 5 ,310 Kms of improved roads to the count ry . 
Fourth 5 year pan was s tar ted ma in ly to develop the 
rural roads . Rura l roads were cons ide red the back -bone of the 
count ry , because most of the popula t ion of India l ive in vi l lage 
and thei r main occupa t ion is agr icul ture . Agr icu l tu ra l deve lopment 
is poss ib le only when the rural areas would have the roads and 
e f f i c i en t means of t ranspor t . So, it is neces sa ry to deve lop the 
rura l roads for the deve lopment of agr icu l tu re and economy. 
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During lourlli plan, Ks. 4IX crorcs were p iovided lor 
the deve lopment of Nat ional h ighways and Rs. 453 crores were 
d is t r ibu ted to var ious states and union t e r r i t o r i e s for road 
deve lopment p rogrammes . But only a total sum of Rs. 826.94 
crores wc^;; spent on var ious road deve lopmenta l p rog rammes . In 
this p lan , ex is t ing na t ional h ighways were improved and many 
State H i g h w a y s were cons t ruc ted , de f i c i enc i e s in miss ing l inks 
and u rb r idged river cross ing were also r emoved and var ious 
weak b r idges were also recons t ruc ted . 
F i f t h 5 year plan was s tar ted wi th a v i ew to comple te 
the fou r th 5 year p l a n ' s work which was under p rogress . A sum of 
Rs. 1397.44 crores was al lot ted by the G o v e r n m e n t of India for 
road deve lopment . In this plan, may bypasses were cons t ruc ted 
and r a i lway level cross ing was rep laced by over and under br idges 
and var ious miss ing l inks were also improved . 
In sixth 5 year plan, main a t tent ion was given to meet 
the g rowing needs of road t r a f f i c and to deve lop the addi t ional 
capac i ty of road for passengers and f r e igh t t r a f f i c purposes . Rs. 
830 Crores were provided by the Centra l G o v e r n m e n t for the 
deve lopment of Na t iona l Highways , 2700 Kms of roads were 
upgraded as Nat iona l Highways . 196 Kms of miss ing l inks, 9 
miss ing br idges and 52 bypasses were cons t ruc ted and there was a 
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a double laning of 4224 Kms and widen ing of 4 lane of 130 Kins 
of roads in Central Sector . 
Whi le in the state sectors , rura l roads were cons idered 
neces sa ry under Minimum Needs P rogramme. A sum of Rs. 
1164.90 Crores was provided for the deve lopmen t of rura l roads 
and Rs. 1444.06 crores for the deve lopment of o ther roads . In this 
plan, 18000 vi l lages were connected with the roads . 
Seventh 5 year plan prov ided on out lay of Rs. 5200 
crores for the deve lopment of roads and road t r anspor t . The plan 
p rov ided Rs. 1020 crores for Central Sector roads and Rs. 4180 
Crores for the state sector roads inc lud ing un ion te r r i to r ies . The 
plan had the fo l l owing objec t ives to f u l f i l l : -
(a) Remova l of de f ic ienc ies in Na t iona l H i g h w a y and State 
H ighways and upgrade them, ins tead of the cont inued 
expans ion of the road ne twork . 
(b) To make provis ion of roads under the min imum needs 
p rog ramme under which about 24000 v i l l ages would be 
connec ted by the roads, 
(c) Use of Road Deve lopment P rog ramme as a means of 
genera t ing employment . 
(d) Conserva t ion of energy; and 
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(e) ImpiovcineiU in Ihc road coiislriiclioii sys tem lo bring 
about be t ter p roduc t iv i ty in the road t r anspor t sector . 
This p lan gave more pr ior i ty to the r ehab i l i t a t ion of 
p resen t road system through var ious upgrada t ion p rogrammes . 
This was resu l ted in greater p roduc t iv i ty , f a s t e r t ravel and energy 
conse rva t ion . Miss ing l inks and br idges were a lso given high 
pr ior i ty . 
The seventh plan comple ted its term on march 3 1, 
1990, Hence the eighthplan should have logica l ly commenced f rom 
April , I, 1990. However , due to pol i t ical unce r t a in ly at the Centre 
and sever economic crises in the count ry need ing immedia te 
a t ten t ion , this schedule could not be kept and the eighthplan was 
de layed by two years . It could commence on Apri l 1, 1992. the 
in te rven ing two years be tween seventh and eighti iplans were years 
of p lan ho l idays . 
In eight 5 year plan, t ranspor t sec tor got only 12.9% of 
total r e sources . Cons ider ing the fac t that t r anspor t bo t t l enecks has 
a r res ted deve lopmen t act ivi ty in the past , such a ' C o n s t r a i n t on 
growth was very much real also dur ing the eighth plan. 
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TABLE NO. 2.1 
PUBLIC SLCTOR OUTI.AY - 8"' PLAN 
S.No, Head of Development Plan outlay % of total (Rs. In 
crores at 1991-92 
pr ices) 
1. Agr icu l tura l and allied 
act ivi ty 
22,467 5.2 
2. Rural development 34425 7.9 
3, Special Area Programme 6750 1.6 
4. I r r igat ion and f lood 
control 
32,525 7.5 
5. Energy 115561 26.6 
6. Indust ry and Minerals 46922 10,8 
7. Transpor t 55926 12.9 
8. Communica t ions 251 10 5.8 
9. Science, technology and 
envi ronment 
9042 2.1 
10, Social services 79012 18.2 
11 Others 6360 1.4 
Total 4 ,34 ,100 100.00 
Source: 5 year Plan, 1992-97 Vol. I, Table 3.18, pp-59-62 
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The eighth plan laid emphas is on a co-ord ina ted and 
ba lanced deve lopment of road network in the coun t ry under - (i) 
P r imary road system cover ing state high ways (ii) Secondary 
f eede r road sys tem cover ing state high ways , m a j o r d is t r ic t roads 
and other d is t r ic t roads. Substant ia l out lays were p roposed for 
roads deve lopmen t in the rural and tr ibal areas . For the eighth 
p lan ; an out lay of Rs. 2600 crores and 10610 c rores was approved 
for cent ra l sec tor roads and state sector roads r e spec t ive ly . During 
the p lan , Rs. 3200 crores was spent on cent ra l sec tor roads and 
Rs. 12,622 crores was spent on state sector roads . ' 
In the eighth plan, indus t r ies no whe re f igu red in the 
pr ior i ty l ist because the p lanners did not want to in i t ia te the 
p rocess of indus t r i a l i za t ion wi thou t making the necessary 
p repa ra t ions . For that indus t r ies were accorded a h igh pr ior i ty 
under the maha lanob i s s t ra tegy of deve lopmen t and because the 
second p lan adopted this s t rategy, a l loca t ion of r e sources to 
indus t r i a l sector was next only to t r anspor t and communica t i on . 
T ranspor t and communica t ion provided bas ic i n f r a - s t r u c t u r e for 
overa l l economic deve lopment and no p r o g a r m m e of 
indus t r i a l i za t ion would have any chance of success if t r anspor t 
bo t t l enecks deve lop in the country . It is the reason why in the f i rs t 
As per five year plan, Planning Commission, G.O.I, New Delhi, (1992-97). 
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four p lans , this sector had rece ived the h ighes t a l locat ion of 
r esources . However , in S'*" plan (till 1995-96) the total road length 
( compi r i s ing both unsur faced and su r faced roads ) had increased up 
to 33 ,19 ,600 Kms, whi le at the beg inn ing of f i r s t 5 year plan, 
India had, 1 ,57,000 Kms of su r faced roads and about 2 ,43 ,000 
Kms of unsu r f aced roads . The Nat iona l H ighways now encompass 
a road length of 34 ,500Kms and carry 40% of total road t r a f f i c . 
The rura l road ne twork now connects 64% all wea the r roads . Since 
the incep t ion of p lanning , the road ne twork has e x p a n d e d f rom 4 
lakh Kms to 33.2 lakh Kms or an average by about 4 . 8 % per year . 
The deve lopment of mechan ized t r anspor t has taken 
p lace at a rapid pace for ins tance , the n u m b e r of vehic les 
reg i s te red in India has increased by seven t imes dur ing the per iod 
1981-97. in 1981, the total number of moto r veh ic l e s s tood at 
53 .91 Lakh which shot up to 375 .81 lakh in 1997. 
The eighth 5year plan, comple ted its term on March 
3 1 ,1997 and the ninth 5 year plan o f f i c i a l l y c o m m e n c e d on Apri l 
1, 1997. However , the ninth 5 year plan documen t was re l eased by 
the P lann ing Commiss ion only in March 1999. In this plan, 
p r io r i ty was given to agr icul tura l and rural deve lopmen t with a 
v iew genera te adequa te p roduc t ive employmen t and e rad ica t ion of 
pover ty . 
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Table No. 2.2 
PUBLIC SECTOR OUTLAY BY MAJOR HEADS 
OF D E V E L O P M E N T IN NINETH PLAN (1997-2000) 
S .NO. Out lay (Rs. Crore ) Outlay 
(Rs .Crore) 
Percentage to 
total 
1 Agr icul ture and allied 
act ivi t ies 
37,546 4.4 
2 Irr igat ion and f lood control 55,598 6.5 
3 Rural development 73, 439 8.5 
4 Special area programme 3,649 0,4 
5 Energy 215,545 25.1 
6 Industry and minerals 69,972 8.1 
7 Transpor t 121,324 14, 1 
8 Communica t ion 47,616 5.5 
9 Service, technology and 
envi ronment 
25 ,529 3,0 
10 General Economic services 150,38 1.8 
11 Genera l services 11,940 1.4 
12 Social services 1,82,005 21.2 
Total 8 ,59 ,200 100.00 
* Communica t ion also include in format ion t echno logy 
Source: Ninth 5 year plan, Vol. , I, Annexure 3.2 p-178 
It is clear f rom the table that 2 5 . ] % (1/4) of total 
publ ic sector out lay has been earmarked for the energy sector. 
Transpor t and communicat ion is another sector which provide the 
necessa ry in f ra - s t ruc tu re for agr icul tura l and industr ial 
deve lopment . 
As noted by plan, the coun t ry ' s t ranspor t system is 
fac ing the capaci ty saturat ion. The model mix of t ranspor t has 
been con t inuous ly shi f t ing against the ra i lways with the resul t that 
bulk of the f re igh t (over 60%) and passenger t r a f f i c (over 80%) is 
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carr ied by road. The ninth plan points to the necess i ty of 
cxpaiul ing and sli cnglhcii ing Ihc load nc lwoik lo i inpiovc 
access ib i l i ty of h in te r land , especia l ly the rura l areas and to 
f ac i l i t a t e the in tegra t ion of the isola ted par ts of the coun t iy , the 
f o c u s of the road deve lopment p rogramme in ninth p lan would be 
on 
(a) S t reng then ing and improving the crucial sec t ions of the 
h ighway ne twork through phased removal of de f i c i enc ie s 
and mul t i - l an ing of high densi ty cor r idors . 
(b) Improving the road communica t ion in remote areas such 
as the nor th - east ; and 
(c) Prov id ing all wea ther connec t iv i ty to r e m a i n i n g vi l lages 
and p romot ing energy conse rva t ion , sa fe ty and 
env i ronmen t pro tec t ion . 
Pr ivate sector par t ic ipa t ion will be encou raged in road 
deve lopmen t • BOT (Bu i ld -ope ra t e -Trans fe r ) s chemes will be 
l aunched Thus the ninth plan would be proved as a success plan if 
its ob j ec t ives are a t ta ined adequa te ly , th is p lan inc ludes 
eve ry th ing that is des i rab le for the economic d e v e l o p m e n t of a 
count ry . This p lan a l loca ted Rs. 7 , 9 2 9 . 0 4 ' Crores fo r the whole 
road sector p rogramme. 
As noted by 9"' Five Year Plan, Planning Commission. G 0 I , N Delhi (1997-2002) 
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A typical approach , BOT was deve loped at the end of 
1970 's as a way for country with severe budge ta ry res t ra ins to 
acqui re needed in f ra - s t ruc tu re . At p resen t there exis ts no Act in 
India, which governs the process of BOT approach , hence , f i rs t 
and f o r e m o s t r equ i rement would be to set up such a leg is la t ion for 
p ro jec t f o rma t s such as BOT. Some of the sa l ient f e a t u r e s of the 
p rov is ion of BOT law are as follows-.-
Area in which pr ivate pa r t i c ipa t ion wou ld be a l lowed; 
Terms and condi t ions and s tandard iza t ion of b idd ing documents 
and con t rac t s ; ex tent of ownersh ip of p r o j e c t s ; compet i t ive 
b idd ing ; f o r m a t for opera t ing the p ro jec t s , t e chno logy t rans fe r ; 
Grounds on which direct Government gua ran t ee s could be 
ava i lab le ; e l ig ib i l i ty cr i ter ia de f in ing the manne r in which the bids 
could be eva lua ted and contrac ts awarded ; ensu r ing a rate of 
re turn , a r r angemen t for col lec t ing tools , f ees , rent e tc; Grounds on 
which a p r o j e c t can be te rmina ted by e i ther of pa r t i e s ; and set t ing 
up of r egu la to ry agencies . 
The Kera la Government , r ep re sen ted by the Greater 
Cochin Deve lopmen t Author i ty (GCDA) has s igned a bui l t opera te 
t r ans fe r (BOT) agreement with Gammon India Ltd, for the 
cons t ruc t ion of wha t will be the f i r s t br idge in the s tate under 
BOT route (Mat t ancher ry , Bridge) . 
Accord ing to the BOT agreement . G a m m o n Indian will 
have a concess ion per iod of 13 years and 9 mon ths , inc lus ive of 
the t ime taken for cons t ruc t ion , f rom the G C D A to recoup the 
p ro jec t cost of Rs. 29.14 crore, by to l l ing veh ic l e s us ing the 
br idge a f t e r that t ime f rame the br idge will be handed back to the 
G C D A . ' 
In the road sector , the huge inves tmen t s are needed for 
cons t ruc t ing new roads . Private entry into road ma in t enance , road 
cons t ruc t ion and road t ranspor t opera t ion is n e c e s s a r y to genera te 
add i t iona l resources . The Union Government has a l ready amended 
the Na t iona l Highway Act, and dec lared the road sector as an 
indus t ry . Pr iva te sectors have been invi ted to f i nance , cons t ruct , 
ma in ta in and col lec t toll taxes on h ighways and b r idges pro jec ts . 
The G o v e r n m e n t iden t i f i ed 27 road p ro jec t s and bypasses . These 
involve a large inves tment of Rs. 14,213 Crore . 
In addi t ion to pr ivate inves tment add i t iona l budgetary 
suppor t is also being obta ined through loan a s s i s t ance f rom 
in te rna t iona l agencies , A budgetary a l loca t ion of Rs. 200 crores^ 
has also been prov ided in 1996-97 in Union budge t to s t rengthen 
its capi ta l base . Tamil Nadu Government has ea rmarked Rs. 7500 
' "The Economic Times", New Delhi, Friday, 29"' Oct, 1999 p-5 
^ The Economic Times New Delhi Friday, 29 Oct. 1999, p-5 
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Crores ou t lays for cievelopinciit of roads in its 9"' f ive year plan. It 
has also embarked on a ma jo r p ro jec t fo r cons t ruc t ion and 
r econs t ruc t ion of 104 br idges . 
Inaugura t ing logis t ics 99, the second In terna t iona l 
exh ib i t ion - cum-con fe rence on logis t ic m a n a g e m e n t o rgan ized by 
CII, the state min is te r for e lec t r ic i ty , Arco t N. Vee ra samy , said 
that the task fo rce of Cll has es t imated an inves tmen t of Rs, 2150 
Crore per year for road deve lopment . Since the government 
d o e s n ' t have the resources to make such a large inves tment , it has 
taken s teps to u t i l izes the ass is tance f rom H U D C O and N A B A R D . 
Of the 104 br idges , 50 are be ing bui l t at a cost Rs. 
99.5 crore with a N A B A R D f u n d s and 54 with H U D C O for Rs. 
260.71 crore . The state is encourag ing p r iva t i sa t ion of core 
p ro jec t s to a t t ract more fo re ign capi ta l and ra ise e f f i c i ency 
leve l s . ' 
The Nat iona l Highway Author i ty of India (NHAl ) is 
going ahead with the Rs. 50 ,000 crore Na t iona l Highways 
D e v e l o p m e n t P ro jec t (NHDP) involv ing f o u r - l a n m g of 1300 Kms 
of the h ighway connec t ing four me t ropo l i t an ci t ies and t raverses 
th rough a lmost all s tates. 
^Z' _ ' I . . . / f 
Ibid Economic Times, N. Delhi, 29"' Ocl, 1999 p-4 V ' . . 
- ' ^ • 
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The Mage p ro jec t to be implemen ted comple te ly in 10 
years , is expec ted to be funded by a host of f i n a n c i n g resources . 
"The va r ious means include enhanced budge ta ry suppor t , sourc ing 
f rom external f u n d i n g agencics such as A DIB, OECT and world 
bank, bo r rowing f rom the market th rough spec ia l p u r p o s e vehic les 
(SPVs) and pr iva te p ro jec t f inanc ing through BOT schemes . "The 
budge ta ry suppor t most ly cess on petrol d iesel , is expec ted , to 
meet a round 15 pe rcen t of the total p ro jec t cost . 
Na t iona l Highway Author i ty of India has a l ready set 
up two spec ia l purpose vehic les . These spec ia l p u r p o s e vehic les 
are expec t ed to ra ise another Rs. 10,000 crore . It has a l ready 
awarded work on 32 s t re tches inc luding 19 on no r th - sou th and 
eas t -wes t cor r idors . This involved a total of 833 Kms. cost ing 
around Rs. 2 ,500 crores . NHAI has also f i n a l i z e d model 
concess ion agreement which has been deve loped under 
consu l t a t ion wi th Minis t ry of Finance . The con ten t ious i ssues such 
as c o n c e s s i o n fee which was the cause of high added cost of road 
deve lopmen t on BOT basis have been comple t e ly w i t h d r a w n f rom 
the mode l a g r e e m e n t " ' . 
Recent ly , in the tenth f ive year p lan, ( 2 0 0 2 - 2 0 0 7 ) with 
its hands fu l l wi th the Nat iona l H ighway D e v e l o p m e n t Pro jec t 
The Economic Times, New Delhi. Tuesday, 31" Aug., 1999 p.4 
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(NHDP) , the Road Transpor t and Highways Min i s t ry has dec lared 
that it will not announce any new nat ional h ighway p ro jec t during 
the lO *^" p lan, ins tead wil l p lace emphas i s on deve lop ing the 
exis t ing ne twork . 
Accord ing to the minis t ry es t imates , the cost of 
improv ing the exis t ing na t iona l h ighway ne twork , at the current 
pr ices , wi l l work out to be s tagger ing Rs. 1 ,64,345 c ro re ' . The 
min i s t ry has decided that it will not diver t the ava i l ab le resources 
by in i t i a t ing new h ighways but will concen t ra t e on comple t ing the 
work a l r eady under t aken by it. 
The out lay for the Centra l Sector roads for the 10^'' 
p lan has been f ixed at Rs.59, 490 crore whi le a to ta l of Rs. 34 ,790 
crore wi l l be a l lo t ted as gross budge ta ry suppor t , the remain ing 
Rs. 24700 crore has to come f rom in te rna l and ext ra budge ta ry 
resources .^ 
Accord ing to the draf t lO"' p lan d o c u m e n t c leared by 
the cab ine t , the min is t ry will mobi l ize r e sou rces fo r its ambi t ious 
N a t i o n a l H ighway Deve lopment Pro jec t and other p ro j ec t s through 
di rect and ind i rec t user charges to br idge the gap be tween 
r equ i r emen t and f u n d s avai labi l i ty . 
' The Indian Express, New Delhi, Tuesday, Nov. 19, 2002 p. 12 
- The Indian Express, N. Delhi, Tuesday, Nov, 19, 2002 p -12 
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Growth of National Highways in India 
and 
Central Government Expenditure Incurred thereon 
(As on 3 f ' March 1947-48-1996-97) 
Year Length of 
National 
Expenditure on national 
highways 
(Rs. in 
Lakh Total) 
and 
Highways 
(Knis) 
Development Maintenance 
1947-48 19634 62 178 240 
1960-61 23798 1001 548 1549 
1970-71 23,838 2181 1535 3716 
1980-81 31,671 10,013 3782 13795 
2; 
0 
> 
1988-89 32,964 31486 14635 46121 
1990-91 33650 39007 16922 55929 
1991-92 33666 46367 18137 64504 
1992-93 33,916 45,774 16,867 62,641 
1993-94 34249 48644 20709 69353 
1994-95 34262 63030 24690 87720 
1995-96 34508 60431 28444 88875 
1996-97 34849 62386 37130 99516 
1960-61 2343 100.17 48,74 148,91 
1988-89 2754 3869,79 1456,63 5326,42 C 
y 
1996-97 2883 7200 3377 10577 
Source: Basic Road Statistics, Transport Research Division Ministry of 
surface transport G.O.I. New Delhi (1988-89) and 
Statistical Abstract of India., C.S.O, Ministry of Statistics and programme 
Implementation, G O.I., New Delhi 2001. 
58 
Table No. 2.5 
(ToUil Ix'iigtli ofNiiUoiial iligliWiiyN in India) 
(As on 31'* March 1951-1997) Length in Kms 
Year 1951 1961 1971 1981 1988 1991 1995 " 199() 191)7 
Total 1981 23,790 23,838 31671 32,446 33,650 34262 34508 34849 
Surface 21046 23,276 31,520 32,232 33,399 34046 34291 34637 
Un surfaced 2744 562 151 214 251 216 217 212 
Contd. 
Total Length of State Highways in India 
(As on March 1971-1997) 
Year 1971 1981 1988 1991 1995 1996 1997 
Total (Kms) 56,765 94,359 1,27,311 1,27,311 134085 135187 137119 
Surfaced (Kms) 51,744 90,250 1,12,969 1,24,847 1,31,506 1.32.862 1,34.802 
Unsurfaced 
(Kms) 
50,21 41,109 3,020 2,464 2,579 2,325 2,317 
Contd. 
(Total Length of other P.W.D. roads in India) 
(As on sr* March 1961-97) 
Year 1961 1971 1981 1988 1991 1995 1996 1997 
Total 257125 276833 421895 484052 509435 511046 716967 768257 
Surfaced NA 198640 301230 376095 390931 414320 567397 608827 
Unsurfaced - 78193 120665 107957 118504 96726 149570 159430 
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Contd. 
Total Length of Pachayat Raj Roads 
(As on 31'* March, 1961-97) 
Year 1961 1971 1981 1988 1991 1995 1996 1997 
Total 1,9,7194 3,57,498 6,34,545 8,64,414 931,288 10,63,790 10,21.807 1053.539 
Surface NA 64,823 154044 250717 308,150 4,34,089 3,58,491 3.91,780 
Contd. 
(Total Length of Urban Roads in India) 
(As on 3r' March, 1961-97) 
Kms 
Year 1961 1971 1981 1988 1991 1995 1996 1997 
Total 46361 72120 123120 143537 186799 204577 212920 232234 
Surfaced 31,863 53359 85877 103209 136644 148672 156124 176321 
Unsurfaced 14,498 18,761 37,243 40,328 50,155 55,905 56,796 55,913 
Contd. 
Total Length of Project Roads in India 
(As on 31"' March 1971-97) 
Year 1971 1981 1988 1991 1995 1996 1997 
Total 130893 185511 207332 209737 225481 245673 239879 
Surface 6106 20755 250407 30368 40393 45091 47714 
Unsurfaced 124787 164756 181925 179369 185088 200582 192165 
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Contd. 
Total Roiui Length in India 
(As on 3r' March 1951-97) 
Year 1951 1961 1971 1981 1988 1991 1995 1996 1997 
Total 399942 524470 917947 1491101 1847770 2331086 3059317 3283072 3381887 
Surfaced 156000 234000 397948 683676 900629 1091043 138024! 1477458 1577263 
Unsurfaced 243942 290470 519999 807425 947141 1240043 1679076 1805614 1804624 
Source Data Collected by 
• Basic Road Statistics Transport Research Division, Ministry of Surface 
Transport, G O I , N Delhi (1955, 1958, 1964, 1974-75 to 78-79 and 1988-
89) 
• Statistical Abstract of India, C S 0 , Ministry of Statistics Progarmme 
implementation, G 0 I , N Delhi (1999 and 2001) 
The Nat ional Highway Development Pro jec t C o m p n s e s 
the 5 ,846 Km. Golden quadri la teral (GQ) and the 7,300 Km 
Nor th -Sou th and the East -West Corr idors . The golden 
quadr i la te ra l connects , New Delhi. Mumbai , Chennai and Kolkata, 
while the NS-EW corr idors link Kashmir to Kanya Kumari and 
Silchar to Porbandar . 
The golden quadri la teral is scheduled for complet ion 
by the end of the next year (2003) and the NS-EW corr idors by 
2007 and will involve an investment of Rs. 54000 crore . ' 
The minis t ry also proposes to associa te the private 
sector in the maintenance of roads. Private s ec to r ' s reponse, 
however , has been poor so far, par t icular ly under the buil t operate 
' Tlie Indian Express, N Delhi. Tuesday Nov, 19, 2002 p-12 
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and t r ans f e r mode. Uncer ta in ly about revenue f rom toll co l lec t ion 
has d i scouraged inves tors f rom coming f o r w a r d with BOT 
proposa l s . 
The plan document has advised c loser examina t ion of 
the conce rn of pr iva te sector inves tors r ega rd ing unce r t a in ly of 
fu tu re tol l rece ip t s in order to make the BOT mechan i sm more 
inves tor f r i end ly , and accordingly to the document , shar ing of 
downs ide risk of t r a f f i c f lows is one poss ib i l i ty which can be 
exp lo red dur ing the plan. 
The deve lopment of Nat iona l H i g h w a y s is the 
r e spons ib i l i t y of the central Government . The length of na t ional 
h ighways in 1997 was about 34 .849 thousand Kms. Cur ren t ly the 
Nat iona l H i g h w a y Author i ty of India has announced that it will be 
imp lemen t ing a Rs. 50 ,000 c rore ' p ro j ec t to f o u r - lane our 
na t iona l h ighway ne twork . This is not enough given the fac t that 
in f e w yea r s , wi th quant i ta t ive res t r i c t ions on the impor t of second 
hand cars going, the au tomobi le revo lu t ion wil l hi t India hard. 
More and more Indians will own qual i ty veh ic les and will requi re 
roads for these . In the rest of the wor ld , whe re the dens i ty in 
lower than ours, they have six, eight and even ten laned roads . The 
width of roads is in p ropor t ion to the amount of t r a f f i c it carr ies . 
' The Economic Times, New Delhi. Thursday. 2 Sept. (1999) p 10 
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There is no need to be l ieve that fou r - l aned roads , pan- Ind ia , will 
su f f i c e and there is another reason. The Nat iona l Highways of 
India are not rea l ly 'Na t iona l Highways'^ they are rural roads for 
some s t re tches and urban roads when they pass t ho rough a town. 
Real h ighways d o n ' t have hab i ta t ion bui l t on them and they are 
reserved for motor ized vehic les of spec i f i ed qua l i ty . These four 
laned na t iona l h ighways of NHAI will be ca r ry ing fa rm vehic les in 
the s low lane with buses and t rucks hogging the other . There will 
be no space for qual i ty motor ized t r a f f i c . India will still not have 
real h ighways . 
It is t he re fo re essent ia l that there should be a separa te 
p rog ramme for bu i ld ing expressways . They should be open to the 
pr ivate sec tors and s ta te -owned h ighway compan ie s like the 
Nat iona l H ighway Author i ty should be ca rpo ra t i s ed to enable 
them to comple te on a equal foo t ing . All tol ls should be paid 
through shadow tol l ing, for which var ious road f u n d s at all levels 
should be set up. Under socia l ism, roads were seve re ly under -
supp l i ed pub l i c goods . In a market economy, rura l and u rban roads 
can be t rea ted as publ ic goods but express ways shou ld be seen as 
pr iva te goods . Towards that end, this fou r - l an ing should be 
t rea ted as the supply of rural and u rban roads dese rv ing bet ter 
budge ta ry suppor t f rom the state, wha t else are tax r evenues for? 
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The road fund should be kept for express ways . Then af ter Sher-
Shah Suri , India will again have rulers who del iver roads . 
A survey conducted by the Centra l Road Research 
Ins i t iu te (CRRI) has revealed that 98% of the na t iona l h ighways in 
India w e r e n o n - m o t o r a b l e by world s tandard . In order to improve 
the condi t ion of Nat ional Highways , the H ighway (Amendmen t ) 
bill, 1992 makes provis ion for levy of fee on n o t i f i e d sec t ions of 
the N a t i o n a l Highways to augment r e sources th rough mobi l i za t ion 
of ex t ra - budge ta ry suppor t . 
Bes ides , India is having less ava i l ab i l i ty of roads in 
compar i son wi th other countr ies which revea ls that in terms of 
area, ava i l ab i l i ty of roads in India is be t te r than many other 
count r ies like Alger ia , Kenya, Moracco , Braz i l , Venezu la and 
Aus t ra l i a but in re la t ion to popula t ion , India is at the lowes t end. 
India is not only inadequa te in route - length but also de f i c i en t in 
width , c rus t th ickness and quali ty of roads , ' 
The lack and un improved cond i t ion of roads becomes 
the main cause of accidents . The total e s t ima ted economic loss 
inc lud ing damage to p roper ty due to road acc iden t s is es t imated at 
Rs. 6000^ crore per year . 
' Report of Naitonal Transport Policy Committee 1980, p-167 
^ Aggarwal S.P. - 'Surface Transport in India' Printwell Publishers Distributed, Jaipur (1999) p - 38 
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In India, total vehicle popu la t ion is 1% where as road 
acc iden t s were 6% of the total acc iden ts in the wor ld , causing 
deaths of about 62000 persons every year and lakhs of in jured 
pe r sons are su f f e r ing due to d isabi l i ty , t r auma , p o l y t r a u m and 
many other d i seases . ' 
In India, several Governmen t a g e n c i e s - j ud i c i a ry , 
pol ice , road author i t ies , motor vehic les depa r tmen t STRUs, 
hosp i t a l s and social depar tments are involved in road safe ty . So, 
there is a need to es tabl ish Nat iona l Ins t i tu te of Road Safe ty in 
our coun t ry wi th the objec t ive to carry out r e sea rch on the road 
sa fe ty , to conduc t t ra in ing to var ious agenc ies and depa r tmen t s , to 
deve lop an acc iden t data ne twork th rough compute r s througbutthe 
count ry , to make research in des igning the veh ic les and road 
geomet r i es for min imiz ing acc idents and improv ing road safety-
Table No, 2.6 shows the in tens i ty of road t r a f f i c in India, 
Ibid., p-37 
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Table No. 2.6 
Intensity of Road Traffic 
Year No of 
vehicles 
in lakhs 
Road 
length in 
Lakh 
Kms 
Human 
Popula t ion 
in Crores 
No of 
Vehic les 
/lOO of 
roads 
No of 
vehicles 
per lakh 
people 
1951 3 06 3 99 36 77 85 
1961 6 65 5 25 44 127 151 
1971 18 65 9 18 55 203 340 
1981 53 91 14 89 68 362 789 
1991 213 74 21 40 85 891 2,526 
1993 235 07 21 65 86 1086 2,734 
1995-96 252 99 22 00 87 1150 2,897 
Source -
• Economic Times, India File 1995, p-58 
• India - 1997, Minis t iy of Informat ion and Broadcas t ing , 
G O I , N Delhi 
It IS clear f rom the table No 2 6 that the road length in 
India in compar ison of inc ieas ing popula t ion is veiy low 
Popula t ion of India is increasing at a h igher ra te , while the 
deve lopment of roads can not be taken place in su f f i c i en t quant i ty 
There is a lack of roads m India, which is the most impoi tan t 
const ra int in the developing economy So there is a u igen t need 
for road development in our country Inves tment on roads is also 
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much less as to compare the number of vehic les . The number of 
mechan ized vehicles have been increased f rom 3.06 lakh in 1951 
to 213 .10 lakh in 1990-91 and 335.57526 lakh in 1995-96, But the 
inves tment on roads is declining. Expendi ture on roads during 
f i rs t 5 year plan was 6 .8% of total plan expend i tu re which 
decl ined to 2 .9% during the Vll"' plan per iod. Similar ly , the 
expendi tu re on road t ransport has also decl ined f rom 7.5% in f irst 
5 year p lan to 1.1% in VIl^'' 5 year plan. This shows a very gloomy 
pic ture and calls for an urgent need to improve the si tuat ion by 
acce le ra t ing inves tment in roads and road t ranspor t . Table no. 2.7 
shows the publ ic sector plan investment on roads. 
Table No. 2.7 
Public Sector Plan Investment on Roads 
Plan Period Investment 
(Rs. In Crores) 
Percen tage 
Share 
1st f ive year plan 1951-56 145 6.9 
11"'' f ive year plan 1956-61 224 4.8 
I i r ' ' f ive year plan 1961 - 66 440 5.3 
Annual Plans 1966-69 309 4.7 
IV f ive year plan 1969-74 862 5.5 
V f ive year plan 1974-79 1701 4.3 
VI f ive year plan 1980-85 3806 3.5 
VII f ive year plan 1985-90 6334 3.5 
67 
Contd. 
Annuals Plans 1990-92 3778 2.8 
Vll l f ive year plan 1992-97 13210 3.0 
IX f ive year plan 1997-2002 7929,04 -
Source:- Centre for Moni tor ing Indian Economy 
Table No. 2.7 shows that publ ic sector investment on 
roads is decreas ing, while the popula t ion and the no. of vehicles 
are con t inuous ly increasing. Therefore , it is necessa ry to improve 
the road length to handle the problems of p a s s e n g e r s ' t r a f f i c and 
f re ight t r a f f i c and to provide the safe ty and secur i ty to the 
passengers . The fo l lowing table gives the demand p ro f i l e for road 
deve lopment 
Table No. 2.8 
Demand Profi le for Road Deve lopment 
Length Funds Required 
Purpose (Kms.) $ Bi l l ion Rupees 
in Crores 
Increas ing network 32,000 10.7 38,520 
Two laning , 5,500 1.85 6,660 
Four - laning. 14,000 18.20 65,520 
St rengthening, 17, 500 4.70 16,920 
Bypass (Nos) 44 0.44 1584 
Bridges (Nos) 470 1.97 7092 
Total - 37.86 136296 
Source: - CMIE 
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Table No. 2.8 shows that for increas ing the network of 
32000 Kins, a huge amount of 38, 520 crore would be required and 
four - l an ing of road will require Rs. 65 ,520 Crores . Total amount 
requi red for the development of roads and for the cons t ruc t ion of 
bypasses and br idges will be almost Rs. 1 ,36,296 Crores . 
Table No. 2.9 
Finding Sources (Rs. In Crores) 
Sources 1996-2001 2001-2006 
(A) Super Nat iona l 
and Na t iona l 
@ Government 11,000 18,500 
budget 
B Pr ivate sector 10,000 23 ,000 
C Mult i - 4,000 11,000 
la te ra l /b i la te ra l 
loans (Ext ra -
budge ta ry) 
D Tools and 2000 4 ,500 
Commerc ia l loans 
Total 27,000 61 ,0000 
(B) State Highways 
@ Governmen t 7000 10,000 
budget 
B Mult i - 3000 4 ,000 
la te ra l /b i la te ra l 
loans (Extra 
budge ta ry ) 
C Pr ivate Sector 3000 3000 
Total 13000 7000 
Source : Surface Transpor t in India Pr intwel l Publ ishers 
Dis t r ibutors , Jaipur. 
Above table shows that the fund ing sources of 
Nat iona l Highways for the year 1996-2001 wil l be Rs. 27000 
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cro ies and foi the yeai 2001-2006, they will be Rs 61 ,000 c io ie s 
whi le the f u n d i n g sou ices foi state h ighways will be Rs 13000 
Crores in 1996-2001 and Rs 17000 Cro ies foi the yeai 2001-2006 
Road t ranspor t as the most impor tan t and chief means 
of t r anspor t p rov ides its services to the p a s s e n g e i s by car ry ing 
them f r o m one place to another It also suppl ies the goods and 
services f rom the areas where these are p roduced to the areas of 
c o n s u m p t i o n It also acts as a f eeder service to all othei modes of 
t r anspor t 
Because of its impor tance , a g radua l t r ans fo rma t ion 
for ra i l domina ted t ranspor t to road -domina t ed t r anspo r t has been 
w i tne s sed in the last f ew decades As on 3 1 " March , 1992, the 
total road length was more than 30 t imes the r a i lway rou te - leng th 
The share of r a i lways has decreased f rom about 3 6 % of the total 
pa s senge r k i lomete r s (PKM) in 1980-81 to about 16% in 1993-94 
Dur ing the same per iod , the share of r a i lways foi f i e i g h t t r anspo i t 
(Tonne Ki lome te r s or TKM) decl ined f rom 62% to 4 2 % Domest ic 
air t r anspo r t had a very l i t t le share of about 0 2% in the case of 
passenger s t r anspor t and about 0 1% in the case of f re igh t 
t r anspor t in 1993-94 
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Table No. - 3.1 
Trend in Modal Split (%) 
Passenger 
t ra f f ic 
Rail Road Air (Domest ic) 
1993-94 16.4 83.4 0.2 
1980-81 36.4 61.5 2.1 
Freight T ra f f i c 
1993-94 42,3 57.6 0.1 
1980-81 61.8 38.1 0.1 
Source : India 1997, Minis t ry of In format ion and 
Broadcast ing, GOI, N. Delhi 
Due to this rapid growth during the last f ew decades, 
road t ranspor t has rapidly gained impor tance in the overall 
t ranspor t system of our country. The total number of all types of 
mechan ized motor vehicles increased f rom 3 lakh in 1950-51 1o 
192 lakh in 1989-90 and 333.57 lakh in 1995-96. Table no. 3.2 
shows the latest posi t ion of regis tered motor vehic les on roads. 
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Tabic No. 3.2 
Registered Motor Vehicles in India 
Year Two 
wheelers 
Car/Jeeps 
and Taxis 
Goods 
Vehicles 
Trucks 
99,6/Pvt , 
Ruses All 
Vehicles 
1950-51 27000 159000 82,000 34000 306000 
1955-56 41000 203000 119000 47000 426000 
1960-61 88,000 310000 168000 57000 665000 
1965-66 2 ,26 ,000 456000 259000 73 ,000 1099000 
1970-71 5 ,76 ,000 682000 343000 94000 1865000 
1980-81 25 ,99 ,000 1 147000 542000 159000 53,36,000 
1985-86 620 ,7000 1758000 848000 223000 10490,000 
1990-91 14047000 3013000 1411000 333000 21310,000 
1991-92 15026000 3130000 1425000 341000 22583000 
1992-93 15241000 3194000 1538000 354000 23027000 
1993-94 18338000 3617000 1650,000 419000 23605000 
1994-95 20831428 3840549 1793574 423383 30294656 
1995-96 23111385 4189,367 1784787 448970 33557520 
1996-97 25693206 46,61,924 2260052 488169 37447526 
1997-98 28341732 50,55632 2529548 534765 40939035 
Source; - Basic Stat ist ics and Motor Transpor t Stat is t ic 
Government of India, New Delhi (1998) . 
Above table shows a great increase in the number of 
motor vehic les . The growth rate is the h ighes t for two wheelers 
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and then for Cars, Jeeps and Taxis The No of tuicks was 
decreased f iom 1793574 in 1994-95 to 1784,787 in 1995-96 But 
the number of t rucks on roads was increased up to 2600 ,000 in the 
year 2000* Buses are also shows a good pe r fo rmance 
Table No. 3.3 
Salient Features of the Performance of 
Indian Road Transport 
Deta i l s 1993-94 1980-81 C h a n g e % 
P A in 
1 9 8 0 - 9 4 
1970-80 
P a s s e n g e r T r a n s p o r t 1500 353 11 77 7 43 
P K M (bi l l ion) 
No of veh ic le s (000 ) 27 ,227 5 ,336 13 36 10 35 
No of t w o w h e e l e r s ( 0 0 0 ' ) 18338 2599 16 22 16 22 
No of cars , j e e p s and taxis 3 617 1147 9 24 5 01 
(000) 
Share of t w o whee l e r s (%) 67 35 48 71 
Share of publ ic buses in 29 91 44 03 
to ta l no of buses (%) 
(1991-
92) 
Fre igh t T r a n s p o r t T K M 350 98 10 29 3 08 
(bi l l ion) 
No of t r u c k s ( 0 0 0 ' ) 1650 542 8 94 3 76 
E n e r g y C o n s u m p t i o n 1076866 4 4 2 5 9 0 7 69 
(TJ) 
Source: Data compiled by var ious sources such as Annual 
Report of Minis t ry of Surface Transpor t , Economic 
Survey of India, Motor Transpor t Sta t is t ics and Stat is t ical 
Abst rac t of India 
The Economic Times, New Delhi 25 Feb, 2000 p-I 
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Table no. 3.3 shows that t r a f f i c handled by road in 
1993-94 was about 350 billion TKM. The growth rale has 
increased by more than 3 t imes in the eight ies as compared to 
sevent ies . Such a t remendous growth can be cor re la ted to the 
growth in the number of trucks whose growth rate during the 
1998-2000 was more than three- fo ld as compared to the growth 
rate in the seventies . The energy consumpt ion per T .K.M. a f fec ted 
by t rucks has been nearly f ive time more than the cor responding 
value for rai l t ranspor t . 
Because of its inherent f lex ib i l i ty and the advantage in 
connect ing the remote, hil ly and rural areas, road t ranspor t is 
p ro jec ted to increase in fu ture . It is es t imated that this mode of 
t ranspor t , which accounts 83% of passenger t r a f f i c and 57% of 
f r e igh t t r a f f i c wil l account for 87% and 65% of passenger and 
f re igh t t r a f f i c by the end of the year 2000 . ' 
Pattern of Development of Road Transport in U.P. 
U.P. is a land locked states. The main occupat ion of 
almost 78% of the popula t ion of U.P. is agr icul ture . The state has 
not only to cater for intra state t r a f f i c but also for t rans i t t ra f f ic . 
The in ter -s ta te t r a f f i c starting f rom eastern s tates of Assam, 
Bengal and Bihar meant for Delhi , Punjab and Ra jas than passes 
As per table no. 3.8 
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th rough this s tate . The Nat ional H i g h w a y s ' are the ar ter ia l roads 
of the count ry for in ter -s ta te and s t ra tegic d e f e n c e movements 
They t raverse the length and width of the coun t ry connec t ing the 
na t iona l and state capi ta ls , ma jo r por ts and rai l j u n c t i o n s and 
l inkup wi th boarder roads and fore ign h ighways . State Highways^ 
on the other hand, are the arterial roads in a state for i n t e i - d i s t n c t 
movemen t s . They t raverse the length and breadth of a state 
connec t ing the state capi ta l , d is t r ic t head -qua r t e r s and impor tan t 
towns and ci t ies and link up with the na t iona l h ighway and 
ad j acen t state h ighway. Dis t r ic t roads'* are the b ranch roads of the 
state and na t ional h ighway to serve as the mam roads for mt i a -
dis t r ic t movemen t s . They t raverse the length and bread th of a 
d is t r ic t to connec t the areas of p roduc t ion and marke t ing in the 
d is t r ic t to one - another and to connec t the N a t i o n a l and State 
H ighways and ra i lways . Vi l lage roads'^ serve as the f eede r roads 
for in ter - v i l lage movements . They pass th rough rural areas 
connec t ing the v i l lages or group of v i l l ages to one -ano the r and to 
the nea re s t d is t r ic t roads , s tate h ighways , na t iona l h ighways , 
r a i lways or r iver ghat. The feeder roads are gene ra l ly low cost 
roads and are used for l ight t r a f f i c . 
National Highways -Land 45 82 m - 76 2 m 
^ State Highways - Land width 30 48 in - 45 20 m, formation widtli 9 75 m 
^ District Roads - Land width 20 9 m - 30 48, Fornation width 7 31 in - 9 14in 
'' Villages Roads - Land width 4 58 m, Formation width 3 65 m - 4 87 m 
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Table No. 3.4 
Total Road Length in U.P. 
(Total Length of National Highways in U.P.) 
(As on 31^' March 1961-97) 
Year 1961 1971 1981 1986 1989 1990 1992 1997 
Total 2343 2455 2474 2739 2754 2754 2754 2883 
Sur faced 2256 2455 2474 2739 2754 2754 2754 2883 
Unsur faced 87 - - - - - - -
Contd. 
Total Length of State Highways in U.P. 
(As on March 1997) 
Year 1961 1971 1981 1986 1989 1992 1997 
Total NA 7802 7967 7769 9424 10,494 9647 
Surfaced NA 7802 7967 7769 9424 10,494 9647 
Unsur faced NA - - - - - -
Contd. 
Total Length of P.W.D. Roads in U.P. 
(As on 31'' March 1947-11997) 
Year 1947 1955 1966 1974 1980 1987 1989 1995 1997 
Tota l 11 ,489 19,838 29 ,416 37 ,167 58.5 97 7 0 , 2 7 2 7 8 , 3 0 8 88 ,200 1 ,10 .000 
S u r f a c e d / 
Me ta l l ed 
7 ,857 15 ,294 24145 31 ,558 4 5 , 4 6 3 4 9 , 8 0 2 5 3 , 4 8 7 70 ,260 78170 
Unsurfaced 3632 4 ,554 5 ,271 5 ,609 13,134 2 0 , 4 7 0 2 4 , 8 2 1 17.940 3 183 0 
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Contd. 
Total Length of Zila Parishad Roads in IJ.P. 
(As on March 1976-1997) 
Year 1971 1976 1981 1986 1988 1989 1997 
Total NA 25518 24,370 24659 24659 24659 10,721 
Sur faced NA 4306 3198 3205 3205 3205 356 
Unsu r faced NA 21,212 21,172 21 ,454 21 ,454 21 ,454 7160 
Contd. 
Length of Vil lage Pachayat Roads in U.P. 
(As on March 1976-97) 
Year 1971 1976 1979 1986 1988 1989 1997 
Total NA 34059 33850 NA NA NA 31,993 
Sur faced NA 1675 1675 NA NA NA 5,853 
Unsu r faced NA 32,384 321,75 NA NA NA 261,140 
Contd. 
Length of Urban Roads in U.P. 
(As on 3 V ' March 1971-97) 
Year 1971 1976 1981 1986 1988 1989 1997 
Total 1,1034 19,468 20,694 20,511 20 ,613 20,930 50,909 
Sura faced 9153 15,215 16,266 16169 16294 16541 41,237 
Unsu r faced 1881 4,253 4,428 4 ,342 4 ,319 4 ,389 9,672 
Contd. 
Length of Project Roads in U.P. 
(As on 31'* March 1971 - 97) 
Year 1947 1947 1976 1981 1986 1989 1995 1997 
Total 11489 62642 143858 146725 172963 188076 214146 255467 
Surfaced 7857 35712 56146 68636 78266 87123 117570 148303 
Unsurfaced 3632 26930 87712 78089 94697 100953 96576 107164 
Source: Data col lected by various issues of Basic Road s ta t is t ics 
and Stat is t ical Abstract of India (1999and 2001) 
^ w f f 
> « 
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History of road developinent in U.P. is very old. It is 
ful l of r e f e r e n c e s to the road pol icy and road cons t ruc t ion in 
Mauryan and Muslim period. But the true pace of developniei i t oi" 
roads was acce le ra ted a f te r the appo in tmen t of Jayakar 
Commi t t ee in 1927 and the s tar t ing of Nagpur plan in 1943. Af te r 
i ndependence in 1951, f ive year p lanning was s tar ted to develop 
the economic resources of the country . This p l ann ing proved very 
succe s s fu l in deve loping the roads ' condi t ion in the count ry . 
By the end of March, 1997, the length of roads in U.P. 
was about 2 ,55 ,467 Kms, out of which 1 ,48,303 Kms. of roads 
were su r f aced and 107164 Kms of roads were u n s u r f a c e d , whi le 
the road length in 1947 was about 1 1,489 Kms; out of which 7,857 
Kms of roads were meta l led and 3 ,632 Kms. were unmeta l led . 
The road k i lomete rage in 1997 can be regarded as an ind ica t ion of 
s izeab le g rowth of road bui ld ing ac t iv i t ies in U.P. However , the 
pos i t ion of roads in terms of area and popu la t ion can not be said 
as s a t i s f ac to ry because the road k i lometarge is very low. 
Table no. 3.7 shows that the r eg i s t e red motor -
veh ic les in U.P. has increased f rom 21 ,380 to 32 ,02 ,771 dur ing the 
pe r iod 1947-97 (Almos t 149.8 fo ld inc rease) whi le the road length 
has inc reased f r o m 1 1,489 Kms to 2 ,55 ,467 Kms (The increase in 
road length is only 22.23 fo ld s ince i ndependence ) . The 
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percentage of surfaced roads is 58.05, U .P . ' s share in total and 
sur faced road length in India is about 7 ,55% and 9,4% 
respec t ive ly while the share in total number of motor vehicles is 
about 11.69%. 
The progress of roads in U.P. is not sa t i s fac tory in 
compar ison of popula t ion growth. The popula t ion is increasing at 
a h igher rate. The average densi ty of popula t ion is 689 persons per 
Sq.Km in U.P. as compared to 324 persons in all India during the 
year 2001. The Growth of populat ion in India and in U.P, since 
1901 is shown in the fo l lowing table. 3.5 
T a b l e No. 3.5 
Growl th of Population 
Population in Lakh Density of population per Sq. Kms 
Year U.P. India U.P. India 
1901 486 2363 165 72 
1911 482 2521 164 77 
1921 467 2514 159 77 
1931 498 2790 169 85 
1941 565 3187 192 98 
1951 632 3611 215 111 
1961 737 4391 251 134 
1971 883 5479 300 178 
1981 1109 6581 377 220 
1991 1390 8443 472 267 
2001 1660 10270 689 324 
Source: - India 1999, Ministry of Information and Broadcasting, GOI, N, Delhi and 
Statistical abstract of India, C,S,0,, G,0,I,, New Delhi (1999 and 2001) . 
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However , the re la t ively h igher p res su re of populat ion 
in the s tate ensures ample supply of labour , which may be taken 
as an advan tage in developing economy to grow fa s t e r . Since the 
s t a t e ' s economy is bas ica l ly agro-or ien ted , so there is a great need 
to inves t in rural areas ra ther than the Urban areas . 
Accord ing to table No. 3.4, the total length of 
Na t iona l Highways in U.P. in 1996-97 was about 2883 Kms. While 
in 1971-72, it was about 2455 Kms. Which shows no sa t i s fac to ry 
p rogress wi th in 20 years . A survey was also conduc t ed by the 
Central Road Research Inst i tute (CRRI) for the improvemen t of 
Nat iona l Highways . The survey had revea led that 98% of the 
Nat iona l H ighways in India '^non-motorable by wor ld - s tandard . In 
order to improve the condi t ion of Na t iona l Highways , 
( A m e n d m e n d ) bi l l , 1992 makes some prov i s ion fo r levy of fee on 
no t i f i ed sec t ions of Nat ional Highways to augmen t resources 
th rough mobo l i s a t i on of extra budge ta ry suppor t . 
A f t e r Nat iona l Highways , Inter s ta tes H ighways also 
play an impor tan t role. Inter - state h ighways link and touch the 
bounda r i e s of one state which its ne ighbour ing s ta tes . The state of 
Bihar , H imacha l Pradesh, Madhya Pradesh , P u n j a b , Ra jas than , 
Ha ryana and Delhi are the ne ighbour ing s ta tes of U.P. Boundar ies 
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of these states are touched and linked with U.P. The state of U.P. 
has fa i r ly good road connect ions with these states. The fol lowing 
table shows the inter-s ta te routes of U.P. 
Table No. 3.6 
Inter - States Routes in U.P. 
Name of State Name of Identity of Roads 
(Ad joining) Routes 
1. Bihar 5 ( l ) G o r a k h p u r - Tamkohi Bethiah 
(2) Gorakhpur -Kar i a -Tamkoh i 
Mobhari 
( 3 )Lucknow-Ba l l i a -Chapp ra 
( 4 ) V a r a n a s i - Sasaram 
(5) Varanas i -Ghaz ipur - Arrah 
2. Himachal 1 (i) Dehradun - Herbe r tpur - Nahan 
Pradesh 
3. Madhya ~ 7 (i) Lucknow- Jhans i - Sagar 
Pradesh (ii) Al lahabad - Rewa 
(iii) Varanasi - Rewa 
(iv) Jhansi - Shivpur 
(v) Etawah - Bhind 
(vi) Jhansi - Naogoang 
Chat te rpur 
(vii) Banda -Mahoba -Cha t t e rpu r 
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Name of State 
(Ad jo ining) 
Name of 
Routes 
Identity of Roads 
4. Pun jab (i) M u z a f f a r Nagar - Shamli-
Panipat 
(ii) Saharanpur - Ambala 
5. Ra ja s than (i) Mathurs - Bhara tpur 
(ii) Agra - Fa tehpur Sikri -
Bayana 
(iii) Agra - Tan tpur - Karoli 
6. Delhi (i) Agra - Mathura - Delhi 
(ii) Agra - Bhara tpur - Delhi 
(iii) Ghaz iabad - Meerut - Delhi 
(iv) Saharanpur - Loni-Shahdra 
7. Ut t rancha l (i) Na j ibabad - Kotdwar 
(ii) Na j ibabad - Har idwar 
(iii) Muzza fa r - Nagar - Barla -
Rurrki and Har idwar 
(iv) Nagina 
Kotdwar 
Barhapur 
(v) Dhampur - Sherkot-
Kashipur and Nani ta l 
(vi) Afza lga rh - Kalagarh 
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State Highways , on the other hand , are the main 
ar te r ies of commerce and indust ry wi thin a s tate and there are 
connec ted wi th the nat ional h ighways , or wi th the h ighways of 
a d j a c e n t state. The impor tan t ci t ies wi th in the s tate are l inked by 
them. It is the respons ib i l i ty of the state Gove rnmen t to cons t ruc t 
and mainta in the state h ighways . The table no. 3.4 shows that the 
pos i t ion of state h ighways in U.P. is not s a t i s f ac to ry as compared 
to the pos i t ion of other s tates in the count ry . In 1971, U.P. had 
about 13 .74% of State h ighways of the total s ta te h ighways in 
India whi le 1989, U.P. had only 7 .65% of the to ta l s ta te h ighways . 
There was a s l ight increase in the state h i g h w a y s ' l ength of U.P. 
f r o m 7769 Kms. t o 9647 Kms. during the per iod 1987-97. 
"Dis t r i c t Roads connec t the areas of p roduc t i on and 
d i s t r ibu t ion wi th one another wi th in the d is t r ic t and wi th the State 
Highways , Na t iona l Highways and R a i l w a y s " ' Unde r Nagpur plan, 
Dis t r ic t roads were under the admin i s t r a t ion of Dis t r i c t boards . 
The pa t t e rn of deve lopment in Nagpur plan for these roads should 
have at least one lane-water bound macadam car r i age way. But, 
where the t r a f f i c ' i s heavy and f u n d s permi t , these roads should be 
black topped and even connec ted whereve r neces sa ry . But now, it 
1. Bhatnagar, K.P. "Transport in Modern India" Kishore Publishing House, Kanpur (1970) p-356 
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is the r e spons ib i l i t y of the local board to cons t ruc t and mainta in 
the d is t r ic t roads . 
The pos i t ion of many dis t r ic t roads is not good, many 
of them are unmeta l l ed and have no l inkages dur ing the ra iny 
season. Lack of ma in tenance on the par t of the Pub l ic Works 
Depa r tmen t (P .W.D. ) , increas ing veh icu la r t r a f f i c and land sl ides 
have toge the r crea ted condi t ions that pose a th rea t to t rave l le rs on 
var ious routes . Every year , dur ing the m o n s o o n or even during 
heavy rain in win te r many roads are cut at severa l po in t s caus ing 
danger and unconven ience to the people . 
Vi l lage roads are the back - b o n e of our country , 
because agr icu l tu ra l deve lopment is poss ib le only through the 
vi l lage or rura l roads . These roads connec t v i l l ages with each 
other , wi th the dis t r ic t roads and wi th the h ighways . Vil lage 
roads are one of the bas ic infrastructure,^-of agrar ian economy. 
Rural deve lopmen t has been taken p lace because of the 
deve lopmen t of rural roads . These roads help in p rov id ing social 
j u s t i c e , na t iona l in tegra t ion and economic u p l i f t m e n t . Rura l roads 
also p rov ide one of the keys in the succe s s fu l i m p l e m e n t a t i o n of 
in tegra ted rural deve lopment p rogramme ( IRDP) . These roads act 
as f e e d e r s l inking vi l lages with each other as wel l as wi th the 
nea res t d is t r ic t roads , or na t ional h ighways . D e v e l o p m e n t of 
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rural roads rece ived encouragement only a f te r the appo in tmen t of 
a commi t t ee on lu ia l loads in 1967, which s i ibmidcd ils icpoi t in 
1968 As a resul t , d u n n g IV"' plan, specia l p iov i s ion was made toi 
the deve lopmen t of rural roads and other d i s t r i c t loads 
Deve lopmen t of rura l roads also rece ived e n c o u r a g e m e n t dur ing 
V"' plan per iod , as a pai t of Minimum Need P i o g i a m m e But lu ia l 
roads got a great incent ive in Jawahar Rozgar Yo jna , in Jawahai 
Rozgai Yojna , About 8,00,000* Kms of roads have been 
cons t ruc t ed till the end of 2000, 20 yea r Road Deve lopmen t 
P rog ramme was also fo rmula ted by the Indian Road cong ies s for 
the pe r iod 1981-2001 The sal ient f ea tu re s of this p lan are 
(i) All the vi l lages or groups of v i l l ages wi th a popu la t ion 
of 500 and above, should be connec ted by all wea ther 
roads by the year 2001 for v i l l ages wi th popu la t ion of 
less than 500, all wea ther roads should be avai lable 
wi th in 3 Kms in the p la ins and wi th in 5 Kms in the 
hi l ls 
( i i) The road densi ty for the hi l l a reas should be 40 
Kms /100 Sq Kms upto an a l t i tude of 2100 mete rs and 
15 Kms/100 Sq Kms for areas at a l t i tude h igher than 
^ India 2001, Research, Reference and Training Div Ministry of Information and Broadcasting G 0 I 
New Delhi 
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2100 meters . In the pla ins , it should be 30-80 Kms/100 
Sq .Kms. 
On the basis of these norms, the road length in U.P. by 
the year 2001, should be 3.55 lakh Kms by the vi l lage 
connec t iv i ty cr i ter ia . But against the target of 3 .55 lakh Kms of 
road length to be achieved by the year 2001, the total road length 
ach ieved in U.P. by March 1997 was only 2 .55 lakh kms. 
Al though , there has been a great i nc rease in the 
number of roads , yet this increase is not s a t i s f ac to ry as compared 
to areas and popu la t ion of the state. There is st i l l a great need to 
cons t ruc t and main ta in the roads in U.P. to deve lop its economic 
r e sources . 
Road Transpor t in U.P. has p l ayed a s ign i f i can t role, 
because most of the popula t ion of this s tate is l iv ing in rural 
areas. Agr icu l tu ra l is their main occupa t ion . In rural areas, no 
r a i lways or a i rways fac i l i ty is avai lable . Only road t ranspor t is 
used by the f a rmers to send their agr icu l tu ra l p roduc t s to the 
marke t cent res . 
In v i l lages , bul lock - carts are used to t r anspor t the 
agr icu l tu ra l p roduc t s . Most of the r ich f a rmer s a lso use t rac tor-
t ra i lors . The bul lock carts , horse carts and t rac to rs p rov ide a lmost 
100% t r a f f i c needs for agr icul tura l p roduc t s to the f a rmer s . Motor 
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- t ranspor t has also great s igni f icance by prov id ing door to door 
services to the people . A motor vehicle is f ree to go to any part of 
the count ry , of course, subject to cer ta in l imi ta t ions most ly of 
good roads. The t ranspor t of per ishables like f ru i t s , vegetables 
and dairy products direct ly from the fa rms to the consuming urban 
centres is an example to point. Road t r anspor t ' share in t r a f f i c is 
con t inuous ly increasing. Table No. 3.8 shows a t rue pic ture of 
roads share in t r a f f i c . 
Table No. 3.8 
Share of Roads in Traf f ic 
Year Goods Traff ic (%) Passenger s Traff ic (%) 
1950-51 12.00 25.8 
1960-61 28.5 42.2 
1970-71 34.5 58.9 
1980-81 38.1 62.8 
1991-92 53.4 79.2 
1994-95 60.0 80.0 
2000-01 65.0 87.0 
Source; - Data compiled by Ind ia ' s deve lopment repor ts and 
India 2000, 2001 and 2002 
88 
Tab le shows that the share of road t r a n s p o r t is 
i n c r e a s i n g very r ap id ly . In 1950-5 1, the share of road t r anspor t in 
good t r a f f i c was only 12%, whi le th is sha re has i n c r e a s e d now 
up to 6 5 % w h i c h shows a s i g n i f i c a n t ro le of r o a d t r a n s p o r t in 
c o m m o d i t y m o v e m e n t . The share in p a s s e n g e r t r a f f i c has also 
m a d e a s i g n i f i c a n t i nc rease f r o m 25,8%. in 1950-5 1 to 87% in 
2000 . 
In U.P . , P r iva te veh i c l e s p l ay an i m p o r t a n t ro le in 
t r a n s p o r t i n g the p a s s e n g e r s and goods . T r u c k s are the mos t 
i m p o r t a n t m e a n s of f r e i g h t t r anspo r t , w h i c h ca r ry the goods and 
se rv ices f r o m one v i l l age / t own to ano the r , f r o m one d i s t r i c t to 
ano the r and f r o m one s ta te to ano the r . B u l l o c k - c a r t s and t r ac to r s 
p l a y a key ro le in rura l a reas wh i l e m o t o r t r a n s p o r t is mos t 
su i t ab l e in u r b a n areas . In rural a reas a lso , w h e r e the roads are in 
be t t e r p o s i t i o n m o t o r t r anspo r t has got a g rea t s i g n i f i c a n c e . 
In U.P . , U . P . S . R . T . C . ' s buses and p r i v a t e buses , cars , 
j e e p s , and t ax i s are p rov id ing se rv ices to the p a s s e n g e r s . Buses 
are u sed fo r ca r ry ing p a s s e n g e r s t r a f f i c w h i l e j e e p s , ca r s and tax i s 
are u s e d by the i r owne r s ma in ly . T h e r e are t h o u s a n d s of p r iva te 
b u s e s in U.P . w h i c h are s a t i s f y i n g the n e e d s of the p e o p l e of s ta te . 
Bu t in some rura l a reas , there is a lack of t r a n s p o r t se rv ices . 
P a s s e n g e r s have to wai t m a n y hour s f o r p a s s e n g e r s t r a f f i c . 
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So, transportation is vital to both tiade as well as manufacture. 
Tradeables need to be tiansported and even manufacture at a given location 
requires the trade of raw materials and components as well as the sending out 
of the finished product. A state with a poor transportation network has no hope 
of being a success either as a trader or a manufacturer. Further, Just as ants 
built ant-hills, humans build towns and cities. From these colonies they obtain 
their needs by securing a vast hmterland. It is said that great cities sit like giant 
blobs of jelly. On the map, with poor connectivity. This will not do for a 
country that wishes to be prosperous. Transportation requires the primaiy 
attention of the state. It is woeful today. This effects our quality of life directly 
by forcing us to crowd into primacy - ridden cities, while in reality this is a 
vast state and there could be enough space for all if only the space was 
colonized by transportation. Poor transport makes life unsafe. If we don't pay 
attention today on road transport, will pay a heavy price tomonow.' 
Roads in U.P. are also a m a j o r d i sas te r . They have 
been sys t ema t i ca l ly undersupp l i ed by p lanners , who diver ted 
pub l i c money f rom publ ic goods. Their qual i ty is very poor. 
A d e q u a t e t r a f f i c regula t ion is miss ing . This r equ i r e s to be 
u rgen t ly addressed at all levels . At the top, the focus should be to 
ins t i tu te a pol icy f r ame work that a l lows pr iva te inves tment into 
in te rp r i ses . At the state levels , the focus should be on publ ic 
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goods. Our ci t ies and towns urgent ly need to e scape the ' p r imacy -
syndrome, when pr imary ci t ies bloat and sa te l l i t e towns do not 
deve lop owing to inadequa te t ranspor t l inks. The munic ipa l i t i e s 
should focus on making roads safe for all roads users for this 
pu rpose , munic ipa l i t i e s should be ser ious about ra i s ing resources . 
In order to make an e f f i c i e n t and sys temat ic 
deve lopmen t of t ranspor t fac i l i t i es , the G o v e r n m e n t both at centre 
and s tate , should set the objec t ives keeping in the v iew the presen t 
and f u t u r e need of t ranspor t fac i l i t i es p rope r ly cons ide red in view 
of economic , social , mi l i tary and admin i s t r a t ive needs of the 
country , reg iona l r equ i rements of the t r anspor t f ac i l i t i e s in view 
of the vo lume and nature of t r a f f i c , ava i l ab le and potent ia l 
r e sources of the country , ba lanced deve lopmen t of all modes of 
t ranspor t , ini t ia l costs and costs of opera t ion and fu l l u t i l iza t ion 
of all modes of t ranspor t . The Governmen t should a lso fo rmula te 
the po l i c i es to at tain these objec t ives . The p rope r fo rmula t ion of 
Na t iona l or State Transpor t Pol icy, will br ing u n i f o r m i t y in act ion 
by p rope r ly guid ing the persons and wil l save t ime and money. It 
will a lso res t r ic t the scope of individual d i sc re t ions and j u d g e m e n t 
and wil l pave the way for proper o rgan iza t ions , co -o rd ina t ion and 
cont ro l . Whi le the absence of na t iona l / s t a t e t r anspor t p lann ing 
na tu ra l ly resu l t s in s low and lop-s ided deve lopmen t , under 
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ut i l iza t ion of exis t ing t ranspor t f ac i l i t i e s and unsys temat i c and 
patchy deve lopment of t ranspor t . 
The re fo re , the Government of India has i ssued certain 
pol icy i ssues to be mod i f i ed or amended in the 9"' plan for 
deve lop ing the ra t ional road t ranspor t sys tem. These po l icy issues 
are as fo l lows . 
In case of motor vehic le t axa t ion , the reason for 
impos ing passenger tax on STUs by State G o v e r n m e n t was mainly 
to r educe the burden of income tax paid to Centra l Gove rnmen t on 
the p ro f i t earned. At the same t ime for p ro f i t mak ing STUs, there 
was a r is ing demand f rom the labour fo rce for inc rease in wages . 
Now, this approach needs to be recons ide red . 
• The poor m a n ' s t ranspor t (Bus) is taxed more than the 
luxur ious goods. Subs id iar ies are be ing o f f e r e d on the 
luxur ious i tems like te levis ion , e lec t ron ic goods and other 
indus t r i e s in the area of l ibe ra l i za t ion and pr iva t iza t ion . 
T h e r e f o r e , it is suggested that tax on two whee l e r s should be 
h igher in the propor t ion of pe rcen tage of two whee le r s in the 
total vehic les , whereas passenger tax on S R T U s ' buses 
should be removed to p romote hea l thy g rowth and encourage 
mass t rans i t system. 
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• The pe rcen tage share of two whee le r s in the total vehicles is 
about 70% which is fo l lowed by 13 .28% of the 4 -whee le r s 
and goods vehic les . The total tax co l lec ted f rom all types of 
veh ic les was Rs .11566.2 c rore ' dur ing 1998-99. Policy 
should be more tax revenue levied on these veh ic les than 
buses . Percentage of buses -publ ic and pr iva te sec tors adds 
only 1.54% in the total vehic le popu la t ion in the country . 
There is also a need for deve lop ing Management 
In fo rma t ion system for pr ivate sector . Present ly , publ ic sector bus 
sys tem is a lways compared with pr iva te sec tor wi thout 
ava i lab i l i ty of any compara t ive re l iab le data of Pr iva te Sector 
Passenger Road Transpor t . SRTUs have well deve loped 
M a n a g e m e n t i n fo rma t ion system. T h e r e f o r e , the State 
G o v e r n m e n t s can moni to r the p e r f o r m a n c e of pub l i c sec tor . There 
is no data avai lable about phys ica l pa r ame te r s , f inanc ia l 
p e r f o r m a n c e , i n f ra - s t ruc tu re , p rovided for pa s senge r s and carrying 
m a i n t e n a n c e of buses in Pr ivate Sector Pas senge r Road Transpor t . 
Thus , it is essent ia l to organize sys tem to deve lop MIS for the 
pr iva te sec tor passenger road t ranspor t , so that a mean ingfu l 
compar i son of wi th the publ ic sector t r anspor t can be made . At the 
' Figures are extracted from statistical Abstract of India, C.S.O, Ministry of Statistics and Programme 
Implementation, G.O.I., New Delhi (2001). 
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same t ime, produ.ctivity and e f f i c i ency of p r iva te sec tor can be 
eva lua ted to i den t i fy weaknesses and s t rengthen them for better 
service to the t rave l ing publ ic . 
The Motor Vehic les Act 1988 needs several 
A m e n d m e n t s for the purpose of hea l thy growth of t r anspor t both 
in Publ ic Sector as well as in Private Sector . 
The issue of contrac t car r iage pe rmi t s is to be 
r ev iewed in the l ight of miss use of permi t s by p r iva te opera tors . 
Ear ly p rov i s ions of contrac t carr iage permi t s may be inc luded in 
the Moto r Veh ic les Act . 
I n f r a - s t ruc tu re such as bus s ta t ions and passenger 
ameni t i es crea ted by publ ic sector are u t i l ized by pr iva te sector 
buses . P rov i s ions should be made to the e f f e c t that wha teve r in f ra -
s t ruc ture is c rea ted by SRTCs shall be exc lus ive ly used for SRTCs 
to p reven t ma lp rac t i ces of agents of p r iva te opera to r s , such 
o f f e n c e s should have provis ion for var ious pena l t i e s under Motor 
V e h i c l e s Act . Pr iva te sector should crea te the i r own in f ra -
s t ruc ture , pas senge r ameni t ies and invest some share of p ro f i t for 
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deve lopmen t of i n f r a s t ruc tu re to serve themse lves . 
A m e n d m e n t s in the Motor Veh ic l e s Act fo r min imiz ing 
road acc iden t s are also necessary , e spec ia l ly in over d imens iona l 
cargoes , eng ineer ing of vehic les , dec id ing sc rapp ing age of the 
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vehic les , dec id ing scrapping age of the veh ic les , as wel l as str ict 
p rov i s ions for t ranspor t ing hazardous goods . The speed control 
with the chass is manufac tu re r is requi red and (he legis la l ive 
e n f o r c e m e n t is a must . 
Motor Transpor t Workers Act 1.961 which was enacted 
by the Pa r l i amen t with the ob jec t ive to p rov ide we l f a r e and 
medical f ac i l i t i e s and condi t ion of employmen t such as hours of 
work. All Publ ic Transpor t Sectors are r igorous ly fo l l owing the 
provis ion of this Act, but pr ivate bus opera tors are not fo l lowing a 
single p rov i s ion of the said Act. The re fo re , it is neces sa ry to make 
ma jo r changes to improve the manpower p roduc t iv i t y of the 
SRTUs. 
Road Transpor t Corpora t ion Act , 1950 was enacted 
with a v iew to p romote e f f i c ien t , adequa te , economica l and 
p rope r ly co -o rd ina ted road t ranspor t service in the states by 
fo rming the Road Transpor t Corpora t ions and br ing in a phase 
wise to ta l m o n o p o l y in the passenger road t r anspor t . But a f te r the 
enac tmen t of M.V. Act 1988, most of the p rov i s ions of the R.T.C. 
Act became con t rad ic to ry for the hea l thy growth of t r anspor t 
ope ra t ions . Due to the erosion of the au tonomy of the SRTUs by 
po l i t i c i ans , it is d i f f i cu l t for SRTUs to f u n c t i o n p rope r ly . Several 
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amendmen t s to the RTC Act are requ i red for smooth and e f f i c i en t 
f u n c t i o n i n g of SRTUs. 
Trade Union Act J 926, was also enac ted with the 
ob jec t ive that employer should not indulge in the un fa i r p rac t ices 
wi th employees and unions . Time to t ime, the Act was amended 
till today . Due to col lec t ive barga in ing and non coopera t ion of 
t rade un ions , the Management could not inc rease the p roduc t iv i ty . 
Due to poor p roduc t iv i ty and in f l a t ions , cos ts have gone up 
subs tan t i a l ly . Present ly , Trade Unions are indu lg ing in unfa i r 
p rac t i ces and explo i t ing management . There is a need to abol ish 
the Act or amend it for the hea l thy growth of indus t ry in the 
count ry , wh ich adopted the po l icy of p r iva t i s a i ton and 
g loba l i sa t ion . 
Thus , bus t ranspor t system is the cheapes t . It r equ i res 
to be s t r eng thened by fo rmula t ing de l ibera te s t ra tegy to r educe the 
g rowth of other modes . Present Iy-3 whee le r s and 4 -whee Ie r s are 
also emerg ing as ma jo r modes having poor o c c u p a n c y leaving 
seats unoccup i ed . Indi rec t ly , it is na t iona l was t age . Some 
incen t ives or d i s incen t ives may be o f f e r e d to such vehic les 
encourag ing them to carry maximum passenge r s in f o u r whee le r s 
a lso. If the two whee le r s will grow abnorma l ly and o c c u p y most of 
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the road space , there will not be any road space le f t fo r ped i s t r a ins 
and h igher capac i ty vehic les for f ree f low of t r a f f i c . 
Apar t f r om the conges t ion on the road , use of two 
whee l e r s and four whee le rs is r espons ib le for high consumpt ion of 
pe t ro l eum oil per capi ta , which India is buy ing fo rm Gulf 
count r ies for va luable fore ign exchange . The pe t ro leum producl is 
a scarce commodi ty . Thus, it is neces sa ry to save the pe t ro leum 
p roduc t by f r aming pol icy in f avour of bus t r anspo r t of Mass 
Tras i t System (MTS) . It is high t ime that such a po l icy should be 
f r amed and en fo rced with de te rmina t ion to save the t r anspor t 
env i ronmen t in the country . 
The mot ive power used in the f ie ld of road t ranspor t 
can be c l a s s i f i ed as human power , animal power , d iese l , power , 
petrol p o w e r and gas. In the pr imi t ive soc ie t ies , human power was 
the only mot ive power and all the commodi t i e s were e a r n e d by 
man on his back or head. Today also, its use for t r anspo r t purpose 
can be seen in mandis , in very backward soc ie t ies at hill s ta t ions 
and at the r a i lway s ta t ions. Animal power was cons ide red a great 
improvemen t over human power because the load was t r ans fe r red 
to the back of the animal f rom the back of the man. In hi l ly and 
b a c k - w a r d areas of U.P. , animals still p lay an impor t an t role as a 
mot ive power of road t ranspor t vehic les . 
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With the in t roduct ion of steam power , revolu t ionary 
changes came in the field of Iransporl , but (his powci wns 
replaced by petrol power, due to its heavy steam carr iages and the 
p rob lem of carrying water and coal. Petrol , now is used as motive 
power on a large extent. It is widely used in scooter , auto-
r ickshaws, motor cars trucks and buses. Except petrol , diesel is 
also ex tens ive ly used in motor vehic les , It is the recent power 
which is in extensive use in modern mechanica l road vehicles . 
This mot ive power is cheaper than petrol and has great mot ivat ing 
force . Natura l gas has also been recent ly in t roduced in the f ie ld of 
road t ranspor t . It is most ly used in D T C ' s buses . The buses of 
U .P .S .R .T .C are not using this motive power till now. 
Conclusion: 
In conclusion, it may be observed that for developing 
the economy of the state, it is necessary to have a well developed 
road t ranspor t system Tliere is a need of good ne twork of state 
roads connec t ing the remotest areas of the state to the city centres. 
There are a number of vil lages which have no link with the urban 
areas and hence these vi l lages remain cut off f rom the main areas. 
To cope with this network of roads, there is also a need of a well 
organized f lee t of buses and trucks etc. to be pl ied on these roads. 
It will go in a long way for br inging the state in l ine with other 
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deve loped s ta tes . With this conclus ion , my e n d e a v o u r in the next 
chapter will be to assess the work ing and p e r f o r m a n c e of 
U .P .S .R .T .C . and d i f f e ren t p rob lems and d i f f i c u l t i e s f aced byitin 
its opera t ions . The pe r fo rmance of U .P .S .R .T .C . will have a direct 
bear ing on the deve lopment of rural areas as it p rov ides a network 
of road t ranspor t in the State which may be used fo r the growth of 
agr icu l tu re and indus t ry in the rural areas of (J.P. 
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Chapter-Ill 
Working and Performance of 
U.P.S.R.T.C. and Its Role in the 
Development of Rural Areas of U.P. 
Chapter III 
Working And Performance Of U .P .S .R .T .C. 
A n d 
Its Role In The Development Of Rural Areas Of U.P. 
In the p rev ious chapter , we have d i scussed the pa t te rn of road 
t r anspor t in U.P. This chapter wil l h igh l igh t the work ing and 
pe r fo rm ance of U.P, State Road Transpor t Corpora t ion 
(U .P .S .R .T .C) . It will also focus on the p r o b l e m s faced by 
U .P .S .R .T .C . in its opera t ions and the reasons beh ind such 
prob lems . It will a lso show the role of U . P . S . R . T . C . in the 
deve lopmen t of rural U.P. In India Publ ic Sector Road Passenger 
T ranspo r t a t i on is provided by the State Transpor t Under tak ings 
(STUs) . The STUs are one of the m a j o r pub l ic u t i l i t i es and 
impor tan t cons t i tuen t s of the n a t i o n ' s i n f r a - s t r u c t u r e . STUs 
genera l ly provide city and in ter -Sta te cost e f f e c t i v e and e f f i c i en t 
publ ic t r anspor t services to the c o u n t r y ' s poor and midd le income 
groups . They carry people f rom their f a r - o f f sca t te red loca t ions of 
house ho lds to work-cen t res , improve mobi l i ty , m in imize regional 
d i spar i t i es -pover ty and un touchab l i ty and also con t r ibu te to the 
over all socio - economic recons t ruc t ion of the economy. These 
impor tan t pos i t ive face t s of the STUs neces s i t a t e thei r hea l thy 
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deve lopment . It assumes more impor tance spec ia l ly dur ing the 
current drive for economic re fo rms which are l ikely to be a f f ec t ed , 
if there are t ranspor t bot t lenecks . Thus d e v e l o p m e n t of heal thy 
t r anspor t system, specia l ly STUs is a p r e - r equ i s i t e of economic 
deve lopmen t . 
In U.P., the State Government in 1947-48 dec ided that 
the pas senge r road t ranspor t services should be na t iona l i zed by the 
G o v e r n m e n t to provide cheap and e f f i c i e n t f ac i l i t i e s to the 
pas senge r s . Several other states also fo l l owed the po l i cy . 
The re fo r e the State Governmen t of India , amended the 
Motor Veh ic l e Act , 1939 (which was passed to r egu la t e the motor 
t r anspor t in India) , giving power to the State Gove rnmen t s to 
acqui re exc lus ive r ights for opera t ing road t r anspor t serv ices . 
The Road Transpor t Corpora t ion Act was passed in 
1948 to enable the State governments to form Corpo ra t i ons for 
runn ing the passenger services . The Act hav ing been dec lared 
u l t ra -v i res , Another Act known as Road T ranspo r t Corpora t ion 
Act, 1950 was passed in Par l i ament wi th a v i ew to provide 
au tonomy, un i fo rmi ty and e f f i c i ency of admin i s t r a t ion in running 
the State Road Transpor t Services. 
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The U.P. Government s tar ted a pure ly Governinenl 
Conce rn and commenced opera t ions since May, 1947, on a trial 
and error basis . The whole State was d iv ided into n ine- reg ions 
(now 18). The f i r s t route was taken up by the G o v e r n m e n t buses in 
may 1947. The scheme has now been deve loped to a great 
extent to serve a model for other s ta tes . The scheme has been 
proved very succes s fu l l y in p rov id ing e f f i c i e n t and cheap 
t r anspor t f ac i l i t i e s , s tabi l i ty of ra tes and se rv ices condi t ion 
(Because pr iva te haul ie rs are a lways changing thei r ra tes and fa res 
accord ing to the demand for their serv ices) . Rou tes of publ ic 
impor t ance , though unremunera t ive can be served by this scheme, 
whi le p r iva te owners ply in order to earn p ro f i t - They will never 
ply moto r buses and trucks on routes wh ich are un remunera t ive . 
The scheme has also increased the opera t iona l e f f i c i e n c y , bet ter 
f ac i l i t i e s to the s ta f f , bet ter Co-ord ina t ion and con t ro l . 
T ranspor t Depar tment of the U.P. G o v e r n m e n t is under 
the charge of Transpor t Minis ter of the State. T ranspo r t Minis te r 
is ass i s ted by a Deputy Transpor t C o m m i s s i o n e r and Ass is tant 
T ranspor t Commiss ioner . The Service Manager s are respons ib le 
for the ma in t enance of the regional workshops and superv is ion of 
serv ic ing s ta t ions in their regions . Senior and a s s i s t an t fo remen , 
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superv i sors and an adequate technical s t a f f , work under him. 
T r a f f i c Manager s look af te r the t r a f f i c side and are ass is ted by 
senior s ta t ion super in tendents , Jun ior s ta t ion in charges and 
booking clerks in each region. T r a f f i c and Ass i s t an t t r a f f i c 
inspec to r s are r espons ib le for checking on the rou tes . One 
conduc to r is p rov ided on each running buses . Genera l manager is 
ass i s ted by the Secre ta ry and the accounts are unde r an Account 
O f f i c e r . Both of them have su f f i c i en t s ta f f to help them. 
The ent i re s taff of the Roadways D e p a r t m e n t of U.P. 
Gove rnmen t has been str ict ly ins t ruc ted to ex tend u tmos t cour tesy 
to the passengers . Compla in books are p rov ided at all booking 
o f f i ce r s and on the running buses . P rompt ac t ion is taken for 
r ed res s ing the gr ievances of the passengers . Good sugges t ions for 
improvemen t are also taken. The buses run acco rd ing to wel l -
p l anned t ime tab les and have achieved a high degree of 
punc tua l i t y . Ameni t i e s are provided to the p a s s e n g e r s on open 
roads in the fo rm of dr inking water , pa s senge r s sheds separa te 
book ing o f f i c e s for men and women, l ava tor ies etc. There is no 
ove r - c rowding of passengers in the buses because a l imited 
n u m b e r of t ickets are issued accord ing to the sea t ing capaci ty of 
the bus . The s toppages and hal ts take p lace at no t i f i ed p laces . 
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Seats ins ide the buses are comfor t ab le and have ample space-
Separa te seats are reserved for women passenger s . The design of 
buses are being cons tant ly improved. 
At the t ime of es tab l i shment of C o r p o r a t i o n , it had a 
f l ee t of 4253 buses which were opera t ing on 1123 rou tes , over a 
total of 122 thousand Ki lometers of road leng th at an average 
rou te l eng th of 109 Ki lometers . The Corpo ra t i on 's earned 
k i l ome te r s opera ted at that t ime were 228 .8 mi l l ion k i lomete rs 
whi le the total number of passengers car r ied by its buses to ta l led 
251.3 mi l l ion . 
By the end of the decade, the f l ee t of the Corpora t ion 
had a t ta ined a s t rength of 5679 buses , the ope ra t ions had increased 
to 1782 rou tes over a road length of 263 t housand k i lometers , 
whi le the average route length increased to 148 k i lome te r s . As a 
resul t of this increases in opera t ions , the earned k i lometers 
to ta l led about 396.2 mi l l ion k i lometers whi le the total numbers of 
pas senge r s carr ied were over 449.1 mi l l ion . 
The end of the Vl"^ f ive -yea r plan saw a fu r ther 
inc rease in all opera t iona l pa ramete rs be ing ach ieved by the 
Corpora t ion . With the increase in f l ee t s t rength of 6198 buses , the 
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earned k i lomete r s of the Corpo ra t i on rose to All.1 mi l l ion 
k i lomete r s . 
Dur ing the VII f ive -year p lan , e m p h a s i s w a s p l aced 
on s t r eng then ing the f l ee t of the Corpo ra t i on . By the end of the 
p lan pe r iod , the f l ee t had r isen to 8161 buses f r o m the in i t ia l 
s t rength of 6198. Dur ing the p lan pe r iod , 5 1 9 1 n e w buses w e r e 
induc ted in the f lee t , 3228 for r e p l a c e m e n t and 1963 f o r 
augmen ta t i on . This increases had to be m a d e in order to 
compensa t e for the gradua l d i s c o n t i n u a t i o n of a b o u t 1000 
h i r ed /unde r t ak ing buses which were ope ra t i ng on the n a t i o n a l i z e d 
routes of the s ta te , under control of the C o r p o r a t i o n . 
Dur ing the VIII*'' f i ve -yea r p lan , 2 7 2 2 buses w e r e 
rep laced with new buses . However , 3142 buses w e r e a u c t i o n e d . In 
the IX*'^  fi ve year plan (1997-2002) , the C o r p o r a t i o n has p a n n e d to 
rep lace 3500 buses . The plan p roposes an i n v e s t m e n t of Rs. 
3118 .0 mi l l ion on the purchase and f a b r i c a t i o n of n e w buses , Rs. 
733 .2 mil l ion on renova t ion of old road w o r t h y buses , Rs. 150 
mi l l ion on add i t iona l passenger amen i t i e s fo r its p a s s e n g e r s and 
modern iza t ion of its workshops , Rs. 50 mi l l ion on p r o c u r e m e n t of 
new tools and equ ipmen t and Rs. 48.8 mi l l ion on c o m p u t e r i z a t i o n . 
The recourses for these inves tments shall be ava i l ab l e f rom 
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f i nanc i a l ins t i tu t ions (L LC. , LD.B.L e tc . ) , C o m m e r c i a l banks and 
pub l i c f u n d s th rough issue of bonds . The C o r p o r a t i o n has a lso 
a s sumed a S ta tegovt . Cont r ibu t ion of Rs. 680- m i l l i o n du r ing the 
p lan pe r iod to compensa te agains t the o p e r a t i o n of soc i a l ly 
ob l i ga to ry unv iab le routes . Fur ther , in v iew of the p a u c i t y of 
f o u n d s to r ep lace the aged f leet , the C o r p o r a t i o n h i r ed buses to 
ope ra t e on na t iona l i zed routes under its con t ro l . By the end of 
2 0 0 0 - 2 0 0 1 , a round 1200 pr ivate buses w e r e b e i n g o p e r a t e d u n d e r 
this scheme. 
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earned k i lomete r s of the Corpo ra t i on rose to 4 2 7 . 7 mi l l ion 
k i lome te r s . 
Dur ing the VII f ive -year p lan , e m p h a s i s w a s p l aced 
on s t r eng then ing the f l ee t of the Corpo ra t i on . By the end of the 
p lan per iod , the f l ee t had r isen to 8161 buses f r o m the in i t ia l 
s t rength of 6198. Dur ing the plan pe r iod , 5191 n e w b u s e s were 
i nduc t ed in the f lee t , 3228 for r e p l a c e m e n t and 1963 fo r 
augmen ta t i on . This increases had to be m a d e in o rder to 
c o m p e n s a t e for the gradua l d i s c o n t i n u a t i o n of a b o u t 1000 
h i r e d / u n d e r t a k i n g buses which were ope ra t i ng on the n a t i o n a l i z e d 
rou tes of the s ta te , under control of the C o r p o r a t i o n . 
Dur ing the VIIl*^ f ive -yea r p lan , 2 7 2 2 buses w e r e 
r ep l aced wi th new buses . However , 3142 buses w e r e a u c t i o n e d . In 
the IX*'' f ive year plan (1997-2002) , the C o r p o r a t i o n has p a n n e d to 
r ep lace 3500 buses . The plan p roposes an i n v e s t m e n t of Rs. 
3118 .0 mi l l ion on the purchase and f a b r i c a t i o n of n e w buses , Rs. 
733 .2 mi l l ion on renova t ion of old road w o r t h y b u s e s . Rs. 150 
mi l l ion on addi t iona l passenger ameni t i e s for its p a s s e n g e r s and 
mode rn i za t i on of its workshops , Rs. 50 mi l l ion on p r o c u r e m e n t of 
new tools and equ ipmen t and Rs. 48.8 mi l l ion on c o m p u t e r i z a t i o n . 
The r ecour ses for these inves tments shall be ava i l ab l e f r o m 
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Table No. 4.6 
Comparison of Taxes paid by U .P .S .R .T .C . and some other 
STUs 
s . 
No. 
Unit Rate of Motor vehic le tax 
1. U.P .S .R .T .C . (1) For passenger buses wi th sea t ing 
capaci ty more than 6 but less than 20 
persons exclus ive of r iver seat , Rs. 662 / -
For the f i rs t 6 seats , plus 
(a) ' A ' class rou tes = Rs. 50 per every 
addi t ional seat in exces s of 6 seats 
(b) ' B ' Class rou tes ^ Rs. 33 per every 
addi t ional seats in exces s of 6 seats 
(c) ' C class rou tes = Rs. 28/- per every 
addi t ional seats in exces s of 6 seats . 
(2) For passenger buses wi th sea t ing 
capaci ty of more than 20 pe r sons and 32 
person excluding dr iver 
(a) Buses p laying on ' A ' c lass rou te s -
Rs. 1419/- + Rs. 61/- for every seats 
114 
s . 
No. 
Unit 
C o r d o l -
Rate of Motor vehic le tax 
in excess of 20 seats , 
(b) Buses p lay ing on ' B ' c lass routes -
Rs. 1139/- + Rs. 50/- fo r every seats 
in excess of 20 seats , 
(c) Buses p laying on ' C c lass routes -
Rs. 974/- + Rs. 33/- fo r every seats in 
excess of 20 seats , 
(3) For passengers buses wi th seat ing 
capaci ty of more than 32 pe r sons The 
taxable for the f i rs t 32 seats exc lud ing 
driver as ment ioned above, + an add i t iona l 
tax for every seats in excess of 32 seats 
a) ' A ' class routes Rs. 116/-
b) ' B ' class routes Rs 83/-
c) ' C class routes Rs 50/-
Annual tax Rs. 980/- fo the f i r s t 18 
passengers + Rs 145/- for eve iy addi t ional 
15 
CcmJoi 
s. 
No. 
Unit Rate of Motor vehic le tax 
passengers . The bus is a l lowed to carry 
conductor and driver exc luded f rom the 
number l icensed to carry. 
2. D.T.C. Annual tax Rs. 980/- for f i r s t 18 passengers 
+ Rs. 145/- for every addi t ional passengers . 
The bus is a l lowed to carry conduc tor and 
driver excluded f rom the number l icensed to 
carry. 
3. B .S .R.T.C. Rs. 1 123/- per bus per quar ter . 
4. Haryana 
State 
S .T .H.A.R 
Rs. 550/- per seats per annum subject to a 
minimum of Rs. 35000/- per annum. 
5. Pun jab State 
(i) S .T.P.J .B 
(ii) P .R.T.C. 
Rs. 500/- per seat per annum 
6. Andhra 
Pradesh 
(1) Ordinary slab 
Rs. Per , If the d is tance 
116 
^ i l d 
s. 
No. 
Unit Rate of Motor vehicle tax 
A.P.S .R.T.C. Quarter per 
covered by the seat MOFUSSIL bus 
perday. 
a) does not exceed 
100 kms. 
191 
b) Exceed 100 kms 
But does not exceed 160 kms 
267 
c) Exceeds 160 kms but 
does not exceed 240 kms 
342 
d) Exceeds 240 kms but 
does not exceed 320 kms. 
401 
e) Exceeds 320 kms 
438 
117 
s. 
No. 
Unit Rate of Motor vehic le tax 
(2) Express 
a) does not exceed 320 kms 
504 
b) Exceeds 320 kms 
656 
(3) spare vehicles - R s . 144/- for every 
passenger which the vehic le is permi t ted to 
carry. 
7. O.S .R.T.C. a) upto 160 M. V. tax Add M.V. 
kms Rs. 143/- tax 
Rs. 480/-
( 0 ) 
b) 161 kms Rs. 163 
Rs. 746/-
to 240 (E) 
kms Rs. 600/-
c) 241 kms 
Rs. 796 
( 0 ) 
to 320 kms 
18 
s. 
No. 
Unit Rate of Motor vehicle tax 
Rs. 955 
d) More than Rs. 933/-
320 kms (E) 
Rs. 796/-
( 0 ) 
Rs .1296/ -
(E) 
Rs. 955/-
( 0 ) 
Rs. 1455/-
(E) 
Source :- Indian journa l of Transpor t Management , Vol . 21, No. 6 
June - 1997. 
NOTE :- Rate of Passenger tax is also shown with the fare 
s t ructure. Other taxes such as excise duty, sales tax, Import duty 
and Octroi etc. are not included. 
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Table No. 4.2 ind ica tes that Ke ra l a State Road 
Transpor t Corpora t ion has the highest pc rcen lagc of acc idcn is . In 
the yea r 1975-76, its acc ident rate was 2.5, whi le Haryana State 
Transpor t Corpora t ion has 0.16 acc ident rate , wh ich is the lowest 
of all the S .R.T.Cs . U . P . S . R . T . C . ' s acc iden t ra te was 0.30 in 
1975-96, which was decreased to 0.27 in 1976-77, but it was again 
inc reased in the year 1977-78. In 1991-92, U . P . S . R . T . C s accident 
ra te was 0.23. 
As shown by table No. 4.3, M a h a r a s h t r a State Road 
Transpor t Corpora t ion has the h ighes t number of f l ee t s ize in 
India. A f t e r M. S. R. T.C. , Andhra Pradesh S. R .T .C . ranks second 
in the number of f l ee t size. Guj ra t S .R .T .C. has th i rd pos i t ion and 
U .P .S .R .T .C . has four th number . Total s ta f f of U .P .S .R .T .C . is 
56 ,864 , whi le Andhra Pradesh S .R.T.C. has the h ighes t number of 
s ta f f . Total s taf f of A .P .S .R .T .C . is 1, 19,630, which is more than 
the Maha ra sh t r a S .R.T.C. Total number of M . S . R . T . C . is 
1,1 1,979. 
The f inanc ia l , phys ica l and cost p e r f o r m a n c e of 
U .P .S .R .T .C . shows that adequate r ep l acemen t has not taken place 
and the number of buses scrapped is fa r be low the number of 
buses pu rchased . The Combined e f fec t has been that the average 
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age of opera t ing f lee t has been r is ing s teadi ly giving rise to 
inc reas ing ma in tenance cost and decreas ing re l i ab i l i ty of service. 
This s i tua t ion has come about because of the severe resources 
c runch be ing faced by U .P .S .R .T .C . in the r ecen t years . The 
capi ta l con t r ibu t ion provided by the Cent ra l G o v e r n m e n t and State 
Gove rnmen t was a lmost s topped since the beg inn ing of this decade 
and U .P .S .R .T .C . was expected to manage its f i n a n c e s through its 
own recourses . On the other hand, it was fo rced to opera te all the 
socia l ob l iga tory routes i r respect ive of the losses incur red in the 
p rocess . No a t tempt was ever made to q u a n t i f y its social costs and 
p ressu r i ze the Government to re imburse it. The high level of taxes 
paid by U .P .S .R .T .C . has also been par t ly r e s p o n s i b l e for this 
unp receden ted increases in losses . 
It is absolu te ly essent ia l fo r the f u t u r e survival of 
U .P .S .R .T .C . to f igure out ways to reduce its pe r sonne l cost . Since 
the U .P .S .R .T .C . opera tes a very larger f l ee t and employs a large 
number s of worker s , the union a lways work towards pro tec t ion of 
r ights and in te res t of workers . As a resul t , the cos t of opera t ion 
has gone up s teadi ly wi thout adequa te increase in p roduc t iv i ty . 
Since, U .P .S .R .T .C . was granted m o n o p o l y r ight under the 
na t iona l i za t ion scheme, it got used to the mono po l icy and 
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en joyed and lost cus tomer focus. Il is only in llic last few yea is 
that the awareness abut the emerging compe t i t ion has started 
s inking in and rea l i za t ion has dawned that the wha t the passenger 
is looking for a re l iable , Comfor t ab l e and a d e q u a t e level of 
serv ice and is wi l l ing to sh i f t loya l t i es to the one w h o provides 
them the best . 
Augmen ta t ion of f l ee t through a h i r ing scheme can help the 
U . P . S . R . T . C . to consol ida te its pos i t ion in the emerging 
compet i t ive scenar io and can provide an improved qual i ty of 
service to the passengers . It is also in the l ine with the 
G o v e r n m e n t ' s d i rec t ives to encourage pr iva te sec tor par t i c ipa t ion 
in the Passenger Road Transpor t Sector . Since, the revenue is 
be ing co l lec ted by the U .P .S .R .T .C . th rough its conduc to r s , a 
cer ta in amount of control is exerc ised on the owner s and drivers 
of the h i red buses . Certain c lauses may be added in the hir ing 
cont rac t to make this control more e f f ec t i ve . S ince the owners 
cover these buses through comprehens ive in su rance , the 
U . P . S . R . T . C . does not have any l iab i l i ty is case of an acc iden t or a 
mishap . The owner of the bus is obl iged to ma in ta in the bus and 
make it ava i lab le for opera t ion half an hour b e f o r e the start of the 
schedule p repa red by the U .P .S .R .T .C . He is also ob l iged to pay a 
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pena l ty if he fa i l s to provide the bus for ope ra t i on or does not 
comple te the scheduled k i lometers . These h i red buses may be 
pa in ted in the same colour scheme as the respec t ive 
U . P . S . R . T . C ' s . buses . So that the passenger s may not be able to 
d i f f e r en t i a t e be tween the two. In such an a r r angemen t , the 
U .P .S .R .T .C . p rovides the market ing suppor t and co l l ec t s revenue 
wh ich the owner of the bus gets paid accord ing to the k i lometers 
ope ra t ed o f -cour se , the rate of payment has to be f i xed in such a 
way so as to make the scheme a t t rac t ive for the bus owners . 
It is essent ia l to device a m e c h a n i s m to control the 
qua l i ty of these hired bus owners . The p rob lem wi th s ingle bus 
owner may be that if the bus is off road over a long pe r iod of t ime 
due to a mishap , he might not be in a pos i t ion to provide a 
r e p l a c e m e n t .It may also become d i f f i cu l t to cont ro l a large 
n u m b e r of s ingle owners . To overcome these d i f f i c u l t i e s , only 
owners p rov id ing f ive or more buses may be cons ide red under the 
scheme. Cer ta in moni to r ing mechanism would also need to be 
invo lved to ensure a minimum s tandard level of m a i n t e n a n c e for 
these buses . About the maximum percen tage of buses , a workshop 
conduc ted by CIRT on hir ing of buses r e c o m m e n d e d that the 
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pe rcen tage of these hired buses should not exceed 25 percent of 
S . T . U . ' s f lee t . 
The U.P .S .R .T .C . was one of the f i r s t S T U ' s to hire 
buses to augment its f lee t . The scheme was l inked to income in the 
sense that the owner had to ensure a min imum earn ing per km. For 
the bus. This min imum amount was ar r ived at by add ing the rate 
quoted by the owner to the admin is t ra t ive expenses spec i f i ed by 
the Corpora t ion . If the earning of the bus was less , than this 
min imum amount , the Corpora t ion wou ld still deduct the 
admin i s t r a t ion expenses and pay the rest to the owner . As an 
incent ive , another target was given and the income earned above 
the ta rge t was shared 50-50 by the owner and the Corpora t ion . 
This income l inked scheme was ex t r eme ly use fu l on 
short d i s tance shut t le routes , when there was s i zeab le amount of 
c l andes t ine opera t ion . By l inking the payment to income, the 
Corpo ra t i on expec ted the hire buse s ' owners to deal e f f ec t ive ly 
wi th these c landes t ine buses . The ob jec t ive be ing to f igh t f i re with 
f i re . Ano the r ob jec t ive was to br ing down the cance l la t ion of t r ips 
on these shut t le routes . Since the owner was be ing paid accord ing 
to the k i lomete r s opera ted he was l ikely to comple te the schedule . 
124 
Moradabad is a distr icl hcadc|iiarlcr in U P., lainoiis 
for its brass indus t ry . Since this indus t ry is l abour in tens ive , a 
large number of workers come f rom ne ighbor ing a reas , to work in 
the f ac to r i e s . The cour ts are also s i tuated in M o r a d a b a d given rise 
to large movemen t f rom ne ighbour ing areas . C h a n d a u s i is Tehsi l 
head -qua r t e r s i tuated 38 kms away f rom M o r a d a b a d . Moradabad 
was a h igh ly pay ing route for U .P .S .R .T .C . b e f o r e the buses on the 
rou te became unre l i ab le and a large number of c l andes t ine buses 
s ta r ted opera t ing on this route . These buses used to opera te f rom a 
s t and- r igh t in f ron t of the U . P . S . R . T . C . ' s bus s tand. Since a 
shut t le rou te does not give a good vehic le u t i l i za t ion owing to trip 
cance l l a t ion , p roper measures were never taken to improve the 
f r e q u e n c y and re l iab i l i ty on the route . As a resu l t , the passengers 
s ta r ted us ing the c landes t ine buses for thei r j o u r n e y s . Al though 
the n u m b e r of scheduled buses was qui te large, not even half of 
them were ac tua l ly opera t ing on a given day, p r o b a b l y due to 
unwr i t t en po l i cy of a l locat ing the o ldes t buses in the depot to 
short d i s tance shut t le routes . 
In Jan 1994, U .P .S .R .T .C . dec ided to put h i red buses 
in this route . The number of these buses wen t up f r o m 1 in 
January , 1994 to 19 in Jan. 1995. A compara t ive s t a t ement month 
wise is given in table No. 4.7 
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The mon th ly f igure of 1993 shows opera t iona l resu l t s when only 
Corpora t ion buses were operat ing, whi le the f i gu re s for 1994 and 
1995 show opera t iona l resul ts when both Corpora t ion and hired 
buses were opera t ing . 
An ana lys i s of the pe rcen tage inc rease in to ta l income 
over the last years shows that f rom May, 1994, when 10 hired 
buses j o i n e d the f l ee t to May 1995, when 19 h i red buses were 
opera t ing , the increase ranges f rom 35% to 120%. The average 
y e a r l y inc rease in revenue fo 1994 over 1993 w a s 5 7 % and for 
1995 over 1994 was 26%. The reasons for th is i nc rease are quite 
obv ious . W h e n these 19brand new hi red buses toge the r with a f ew 
Corpo ra t i on buses were opera ted on this route wi th a very high 
f r e q u e n c y , the passengers were assured of a serv ice wi th a small 
wa i t ing t ime and they s tar ted pa t ron iz ing the S T U ' s serv ices . The 
c l andes t ine opera t ion on the other hand, r educed subs tan t ia l ly , 
pa r t ly because of lack of passengers and pa r t ly because of the 
th rea t s f r o m the owners of the hired buses . The ac tua l po ten t ia l of 
this rou te was rea l ized and revenues shot up. A l though there was a 
fa re inc rease of about 24% in Jan. 1994, the e f f e c t i v e increase in 
r evenue rea l i za t ion over the p reced ing yea r was subs tan t ia l ly 
more . 
Table No. 4.8 shows coopera t ive incomes of the h i red buses and 
the Corpora t ion buses on the same route . 
128 
ili 
0 ) 
(/) 
M 
• O 
I 
+ 
C 
O 
••J 
S 
o 
CO Q . 
^ fe O (J 
XJ 
Oj O 
(FL 
O ) c 
(0 
LiJ 
<D > 
• J 
to 
K. n a. 
E 
o o 
V ) 
(D 
(0 
U 
•a 
0 
lO 
cn 
O ) 
C 
. 9 
o 
C2. 
o o 
« 
0) 
C/) 
D 
• O 
0) 
CO 
cn 
c 
O 
o 
Q . 
O 
O 
Q . 
LU 
O 
CL 
W E 
(ji 
V) 
r j 
OQ 
JZ 
o 
C/D 
00 CO 
CO 
CO 
CD 
o 
CD 
M 
CM 
CO 
CO 
uo 
Cjj 
i n 
CO 
CD 
CO 
CD 
CO 
CD 
CO 
CO 
o 
CO 
CO 
( N 
CO 
CO Oi 
CN 
c6 
CO 
CO 
CM 
o 
CO 
CD 
LO 
CO 
CO 
CM 
o 
CO 
0) 
- 9 CD 
CD CD CD CJ) O) CD CD CD CD 
Q -
lU 
CO 
lO 
LO 
CD 
LO 
CD 
LO 
t o 
i n 
o 
in 
CO 
i n 
CO 
CO CO 
CM 
CJ) 
W 
W DQ 
I -^ O 
0) 
Q. 
CO CM 
CM 
<D 
CD 
i n 
o 
CM 
o 
CM 
CD i n 
CO 
CD 
o 
CM 
CD 
O § 
Z 
co CO CO CO CO 
Q -
LU 
in 
in 00 
CO 
CO 
CD 
in 
LO 
CO 
CO 
CD 
i n 
CM 
ai 
CD 
CT) 
00 
(D 
CO 
CO 
CO 
(D 
Q . 
CO E 
13 
o 
rt 
CM 
CD 
CM 
CO 
( D 
o 
CO 
00 
CM 
CD 
CM 
CM 
CO 
OJ 
CO 
i n 
o 
CO 
CD 
T— 
CO 
CO 
CO 
O ^ 
Z n 
o CO CO CO i n 
Q . 
LU 
CD 
CO 
CD 
CM 
eg 
CM 
CO 
CD CD 
o 
i n 
<b 
i n 
CD 
> > 
• D 
W E 
Q . 
CO 
o 
in 
CM in CM CD CO CD co CD 
O % 
6 ^ 
Z n 
c o 
CO 
CM 
c 
(D 
CO 
CNJ 
Xi 
Q) 
CO 
CM 
(0 
CM 
CM 
a. 
< 
TO 
Q) c 
3 r j - 3 
D) 
< 
Q . 
0) 
CO 
CJ o 
> o 
o 
od 
CM 
CD oo 
CD 
oo 
CD 
CM 
o 
CO 
CM 
in o 
CM 
in 
h -
CD 
00 
CD 
CO 
(T) 
CM 
CO 
CM 
CO 
in 00 
CD 
CJ) 
CD CD 
o o 
CM 
o 
CM 
00 
o 
(D 
Q 
w 0) 
(A 
- — - m 
B T3 c 
o i 
o I 
+ 
00 
'it C 
d 
z 2 
0) o a 
(0 o 
1 - o 
U) 
O) o> 
cu E o o c 
ro o 
<D 
(FL 
CD 
C7) 
CO 
d 
CNJ T— 
CM 
CD 
O 
00 
CN CJ) 00 O CO CM r^  CM CO CD CO CM in o m o CD 
CN o 
CO 
CD 
o6 
<J> 
CM' 
R^ CO CJJ 
D 1 CD CD ^ CD CO 1 
CD 
D ) 
ro 
C 
CD 
E 
(D Q. 
o o LO CO CT) O ) CO CD IT) CD CO Q. CM in CO CD T— CD CM CM CN CO 
Ill (X3 o6 cri 00 CO 00 CJJ CO o6 CO 
CN 
CD 
CO r--co 
CD 
CD T— 
E M CD ^ 00 LO CO CO O CD T— o T— CJ^  CM CM o LO co CO T— CO CO CD o CX3 o IT) r— IT) h- CO CD ^ T— ^ O H - r-- O CO CM CO CO CD CD CO 
CO Oi co CD h- t^  CD O t^  CM 
ro CD 00 CD un I D CD CD CD o V- T— 
y-
co E 
•D 
B 
CM Oi o CM R-- o CJ) CD CO CO oo O o 00 CO CO CD o CO CD o C3> o CO CD CJ) CO CD CO CD V—J 
O 
CL O 
CO CD CO IT) CM o M O Gi CD CD 
CO 
CM 
o CM o CO O) CD CJ) 00 00 o CD 
CM CM CM CM T— CM T-
ro o 
1 -
T3 "O O) CJ) cn CD cn CJ) CJ) CD CD CD 00 0) T— T— T— T— T— T— T— T— T— I 
1 1 o 
CD C x: 
o 
g 
C/) "CD w V— o CO CO CO CO CO in 
CD Q. 
( / ) O XI O 
o 
d z c o c CD -J CD LL 
sz 
CD 
"iZ Q. < CD 
CD c =3 
—3 -J 
d) < cL 0) 
C/3 
c5 O 
> 
o 
Z 
6 0 Q 
"cD 
•5 1-
o 
I -
of 
(D 
CL 
Z) 
c: 
o 
O) 
<D 
cc 
"O 
CD 
XS 
(0 
•o 
03 
i n (T) 
1 
CO 
CJ) 
O) 
o 
C/D 
"cD 
c 
o 
"cD 
(D 
Q-
O 
0 
CO 
> 
o 
c 
o 
CD 
O 
o 
C/D 
The table No. 4.8 clearly shows that the income per Km. Of the 
hired buses has been higher than the Corpora t ion buses. This 
d i f f e rence cloud be at t r ibuted to the bet ter condi t ion of hired 
buses and their punctual i ty . The ut i l iza t ion of a h i red bus was also 
much higher than that of a Corpora t ion bus ind ica t ing that the 
total revenue col lected per day per bus was much higher in the 
case of a hired bus. 
Human Resource And U .P .S .R .T .C . 
Uttar Pradesh State Road Transpor t Corporat ion 
provides employment to a large number of people Current ly , it has 
47 ,369 employees . These include 352 o f f i ce r s , 1938 
adminis t ra t ive s taff , 12472 technical and workshop employees , 
24 ,564 drivers and conductors , 8278 opera t ions s taf f and 117 part 
t imers . But the number of employees is con t inuous ly decreas ing 
due to losses incurred by the U.P .R.T.C. every year . At the end of 
Dec. 1997, there were 36097 persons employed on t r a f f i c , 14098 
on work shop and maintenance , 3 ,321 in adminis t ra t ion and 
accounts . The total staff was 53,516 in 1997, 51 ,091 in 1998 and 
49, 648 in 1999. 
Table No. 4.9 shows the human resource pos i t ion in the 
U.P .S .R.T .C. 
1 T 1 
O ) 
d z 
Q> 
Xi 
(0 
O 
H 
A : 
t / j 
( L 
D 
C 
C 
O 
"W 
o 
0 . 
CO 
0) 
o 
W 
<U 
t t 
c 
(0 
E 
X 
CNJ o o 
CNI 
D 
CD 
Q 
o o 
CM 
D 
(U 
Q 
o o o 
CNJ 
d 
(D 
Q 
CD 
CD 
CJ> 
d 
(D 
Q 
CO cn 
CD 
d 
Q) 
Q 
CD 
CD 
d 
0) 
Q 
c o 
o 
(0 
(U 
Q 
o z 
U) 
CM ^ 
00 
CM" 
CO 
CO 
00 
CO 
CO 
CO 
CO 
CD o 
co-
co 
o 
it= 
CD 
CO 
i q 
CM-
CD 
CD 
CM 
CO-
CO 
CD o 
(U 
o c 
OJ c 
(U 
•4—» 
c 
(0 
o3 
Q . 
O 
JC V) 
CM 
CO 
CO 
CD 
CO 
un 
CM 
OO CD 
R-- O 
co CM — 
T— CO IS) 
CM 
CO 
CO 
c 
o 
O o < 
Od 
c 
. 9 
-4—• 
W 
" C 
E 
• O < 
CO 
CD 
CO 
CO 
H- -
CO 
CO 
CD 
(0 
I—• 
to 
oa 
o 
CM 
CO 
lO 
CT) 
CO 
CO 
CO 
CD 
CO T— 
CO 
CO 
UO CO o 
CO- CM CO 
LO CO 
T3 
CD 2 
C 
o 
W 
x j 
<D 
Q . 
it= 
CD •*-> 
CD 
CD 
CO 
d 
CN 
O 
in 
LO 
CD 
CO 
CO 
CO 
CO o 
CO 
CD 
73 
i— 
<U 
Q . 
i 
0) 
Q. 
£ 
i t 
LU 
C 
Q) E 
(U 
O ) 
CD c 
CD 
• C o 
Q L 
W c 
2 
H <+— 
o 
JFL 
CD c I— 
o —) 
C/) 
U 
O 
"U. 
CD 
> 
E o 
T3 
CD 
0 ) 
O 
O 
B 
"cD 
Q 
CD 
Y 
o 
CO 
132 
The number of personnels in U .P .S .R .T .C . is con t inuous ly 
dec reas ing every year . It is because " 4 0 % of the total cost in STUs 
is on pe r sonne l cost . There fo re , m a n p o w e r p roduc t iv i t y is an 
impor tan t item which cont r ibutes to the p ro f i t ab i l i t y of the STUs. 
It is de f ined as the number of e f f ec t i ve Kms. Ope ra t ed per 
employee per day. On this f ron t , STUs p e r f o r m a n c e has not been 
sa t i s f ac to ry because it decreased f rom 38.7 Kms . in 1985-86 to 
37.9 Kms Dur ing 1995-96" ' . 
In case of rec ru i tment , apar t f r om o f f i c e r s , direct 
r e c ru i tmen t in the Corpora t ion is at the leve ls of dr ivers , 
conduc to r s , L .D.C. c leaners and mazdoor , compi le r s , Jr. 
a ccoun tan t s . Essen t ia l and des i rable qua l i f i c a t i ons are adver t i sed 
t ime to as and when rec ru i tment takes p lace . G o v e r n m e n t rules 
re la t ing to rese rva t ion for var ious ca tegor ies of app l i can t s are 
app l icab le . The process is compute r i zed and fu l l y t ransparen t , 
owing to over s t a f f ing . No recru i tment , apar t f rom specia l drive 
for r e se rved ca tegor ies and el igible appren t i ces , has taken place in 
the last decades . 
U .P .S .R .T .C . provides f r ee t ravel on Corpora t ion buses 
for e m p l o y e e ' s f ami ly 2 f ree passes and 3 P .T .Os p.a. (Ca lendar 
Mathur, J.S. "Surface Transport in India", Prinlwell Publisliers, Jaipur, 1999 p-60 
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year ) to work ing employees , 1 f r ee pass and 2 P .T .Os p.a. 
(Ca lendar year) to ret ired employees . Two medica l fac i l i t ies . A 
d i spensa ry equ ipped with requis i te medica l f ac i l i t i e s , having 
spec ia l s doctors , 1 phys ic ian and 1 eye spec ia l i s t and 1 
h o m o e o p a t h is es tab l i shed at H.Qr . fo r f r ee checkups , t r ea tment 
and consu l t a t ion to employees . All employees are p rov ided a f ixed 
mon th ly medica l a l lowance as per Govt, ru les , Re imbur semen t of 
hosp i t a l i z a t i on charges in special cases of se r ious i l lness . 3 group 
in su rance scheme. All employees are covered under the Group 
Insurance Scheme of L. l .C. workman C o m p e n s a t i o n Act (WCA) 
and exgra t ia - Compensa t ion to all employees covered under WCA 
on in ju r i e s in acc iden t as per schedule IV of W C A . Payment of 
Ex-gra t i a is made to all e l igible employees . 
E m p l o y m e n t w e l f a r e fund (E. W. f u n d ) is c rea ted for budget for 
f u n d i n g var ious requ i rements of employees . M e m b e r s h i p is 
vo lun ta ry . Ini t ia l con t r ibu t ion is Rs. 10 and m o n t h l y con t r ibu t ion 
is Rs .2 . Match ing Cont r ibu t ion is made by Corpora t ion Commi t t ee 
compr i s ing of 6 o f f i ce r s and 7 employees dec ides f i n a n c i n g of 
employees f r o m the f u n d based on the mer i t s of the case to 
manage the f u n d s . 
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An employee retires normally on a t ta in ing the age of 
58 years and is enti t led to the balance in his PF a/c, GIS, 
encashment of leave, gratui ty and pension (if app l icab le ) . 
For import ing training to drivers and technica l s taff , a 
Tra ining School is es tabl ished in Kanpur . This school t r ams the 
inexper ienced drivers and other technical s taff to provide safe 
j o u r n e y to the passengers of U . P . S . R . T . C . ' s buses . 
U.P .S .R .T .C . ' s role in Tourism 
Uttar Pradesh occupies an important place in the f ie ld of tourism. 
The State is replete with places of tour is t a t t rac t ions . The Stateis 
r ich in p laces fu l l of natural beauty on one hand and touris t spots 
of h is tor ica l , re l ig ious and cultural impor tance o f fe r ing better 
p rospec ts for the promot ion of touris t indus t ry on the other. The 
Tour i sm depar tment is poised to top these p rospec t s by way of 
p lanned and integrated programmes. 
Fol lowing expansion and rapid i ty of the most modern 
means , tour ism has become a phenomenon all over the world and 
the people are t ravel l ing in large numbers . Bes ides promot ing 
regional and internat ional unders tanding, tour ism o f fe r s more and 
more oppor tuni t ies of employment , ensures deve lopment of 
f a r f lung areas, increases fore ign exchanges and helps preserve 
135 
cul tura l her i tage . "The ter t iary sector , led by f i nance , t rad ing and 
tour i sm ac t iva tes , accounts for g rowing share of F.D.I , in 
deve lop ing c o u n t r i e s " . ' 
Link many parts of the wor ld , t ou r i sm is s teadi ly 
g rowing in India. Tour ism indus t ry is also a f o r e i g n exchange 
earner . It is the ach ievement of the tour i sm. Hote ls , travel 
agenc ies and t ranspor t companies are p rov id ing oppor tun i t i e s of 
d i rec t and ind i rec t employment . Keeping this in v iew, tour ism has 
been dec la red an indus t ry in U.P. , U . P . S . R . T . C . and pr ivate 
en t r ep reneur s are being encouraged for grea ter i nvo lvemen t with 
s t ress on all round deve lopment of the State under the new tour ism 
pol icy . 
To a t t rac t the tour is t , U .P .S .R .T .C . obse rved that its 
long route buses to halt at an en- route ways ide dhabas of the 
c r e w ' s choice , where the crew had their food but this was 
inconven ien t to its passengers / tour i s t s in the absence of requ i red 
f ac i l i t i e s at the dhaba and poor qual i ty of ava i l ab le edibles . The 
Corpo ra t i on thus evolved a novel concep t of r egu la t ing and 
au thor iz ing ways ide dhabas on se lected long rou tes . These dhabas 
would be en ter ing into an agreement with the Corpora t ion 
' World Investment Report, 2001, Indian Edition, 2172, Niran Kari Colony, Delhi, 110009. p-129 
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r ega rd ing provis ion of passengers fac i l i t i e s as per agreed terms, as 
well as, pay a nominal token royal ty to the Corpo ra t i on . In turn 
the Corpora t ion shall ensure that its long rou ts buses half are 
only on dhabas and not on other dhabas . The owner of the dhabas 
is thus also bene f i t ed in get t ing capt ive cus tomers t ranspor ted to 
its dhabas by the Corpora t ion . The scheme was evolved on the 
concept of pub l i c -p r iva te par t ic ipa t ion to enab le the provis ion of 
be t te r tour i s t f ac i l i t i e s wi thout any long term capi ta l inves tment . 
In the f i rs t phase keeping in view the d i scomfor t s 
faced by the tour is t s , the Corpora t ion dec ided to i d e n t i f y cer tain 
p laces on its impor tan t long routes where a r r angemen t s have been 
made to cater to the needs of the tour is t . The se lec t ion of these 
dhabas was based on the space ava i lab i l i ty , p l ace fo r park ing of 
veh ic les and impor tan t fac i l i t i es made ava i l ab le at these dhabas 
Fo l lowing p rov i s ions are made to at t ract the tour i s t s . 
Regu la t ing rates and qual i ty for sale of ea tables , 
ava i l ab i l i ty of f r e sh food , snacks and i tems of genera l use re la ted 
to t r ave l -books , f ru i t s etc. ava i lab i l i ty of f r e sh dr ink ing water 
a r rangements for seat ing fac i l i t i es wi th fans etc. f i r s t aid f ac i l i t i e s 
separa te to i le t s / ur inals for gents and ladies , P . C . O . / F a x fac i l i t i es , 
round the clock secur i ty , genera tor f ac i l i t i e s for un in te r rup ted 
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power supply , te levis ion for en te r ta inment , sugges t ion / compla in t 
box for passengers / tour i s t s . In addi t ion of the above -men t ioned 
fac i l i t i es , the owner of the dhaba has also been re spons ib le for 
making a r rangements for c leanl iness and minor r epa i r s of the 
Corpora t ion vehic les such as t ire punc tu re , i n f l a t i on of tyres etc. 
However , the pr ivate t ravel agenc ies have placed a 
s ign i f i can t role in increas ing the tour ism than U .P .S .R .T .C . 
because of their chep modern ized and e f f i c i e n t se rv ices to the 
peop le U . P . S . R . T . C . ' s buses are not so mode rn i zed and d o n ' t have 
so much fac i l i t i e s as pr ivate t ravel agencies . The U .P .S .R .T .C . 
should p rov ided a t t rac t ive , comfor t ab le and adequa te fac i l i t i e s to 
the peop le to a t t rac t cus tomers / tour is ts . 
U.P.S .R.T .C. And Movement Of Passengers In Urban As 
Well As In Rural Areas . 
The buses of U .P .S .R .T .C . are pr imar i ly opera ted on na t iona l ized 
routes of the State and ne ighbour ing s tates . In add i t ion , a l imited 
number of buses are also opera ted on some non-na t iona l i zed 
rou t e s / s egmen t s on permi t bas is , depend ing upon the demand of 
passengers . 
The U.P .S .R .T .C . opera tes a round 7400 buses on the 
na t iona l i zed route network cover ing over 2 mi l l ion Kms. a day. 
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Each day U . P . S . R . T . C . ' s buses ply 90 s ingle or 45 up-down trips 
on each na t iona l i zed Km. Or there is at least I up-down trip on 
each na t i ona l i zed Km. In every 30 minu tes U . P . S . R . T . C . opera tes 
its se rv ices in Ut tar Pradesh as well as in U t t a r ancha l . With a 
v iew to extend the bene f i t s of its services to the la rges t t ravel ing 
popu la t ion , the Corpora t ion opera tes a ver i ty of se rv ices suited to 
pa s senge r s wi th d i f f e r en t t ravel needs . 
Short d is tance services are opera ted on the vi l lage-
tehs i l - d i s t r ic t centre ne twork . The adequacy , f r e q u e n c y of 
se rv ices and economy is the cr i ter ia fo r these se rv ices apar t f r om 
e f f i c i e n c y of services and passengers comfor t . These serv ices are 
p rov ided ma in ly for the people of rura l areas . 
Express and long route services gene ra l ly cater to the 
pas senge r surp lus of the ra i lway ne twork . E f f i c i e n c y of services 
and p a s s e n g e r s ' comfor t is the corpora te c r i te r ia fo r long route 
serv ices . The fa re charged in express buses is 10% higher than 
o rd ina ry buses . 
Delux and semi-de lux services p rov ide conven ien t and 
comfo r t ab l e t r anspor t to the pa s senge r s ' and are gene ra l ly pl ied on 
long routes or shutt le services connec t ing sa te l l i te towns 
connec ted to a bus iness centre as the nuc leas . S t anda rds for the 
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passengers comfor t s are f ixed and compl i ance is ensured , . The 
fare charges on semi-de lux buses is 25% higher and that on deluxe 
buses is 70% higher than that on ord inary buses . 
The Corpora t ion also opera tes d i rec t se rv ices to the 
impor tan t ci t ies of ad jo in ing States, like Amba la , Karna l , Rohtak, 
Ludh iyana , Pat iya la , Amri tsar , Pa thankot and Hosh iya rpu r in 
P u n j a b and Haryana , Shimla and Nahan in H.P, Uda ipur , Ajmer , 
Bhara tpur , Alwar , Ja ipur Ba la j i and N a t h d w a r a in Ra jas than , 
K h a j u r a h o , Gwal io r , Sagar, Reva and Satna in M.P . , Raxaul , 
Pa tna , Gaya and Bhabua in Bihar , Delh i and Chand iga rh . The 
Corpo ra t i on on an average opera tes a round 1700 se rv ices on over 
400 in ter S ta te rou tes . 
To cater the needs of passengers r e s id ing in the hi l ls 
of the State (now Ut ta rancha l , where road t r anspo r t is the 
exc lus ive mode of t ranspor t , the Corpora t ion opera tes hill 
serv ices f r o m Dehradun , Kumaon and Tanakpur r eg ions in view of 
its socia l commi tment s . However , buses p l ied on hil l rou tes have a 
lower seat ing capac i ty and the high opera t iona l cost due to h igher 
wear and tear owing to the ter ra in of opera t ions . As a resu l t , these 
opera t ions are subjec t to p lanned losses . On an average , the 
Corpora t ion opera tes around 450 buses on 180 hill routes 
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incur r ing a loss of around Rs 60 mil l ion pei annum on these 
opera t ions 
By prov id ing several types of se rv ices the Corpora t ion 
's aim is to cater the t ravel needs of urban as well as rura l people 
The ex is t ing s t ruc ture of STUs has the advan tage of fu l l control 
on the opera t ions since the managemen t own all the r e sou ices 
With the publ ic sectoi in te ivent ion in the load passenge i t i anspo i t 
bus ines s , many fai f lung lemote areas were connec t ed by bus 
se rv ices and thus the people f i o m such remote a i eas en joy the 
b e n e f i t s of mobi l i ty The employes of STUs are also bene f i t t ed 
great ly in terms of bet ter pay packet , c o m f o i t a b l e work ing 
cond i t ions , des i rab le we l f a r e schemes and imp lemen ta t i on of 
l abour l eg i s la t ion in the t iue spir i t "The pub l i c sector 
in t e rven t ion has also given u s e to p r o f e s s i o n a l i s m in load 
t r anspo r t sector , creat ion of i n f r a s t ruc tu re f ac i l i t i e s l ike bus 
t e rmina l s and many other a t tendant b e n e f i t s to the soc ie ty at 
l a rge" ^ 
Urban t ranspor ta t ion involves the m o v e m e n t of people 
as d i s t ingu i shed f rom that of vehic les , and is mass t r anspor t a t ion 
(genera l ly de f ined as t r anspor ta t ion by a pub l i c e a r n e r du i ing a 
' Op Ci1,p-79 
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year of pas senge r s equal to the popula t ion of the city se ived) ' To 
make the movement of people e f f i c i en t and adequa te , the 
Corpo ia t i on has 418 bus s ta t ions of which 244 a ie in owned 
p remises and 174 in renta l p remises For the conven ience of 
pas senge r s , the bus s ta t ions have been c l a s s i f i ed in acco idance 
wi th fac i l i t i e s ava i lab le at them in four ca tegor i e s A, B, C and D, 
These f ac i l i t i e s are as fo l lows 
(1) Dr ink ing wa te r -Taps and India Marks - I I pumps , 
( 2 )L igh t i ng , passenger sheds and station-, 
( 3 ) F a n s in p a s s e n g e r ' s sheds 
(4) Benches and chairs , 
(5) Disp lay of T T and fa re list , 
(6) Booking and inquiry counter , 
( 7 ) S u g g e s t i o n s and Compla in t box , 
( 8 ) T o i l e t s and u r i n a l s , 
(9) Can teens / Book s ta l l s /genera l merchan t shops , 
(10) P C 0 
( 1 1 ) P a s s e n g e r lounge^ 
' Taff, Charles A "Commercial Motor Trdnsportation" R D Irwm, INC , Homewood, Illinois, 
1955 ,p-631 
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( 1 2 ) P u b l i c address sys tem-
(13) Clock room , 
( 1 4 ) G e n e r a t o r . 
( 1 5 ) T e l e v i s i o n . 
In the above i tems 1 to 8 are f rom ca tegory ' D ' , 1 to 1 1 from 
ca tegory ' C , 1 to 12 f rom Cea tegory ' B ' and 1 to 15 from 
category ' A ' , 
The Corpora t ion has also in i t ia ted sea ts rese rva t ion 
sys tem in buses at 50 iden t i f i ed bus s ta t ions on se lec ted services , 
bu t th is sys tem in roadways buses rece ived a low r e sponse f rom 
passenger s . 
A large number of passenger s are moved by 
U . P . S . R . T . C . ' s buses on a concess iona l rate . The ch i ld ren are 
a l lowed f r ee t ravel upto f ive years of age and the ch i ldren more 
than 5 years but upto 12 years of age are p rov ided 5 0 % concess ion 
in fa re whi le the ca tegor ies of d i s t inguished c i t i zens are permi t ted 
to t rave l f r e e in Corpora t ion buses , the expenses of the i r t ravel 
are pa id by the concerned depar tments of the admin i s t r a t ion . 
These c i t izens are the Members of Pa r l i amen t -Lok Sabha / R a j y a 
Sabha and one Co-passenger , Members of the l eg i s la t ive Assembly 
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U.P. and one co passenger , Members of munic ipa l Corpora t ion of 
U.P. and one co-passenger Dislingiiislicd Rcpor lc r s , Freedom 
f igh te r and one co passenger , Ex-member l eg i s la t ive Assembly o f 
U.P. and one Co-passenger , and Ex -member of Municipal 
Corpo ra t i on of U.P. and one co-passenger . Excep t these, the 
c i t izens who have been decora ted wi th b rave ry awards are 
pe rmi t t ed to t ravel f ree of charge in C o r p o r a t i o n ' s buses . The 
ext ra charges and the taxes other than the fa re of the buses are to 
be pa id by them. 
The persons who are to ta l ly b l ind or are pa r t i a l ly bl ind 
(Accord ing to the def in i t ion of Phys ica l ly H a n d i c a p p e d Public 
Act . 1995), those who are dumb, deaf or bo th (Acco rd ing to the 
de f in i t i on of Phys ica l ly Hand icapped Act, 1995), those whose one 
arm or leg or both are amputa ted , those whose one hand and one 
leg or bo th hands or both legs are hand icapped (Pa ra lyzed ) , those 
who are men ta l ly re ta rded or cha l l enged and l ep rosy f ree 
p h y s i c a l l y hand i capped can avail f r ee t ravel on the p roduc t ion of 
the ce r t i f i ca t e g iven by the Chief Medica l O f f i c e r . They can have 
one co -pas senge r t ravel ing with them f r ee of charge of the bus 
fa re . The t ravel is only a l lowed in the o rd ina ry buses of the 
Corpora t ion . But such persons and thei r c o - p a s s e n g e r s have to 
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pay taxes and surcharges other than the fa re . The i r travel cost is 
r e imbursed to the Corpora t ion by the "Phys i ca l l y Hand icapped 
W e l f a r e Di rec to ra te" . U .P .S .R .T .C . also p rov ides concess ion 
f ac i l i t i e s to the people of rural areas. The s tuden t of the rural 
areas are allow^ed month ly pass on 30 s ingle J o u r n e y s in rural 
a r e a ' s buses . The fac i l i ty of Janta pass is a lso ava i lab le on 
o rd ina ry buses in rural area. Under this conces s ion as agains t 60 
up and down t r ips , fa re is charged for 40 t r ips only , but passenger 
tax is to be paid for 60 tr ips. 
The number of passengers moved by U . P . S . R . T . C . ' s 
buses in 1997 was 832.20 lakh, whi le the no. of p a s s e n g e r s carr ied 
ti l l Oct . in the year 2002 was 1395.39 lakh. There is a great 
i nc reases in the number of passengers moved by U . P . S . R . T . C . ' s 
buses dur ing last 5 years . Thus, U .P .S .R .T .C . has p layed a 
s ign i f i can t ro le in the movement of passenger s and has he lped the 
d isab led pe r sons by provided them f ree of cost se rv ices . It has 
also p rov ided ass i s tance to the rural poor peop le of the Sta teby 
p rov id ing concess ion in fa re to them and has ra i sed the s tandard 
of l iv ing of the rura l people because there are many rura l areas in 
U.P. , Where pr iva te bus owners d o n ' t ply thei r buses due to bad 
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condi t ion of roads . It is the U .P .S .R .T .C . which is p rov id ing its 
services there , inspi te of incurr ing huge loss. 
U.P .S .R .T .C . And Agro- Industrial Deve lopment 
At the t ime when U.P .S .R .T .C . was es tab l i shed^ i t s main aim 
was the deve lopment of the road t ranspor t sec tor cor re la ted to 
which would be the overal l deve lopment of t rade and indust ry , 
C o - o r d i n a t i o n of the road t ranspor t serv ices wi th o ther modes of 
t r anspor t and p rov id ing or caus ing the p rov i s ion of an adequa te , 
economica l and e f f i c i en t l y Co - coo rd ina t ed road t ranspor t 
se rv ices to the res iden t s of the states. Today , in v iew of the vital 
ro le , U . P . S . R . T . C . p lays in the overal l p rocess of s o c i o - e c o n o m i c 
t r a n s f o r m a t i o n of our developing economy and because of the fac t 
that U . P . S . R . T C- is one of the vital pub l i c u t i l i t ies , its 
m a n a g e m e n t , f i nances and overal l cont ro l are en t rus t ed to the 
pub l i c en te rp r i se s cons ider ing the fo l l owing three m a j o r f ac to r s . 
i) Publ ic en te rpr i ses are in te res ted in p r o m o t i n g publ ic 
w e l f a r e ra ther than aggrandiz ing p ro f i t s . 
ii) Publ ic Ut i l i t ies (like U . P . S . R . T - £ : ) requ i re a large 
p ropor t ion of their total inves tment or ove rheads , which 
can be met only by publ ic en te rpr i ses . 
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iii) A publ ic en te ip i i se en joys monopo ly pos i t ion as a lesu l t 
of which It can adopt an appropr i a t e p i i c ing pol icy 
wi thou t caus ing any harm to the pub l ic w e l f a i e " ' ' 
As U P S R T C plays a great ro le in the movemen t of 
pa s senge r s It has no role in moving agr i cu l tu re or indus t r ia l 
p roduc t s f rom one place to another because it has no good vehic le 
fo r such purposes It is also a reason that U P S R T C is 
i ncur r ing losses every year inspi te of i m p r o v e m e n t in its 
p e r f o r m a n c e 
Dur ing 1989-90, it incur red a loss of Rs 24 75 core 
which rose to Rs 40 42 crores in 1990-91 Dur ing the per iod 
2 0 0 0 - 2 0 0 1 , the total revenue of the Corpora t ion was Rs 
27 ,876 16 lakh whi le the total cost was Rs 36 ,318 lakh The loss 
of Rs 442 52 lakh "The losses of all the STUs for the year 1995-
96 have c rossed the one thousand crore mark The f i gu i e as 
e s t ima ted in the Journal of Transpor t M a n a g e m e n t was Rs 
1035 24 crore But "K S R S T C has embraces in fo tech in a 
big way All its depots are l inked onl ine to enab le date f low 
P e r f o r m a n c e s are evaluated onl ine by the m a n a g e m e n t It also has 
put in p lace a GSM based system to mon i to r m o v e m e n t and 
' "Indian Journal of Transport Management", vol 20, No 11, Nov 1996 
^ "IndianJournalofTransportManagement", vol20. No 8, Aug 1996 
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punc tua l i ty of buses Its call centre at Bang lo re hand les ovei 1000 
calls a day f rom the publ ic At a t ime when all S ta te Gove rnmen t s 
are f u n d i n g ways and means to cut def ic i t s , the success of KSRTC 
is de f in i t e ly wor th emula t ing" ' 
U P R S T C is incurr ing losses whi le the owners of 
the pr iva te Vehic les aie gaming There are a lot of reasons behind 
this Fi rs t ly , U P S R T S ' s main aim is not to ea in a huge p io f i t 
but to p rov ide cheap and adequate f ac i l i t i e s to its passengers 
Whi le pr iva te vehic les owner s ' m a m aim is to ea in prof i t 
U PS R T C has also social r e spons ib i l i t i e s to serve the masses It 
i ssues passes to secre tar ia l employees , f r e e d o m f igh te r s , M P s 
M L y\ s and d is -ab led persons The U P S R T C 's buses al low 
passes to these persons and pe r fo rm this service on loss basis 
This is a m a j o r po in t m my opinion, which b e c o m e s a cause of 
loss to U P S R T C 
Secondly , U P S R T C also opera tes its veh ic les m 
remote and backward areas where pr iva te v e h i c l e s ' owners have 
the f ea r of loss That is way, there is a great loss of U P S R T C 
every year As this Corpoia t ion has social r e spons ib i l i t i e s , it 
accepts losses by provid ing cheap and e f f i c i e n t s e iv i ces to its 
The financial Express, Monday, Dec 2, 2002 p 9 
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passenger s . Some t imes the U .P .S .R .T .C . a l lows pr iva te vehic les 
to opera te because of lack of management . 
Thi rd ly , U .P .S .R .T .C . has no goods veh ic le to opera te . 
Goods veh ic les , which are the most impor tan t sources of revenues 
in this bus iness wor ld are only pl ied on by the owner s of pr ivate 
veh ic l e s and they earn more bene f i t s than U . P . S . R . T . C . 
Four th ly , it has also been f o u n d tha t some of the 
U . P . S . R . T . C . ' s dr ivers have mutua l u n d e r s t a n d i n g wi th pr iva te 
veh ic l e s owners on many p laces . At the a l lo t t ed t ime of 
U . P . S . R . T . C . ' s veh ic les , pr ivate veh ic les take up the pa s senge r s of 
U . P . S . R . T . C . ' s buses . This is done when the U . P . S . R . T . C . ' s bus 
dr ivers de lays its bus by 5 or 10 minutes . This cause a great loss 
to U . P . S . R . T . C . ' s because of the same fu l e c o n s u m p t i o n only very 
less n u m b e r of passengers are t r anspor ted . 
F i f th ly , the U . P . S . R . T . C . ' s buses are also fac ing 
ser ious compe t i t i on wi th pr ivates wel l m a i n t a i n e d v ideo coaches . 
Pas senge r s reac t to t ravel by the U . P . S . R . T . C . ' s veh ic l e s for long 
d i s t ances because of broken windows and u n m a i n t a i n e d buses . 
Sixthly , many routes which are p ro f i t ab l e to opera te , 
permi ts on 
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these rou tes are i ssued to the pr iva te v e h i c l e s ' owners by 
rece iv ing br ibe f rom them. Private veh i c l e s ' owner on these 
routes , charge h igher amount than appropr ia te . At some places , 
where permi t s are not issued to the pr iva te v e h i c l e s ' owners , 
they ply on their vehic les on roads by giving week ly or month ly 
br ibe to the pol ice or the dis t r ic t admin i s t r a t ion . This causes a 
great loss to the U.P .S .R .T .C . . 
Seventh ly , many conduc to rs of the U . P . S . R . T . C . ' s 
buses rece ive the amount of t ickets f rom the p a s s e n g e r s but they 
do not i ssue the t ickets to the passengers due to unsu i t ab l e and 
imprope r check ing system of U .P .S .R .T .C . 
To remove the l imi ta t ions of U . P . S . R . T . C . the f i rs t 
lesson for the U.P .S .R .T .C . will be to live with compe t i t i on and to 
improve in re la t ion to what the market is demand ing . In order to 
succeed in the new paradigm, U .P .S .R .T .C . will be fo rced to 
improve its bot t le level services . At least , the new decade should 
begin wi th new s t ra tegies of market ing . The IT revo lu t ion is yet to 
c o m p r e h e n s i v e l y in f luence U . P . S . R . T . C . . N e t w o r k i n g of the 
depots to sell t ickets f rom any where to any whe re shou ld be the 
immedia te pr ior i ty . It is in teres t ing to know that a small p r iva te 
opera tor in Pune City has more than 100 out le ts fo r se l l ing his 
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t ickets . Unless t ickets are avai lable in r eachab le p lacescs , 
U .P .S .R .T .C . may not be able to survive in compe t i t i on . There arc 
scale advan tages to large o rgan iza t ions which are ye t unperce ived . 
This br ing to the r e fo rms of t i cke t ing sys tem. Looking 
back, it is s t range that inspi te of its size, U . P . S . R . T . C . chooses the 
me thods of t icke t ing which are sui ted to s ingle bus opera tors . 
Smar t cards are the answer and passenger s shou ld be able to 
change over buses wi thout buying f r e sh t icke ts . This will 
cons ide rab l e inc reases u t i l iza t ion of the ro l l ing s tock wi thout 
Commi t t i ng a ma jo r i t y of buses to long rou tes wi th va ry ing degree 
of load ing pa t te rn . 
U .P .S .R .T .C . should also start an e f f e c t i v e checking 
sys tem in road ways , buses to check the t icke ts of pas senge r s so 
that the hones ty of the conduc tors could be Judged . There should 
also be a check of pr ivate vehic les , which are p ly ing on wi thout 
the pe rmi s s ion of the Government U .P .S .R .T .C . shou ld also start 
its bus ines s in conges ted areas of c i t ies . The buses of the 
U . P . S . R . T . C . should be wel l ma in ta ined and in good condi t ion to 
comple te the pr iva te vehic les . 
But , the p rob lems of pub l ic t r anspo r t i n f r a s t r u c t u r e do 
not come to an end with the e s t ab l i shmen t of f ac i l i t i e s by 
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mobi l i z ing f u n d s f rom var ious sources , but se t t ing the ta r i f f 
s t ruc ture , mee t ing opera t ional expenses and debt se rv ic ing f rom 
the opera t ing revenues are equal ly impor t an t i ssues to be dealt 
wi th . In other words , the creat ion of t r anspo r t i n f r a s t r u c t u r e alone 
wi l l not resul t in economic benef i t s , un less equal emphas is is 
p laced on con t inued main tenance and e f f e c t i v e managemen t of 
t r a f f i c . Ti l l these gaps are not examined we l l in advance , the 
e c o n o m i c v iab i l i ty of the p ro jec t can not be ensured . 
The set t ing up of an e f f e c t i v e m a n a g e m e n t control 
sys tem wil l also help the STUs to improve the i r p e r f o r m a n c e . 
M a n a g e m e n t control has two aspects namely - m a n a g e m e n t control 
sys tem and managemen t control p rocess which are in t imate ly 
in te r - re la ted . The management control sys tem out l ines the 
au thor i ty , r e spons ib i l i t y and de legat ion to impor t an t r e spons ib i l i t y 
cen t res , l ike depots divis ions , reg ions , zones and va r ious other 
pos i t i on in the f ie ld and corpora te o f f i ce . It a lso ind ica tes the 
r e l a t i onsh ip among var ious o rgan iza t iona l un i t s , c r i te r ia and 
m e t h o d o l o g y for pe r fo rmance eva lua t ion r ewards and pun i shmen t s 
for ach i evemen t and non-ach ievemen t of ta rge t etc. The 
m a n a g e m e n t cont ro l p rocess involves es tab l i sh ing goa ls or ta rge t 
or s tandards , p e r f o r m a n c e measu remen t and eva lua t ion , taking 
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remedia l act ion and implementa t ion of the dec i s ions taken in the 
rev iew mee t ings in order to achieve the ta rge ts in the fu tu re 
per iod etc. 
The management control sys tem p rov ides the 
n e c e s s a r y feed back and other r e levan t i n f o r m a t i o n s . The 
e f f e c t i v e n e s s of the management control p rocess is dependen t on 
the qua l i ty of feed back received and the way. It is used the top 
and sen ior managemen t for pe r fo rmance appra i sa l . The cr i ter ia for 
j u d g i n g the managemen t act ions in an e f f ec t i ve con t ro l sys tem has 
both e f f i c i e n c y and e f fec t iveness . E f f i c i e n c y is m e a s u r e d by the 
amoun t of ou tpu t p roduced per unit of out put . The number of 
Kms. run per l i t re of diesel oil, the number of Kms. ob ta ined per 
tyre etc. are some of the examples of e f f i c i e n c y . E f f e c t i v e n e s s is 
the r e l a t ionsh ip be tween the output and the ob jec t ives of the 
o rgan iza t ion . Improving the market share on a rou te in a h ighly 
compe t i t i ve env i ronment indica tes improved e f f e c t i v e n e s s . 
The process of managemen t cont ro l inc ludes the 
f o l l o w i n g steps -
a) Es t ab l i sh ing the cr i ter ia in the fo rm of s t anda rds or targets 
or norms for uni ts and the or ig ina t ion ; 
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b) M e a s u r e m e n t of actual pe r fo rmance or resu l t s of var ious 
uni t s and the organiza t ion ; 
c) Eva lua t ion of pe r fo rmance by compar ing actual p e r f o r m a n c e 
wi th s tandards or targets . ; 
d) Ana lyse va r iances like excess cost by cause and 
r e spons ib i l i t y ; 
e) Taking remedia l act ion agains t the causes and the persons 
r e spons ib l e for var iances ; 
f ) Recyc le the in fo rmat ions and ac t ions at regu la r in te rva ls ; 
g) Re -o rgan ize if s tandards or targets are not ach ieved even 
a f t e r a f ew months of opera t ions and if ta rge ts are 
cons ide red to be achievable ; 
h) Change the cr i ter ia or targets if they have been surpassed or 
f o u n d d i f f i cu l t to achieve a f te r tak ing all e f f e c t i v e and 
r emed ia l ac t ions ; 
Conclus ion 
The U.P .S .R.T .C. is fac ing a severe r e source crunch 
today, w h i c h has led to shor tage of spare par t s and another 
ma te r i a l fo r its day to- day opera t ions . Such a s i tua t ion resu l t ed in 
de te r io ra t ion of the heal th of its f lee t , w h i c h f o r c e d it to de fe r its 
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r ep l acemen t p lans and rise in the average age of its buses . 
Inabi l i ty to augment the f lee t of U . P . S . R . T . C . i n its turn, has 
resu l ted in both legal and i l legal compe t i t ion , w h i c h lead to a 
genera l dec l ine in the service, qual i ty and d i s - s a t i s f a c t i o n among 
passenger s . To improve the qual i ty and re l i ab i l i ty of its services 
U . P . S . R . T . C . need to augment its f l ee t and match its services to 
the needs of the passengers . Hir ing of buses is a s t ra tegic 
a l t e rna t ive at the prevai l ing by which U . P . S . R . T . C . can augment 
its ex i s t ing serv ices wi thout inves tment f r ee f r o m the addi t iona l 
bu rden of employ ing extra s taf f and ma in t a in ing the h i red buses . 
Some of the manager ia l e f fo r t s could be d iver ted into 
u n d e r s t a n d i n g the needs and p re fe rence of pa s senge r s and cater ing 
to them more e f f ec t ive ly . U .P .S .R .T .C . should also ply goods 
veh ic les and should not leave the movemen t of goods only for the 
p r iva te veh ic les . It is now clear that though the U . P . S . R . T . C . is 
p e r f o r m i n g wel l but also so far as the deve lopmen t of rura l areas 
is conce rned much remains to be done to br ing the rura l areas and 
v i l l ages of U.P. under the close purv iew of the U . P . S . R . T . C . . In 
the nex t chap te r our aim will be to d iscuss , examine and analyse 
the ro le of road t ranspor t in genera l and in the deve lopmen t of 
rural a reas of U.P. in par t icu lar . 
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Chapter-lV 
Rural Development of U.P. 
Road Transport 
CHAPTER - IV 
RURAL DEVELOMENT OF U.P. AND ROAD TRANSPORT 
In the p reced ing chapter , a detai led account of the work ing and 
p e r f o r m a n c e of the U.P .S .R .T .C . was made . It was f o u n d that 
there was a number of problems faced by the U . P . S . R . T . C . in the 
opera t ions of its f lee t on road l ines. In this chap te r , we will 
concen t r a t e on the role of road t ranspor t in rura l a reas of the state. 
Almos t 80% of the popu la t ion of U.P . is l iving m 
v i l l ages whe re their main occupa t ion is agr icu l tu re . Severa l means 
of t r anspor t are used in these v i l lages to carry on the passengers 
and agr icu l tu ra l p roduc t s f rom one place to ano the r or f rom rural 
areas to the u rban cent re /marke t , but road t r anspo r t is the best 
means of t r anspor t in rural areas. It has p layed a s ign i f i can t role 
in the rura l up l i f tmen t of the state. Animals , animal car ts like 
bul lock carts and camel carts and t rac tors are the p r inc ipa l means 
of c o m m u n i c a t i o n in the rural areas. 
Al though the use of motor t r anspor t is rapidly 
inc reas ing , yet the bul lock - carts con t inue to be the most 
s ign i f i can t and popula r means of rural t r anspor t even today . India 
is a coun t ry of carts and not of cars. Cars and motor t rucks can not 
become so e f f ec t i ve in most of the v i l lages as bu l lock - carts . 
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because of non - avai labi l i ty of pucca roads . In the absence of 
road t ranspor t , ra i lway too can not beconic a populai ' means ol' 
rural t r anspor t , because it has a d i f f e r e n t sphere of t ranspor ta t ion 
- of car ry ing heavy and bulky commodi t i e s for long d i s tances and 
f r o m one s ta t ion to another . The bu l lock car ts are the re fo re , 
inev i tab le under Indian Condi t ions and can not be r ep laced even 
by the motor t ranspor t . They occupy p remier p lace among all the 
means of rura l t r anspo r t " . ' 
Bul lock- carts in rural areas have p layed a s ign i f i can t 
ro le , because most of the v i l l ages ' roads are na r row , ear then, 
rough and uneven , the re fore unsu i t ab le for moto r t ranspor t . 
Bul lock carts can eas i ly ply on these roads . These are used for 
agr icu l tu ra l opera t ions and remain idle for several months in a 
year . When these are used for marke t ing purposes^ these involve 
no ext ra capi ta l and running expenses, whi le there wi l l be a great 
loss of motor vehic le if it remains out of use for a longer per iod. 
The ma in t enance and running cost of motor veh ic le will also be 
h igher than bul lock - cart. Bul lock - cart may also be owned and 
used at the conven ience of the people of rura l areas . These may be 
owned wi th much less cost even by the poor v i l l agers . These carts 
Jain J.K...... "Transport Economics" Chaitanya Publishing House, Allahabad (1990) p-3()0 
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act as a regu la r system of rural t r anspor ta t ion . These are local ly 
cons t ruc ted and repai red and there is no d i f f i cu l t y of ava i lab i l i ty . 
Whi le motor t r anspor t can not act as a regu la r t r anspo r t system in 
rural areas . The rural t ranspor t is short d i s t ance t r anspor t f rom 
one v i l lage to another or f rom vi l lages to the marke t s , mandis and 
fa i r s . There fo re , the t ime fac to r is not so impor t an t as in the case 
of motor t ranspor t . 
Bul lock - carts the re fore , have a s i gn i f i can t e f f ec t on 
the rura l economy. These are very wide ly used for varying 
p u r p o s e s and the re fo re ind i spensab le means of rura l t r anspor t . The 
car ry ing capac i ty of an Indian bul lock cart r anges 3.5 quinta ls to 
14 qu in ta l s depend ing upon the s t rength of the bu l locks and the 
cond i t ion of the roads . These carry goods like foodgra ins , 
vege tab les , manures , seeds and househo ld commodi t i e s f rom 
v i l lages to c i t ies /marke ts . Bul lock - carts thus , are an integral 
par t of our rura l economy. These do equal ly impor t an t serv ices as 
the ra i lways . These carts can not be ended because of their cheap 
and conven ien t services , their low m a n u f a c t u r i n g and repa i r ing 
cost , easy ava i lab i l i ty and su i tabi l i ty to ply over v i l l a g e s ' na r row 
and rough roads . 
Camel carts are mos t ly used in w e s t e r n U.P. fo r 
carrying goods f rom one place to another . These car ts carry goods 
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t r a f f i c upto a range of 50 to 70 miles. Horse dr iven car r iages are 
occas iona l ly used in t ranspor t ing passengers be tween vi l lages and 
ci t ies . These are also used in t ranspor t ing goods and serv ices from 
one p lace to another . 
Excep t animals and animal carts , m e c h a n i z e d road 
t ranspor t has also been in t roduced to a cer ta in ex ten t , in rural 
areas- "Moto r t ranspor t services render a grea t se rv ice in rural 
areas by b reak ing down the isola t ion of the v i l l ages and br inging 
about be t te r social and economic in te rcourse b e t w e e n the vi l lages 
and t o w n s " . ' Apar t f rom the quick m o v e m e n t of men and 
mate r i a l s , motor t ranspor t creates a sense of ac t iv i ty , a le r tness and 
mach ine mindednes s in the people and an urge not to was te t ime 
but to p roduce more and raise the s tandard of l iving^. But motor 
t r anspor t can prov ide its services if there are good roads . The 
d e v e l o p m e n t of motor t ranspor t in rural areas is l inked up with the 
rura l road deve lopment . So long as our roads r ema in as bad as 
these are today, motor t ranspor t shall be unab le to render any 
e f f e c t i v e rura l t ranspor t service. 
Wi th the deve lopment of roads , the role of road 
t r anspor t in opening up the count rys ide is s ign i f i can t in provid ing 
' Gupta S.C. and Bhatnagar, K.P "Transport in Modern India" Kisiiorc Publishing House, Kanpur. 
p.432 
^Ibid p-394 
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an essen t ia l communica t ion link. Wi thout road t r anspor t , the mail 
and other means of communica l ion hardly reach the vi l lages and 
remote areas and wi thout communica t ion there can be l i t t le hope 
of economic deve lopment in a state like U.P. with 80% of its 
peop le still l iv ing in rura l areas. 
It can be said that there is no escape f rom motor 
t r anspor t . It r epresen ts a t echno log ica l advance in the 
t r anspor t a t ion f ie ld , which has made a t ru ly r e v o l u t i o n a r y impact 
on the economic deve lopment of a count ry , wh ich has a l lowed 
modern road t ranspor t to make it con t r ibu t ion and has deve loped it 
and nur tu red it and the rewards have amply j u s t i f i e d the 
inves tment , ' l i nk ing thousands of communi t i e s t oday and fo rming 
an in tegra l par t of the passenger t r anspor t a t ion sys tem is the inter-
ci ty motor bus opera t ion . Para l le l ing to a grea t extent the 
i m p r o v e m e n t s in our vast h ighway sys tem, in te r -c i ty bus 
ope ra t ions have developed so rap id ly that it is l i t t le short of 
p h e n o m e n a l . The services rendered by these compan ie s have 
become the accepted s tandard for t housands of pa s senge r s each 
y e a r ' . In India too, modern road t ranspor t can make a s ign i f i can t 
con t r ibu t ion in the deve lopment of rura l roads . 
' Ttiff, Charels A •Commercial Motor Transportation' Richard D Irvin, IC, Homcwood Illinois, 
U S A (1955)p-577 
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In U.P. , road t ranspor t has p layed a vital ro le in the all 
round deve lopmen t of the state. The U . P . S . R . T . C . which was 
inco rpora t ed under the Road Transpor t C o r p o r a t i o n Act, 1950 on 
June, 1972 has been cons is ten t ly making e f f o r t s to provide 
m a x i m u m bene f i t s and ameni t ies to the p a s s e n g e r s t rave l l ing by 
buses . It is opera t ing long d is tance and shut t le serv ices in 
d i f f e r e n t par ts of the state. Shutt le services are ma in ly opera ted to 
join t ehs i l s /b lock headquar te r s and other impor t an t rural areas 
wi th d is t r ic t headquar te r s . Express or long d i s t ance services are 
opera ted by the Corpora t ion to connec t impor t an t t owns with each 
other in the state. Deluxe and semi - de luxe se rv ices , inter state 
services , mela - services , c i ty-bus serv ices and bus services to 
hi l ly reg ions are also provided by the U . P . S . R . T . C . The 
Corpo ra t i on also provides concess ions to the s tuden t s of rural 
areas . Mon th ly pass on 30 single j o u r n e y s is a l lowed on rural 
areas basis . The fac i l i ty of Janta pass is ava i lab le on ord inar i ly 
buses in rura l areas . Under the concess ions as aga ins t 60 up and 
down t r ips , f a r e is charged for 40 t r ips but pa s senge r tax is paid 
for 60 t r i p s " . ' 
Bes ides r o a d w a y s ' buses , p r iva te buses are p lay ing a 
U.P. Annual, 1996-97. Information and Public Relations Department, U P.. Lucknow, p-298 
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s ign i f i can t role by provid ing cheap and comple te se rv ices to the 
people of rural areas. Private bus owners p rov ide concess ion to 
the s tuden t s and some other people who travel da i ly on the route. 
In d is t r ic t B i jnor of U.P. , pr ivate buses are p l ay ing an impor tan t 
role in the up l i f tmen t of rural areas. The town ' B a r h a p u r ' which 
has a popula t ion ol" nearly foui ly (housaiul is si i i ioiind by more 
than 20 vi l lages . It has a good ne twork of p r iva te buses . On 
B a r h a p u r - N a g i n a route which isH km long, there are more than 25 
buses which are provid ing t imely and adequa te se rv ices to the 
peop le of rura l areas. In almost 50% of the v i l l ages which are 
connec ted f rom the town in some way, the Jugar rs (which are like 
long car t and have an engine) and cars are the p r inc ipa l means of 
t r anspor t a t i on . Bul lock carts , t rac tors and t rucks are also used to 
carry the agr icul tura l p roduc ts like sugarcane , Ba j ra , Wheat , 
Maize and Rice f r o m the vi l lages to the t owns /c i t i e s or marke ts . 
But it has been seen that 50% of the v i l l ages have no 
road to connec t the market with good t r anspor t and the rest 50% 
of the v i l l ages wh ich are connec ted to u rban cen t res have not good 
qual i ty of roads . There fo re , to improve the qua l i ty of l i fe in vast 
rural areas of U.P. , a basic road ne twork in the rura l areas is 
essent ia l . All sec tors of rural deve lopment inc lud ing agr icu l ture , 
hea l th , educa t ion , small scale indus t r ies , t rade , commerce , dairy 
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f a rming , posta l services , banking environinenl and social wcl la rc 
depends on good communica t ion / t r anspor ta t ion f ac i l i t i e s . For the 
agr icu l tu ra l based economy of the state, rura l roads p lay a pr ime 
role in p rov id ing inputs for the agr icu l tu re , marke t ing of 
agr icu l tu ra l p roduce , crop d ive r s i f i ca t ion , overa l l mode rn i za t i on 
of the agr icul ture , deve lopment of ho r t i cu l tu re and f lo r i - cu l tu re 
and deve lopment of expor t or ien ted ag r i cu l tu re and agro 
p rocess ing . Rura l roads fac i l i t a te p roces s ing of agr icu l tura l 
p roduce in the same areas where these are p r o d u c e d , thus adding 
va lue to the p roduce as wel l as crea t ing much needed employmen t 
oppor tun i t i e s in rural areas. Ne i ther agro- re la ted nor small scale 
indus t r i e s come up in access ib le areas r e su l t ing into 
u n e m p l o y m e n t in these areas. 
Rural roads thus, work as a ca ta lys t to the overall 
soc io - economic deve lopment of rural areas . They inc rease the 
reach of the market and its mu l t i f a r i ous se rv ices to the 
h in te r l ands . Rural roads are also impor t an t fo r equi tab le 
d i s t r ibu t ion of bene f i t s and for ma in ta in ing a p roper rura l and 
urban ba lance . If our rural masses are to j o in the mains t ream of 
the more p r iv i l eged urbani t ies wi thou t exodus to towns and ci t ies , 
the most essen t ia l p re - requis i t e would be to p rov ide an adequa te 
ne twork of roads . Rural roads cons t ruc t ion and ma in tenance 
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act iv i t ies are h ighly labour in tensive and create d i rec t employmen t 
for the mi l l ions of rural poor , close to their homes and stop urban 
migra t ion . 
In U.P. only about 50% of the total v i l lages are 
connec ted wi th all wea the r roads . The r ema in ing v i l l ages depend 
mos t ly on earth t racks and foo tpa ths . These t racks genera l ly 
f o l l o w wind ing a l ignments with a very poor r id ing surface often 
caused by deep ruts cut by solid whee led an imal d rawn carts . The 
cross d ra inage works , i .e. , br idges and cu lver t s are mos t ly lacking. 
These p rob lems are compounded by lack of p roper ma in t enance . In 
thei r p resen t fo rm, these t racks are not su i tab le to motor i zed 
t r a f f i c and to cater to the increased t r a f f i c gene ra t ed by var ious 
rura l deve lopmen t schemes . During fa i r wea the r , these t racks cater 
to the rura l t r a f f i c to an extent but dur ing the ra iny season , they 
become p rac t i ca l ly unusable . Consequen t ly , many v i l lages are cut-
off f r o m the outs ide world for a cons ide rab le per iod of t ime and 
the rura l popu la t ion is depr ived of even the bas ic f ac i l i t i e s . 
Most of the exis t ing rural road ne t -work in U.P. 
cons is t s of ear th and gravel su r face wi th poor qua l i ty . It also has 
several de f i c i enc i e s as it has been deve loped in s tages , f rom the 
usages of several years ra ther then any p roper d e s i g n . It is 
su f fe r ing f r o m the consequences of several years of de f ic ien t 
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i nves tmen t and lack of comprehens ive p lann ing . The rural road 
ne twork is under developed , poor in qual i ty , low in s tandard , 
i nadequa te in capaci ty , over loaded both by vo lume and weight of 
t r a f f i c , an t iqua ted in design, s t ruc tura l ly weak , poor ly main ta ined , 
heav i ly de te r io ra ted and gross ly inadequa te to mee t the present 
t r a f f i c demands . The rural road ne twork needs m a j o r upgrada t ion 
p r o g r a m m e s in addi t ion to f r e sh cons t ruc t ion . " R o a d t ranspor t ,o f -
course , p rov ides mobi l i ty on which a number of deve lopmenta l 
p r o g r a m m e s depend. There can prac t ica l ly be no revo lu t ion in 
other sec tors wi thou t a revolu t ion in road t r a n s p o r t . " ' 
An e f f i c i en t t ranspor t Sys tem is a b s o l u t e l y necessa ry 
for a su i tab le economic deve lopment . I nadequac i e s and 
imba lances in t ranspor t system threa tens to cons t ra in economic 
g rowth and the qual i ty of l i fe in both u rban and rural areas.^ 
Development of Rural In fra -S truc ture 
The p rospe r i t y of a s ta te /count ry depends d i rec t ly upon the 
deve lopmen t of agr icu l ture and indus t ry . Agr i cu l tu ra l p roduc t ion 
however , r equ i res power , credi t , t r anspor t f ac i l i t i e s etc. Industr ia l 
p roduc t ion requ i res not only mach inery and equ ipmen t but also 
ski l led manpower , management , energy, bank ing and insurance 
^ Indian Journal of Transport Management. Pune, Vo., 19, No. 6, June 1995. p-433 
^ Annual Plan - 2001-2002, Planning Commission, G.O.I. New Delhi p-25 
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f ac i l i t i e s , marke t ing fac i l i t i es , t i anspo i t f ac i l i t i e s which inc lude 
r a i lways , roads , shipping and communica t ion f ac i l i t i e s etc All 
these fac i l i t i e s and services cons t i tu te co l l ec t ive ly the in f ra -
s t ruc ture of an economy and the deve lopmen t and expans ion of 
these fac i l i t i e s are an essent ia l p r e - cond i t i on fo i increas ing 
agr icu l tu ra l and indust r ia l p ioduc t ion m a c o u n t i y " ' 
Energy and the road t ranspor t are the impor t an t parts 
of our rura l i n f r a s t ruc tu re s The avai labi l i ty of energy is the most 
impor tan t s ingle f ac to r which can act as a cons t i a in t on economic 
g rowth of a state Broadly , there are two types of energy Viz , 
Commerc i a l energy and non-commerc ia l energy The energy in 
rura l areas cons is t s of non-commerc ia l energy It inc ludes fuel 
wood , agr icu l tu ra l was tes and animal dung Rura l energy meets 
the bas ic needs of cooking and domes t ic l igh t ing Fuel wood is 
e s sen t i a l for cooking and it is ex tens ive ly used in our v i l lages and 
towns Agr icu l tu ra l was tes such as s t raw, are p i e sen t ly used as 
f eed and foode r , roo f ing mater ia l , organic mat te r fo r compos t 
making and as fue l for cooking purpose Dr ied dung of animals is 
also ex tens ive ly used in our rural areas 
In the hi l ly and rural areas of U P as in town 
' Sundharam, K P M and Ruddardatt - 'Indian Ecomony' S Chand and Co Ltd , Ram Nagar N 
Delhi 2001 p-104 
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Barhapu r of d is t r ic t B i jno i , fue l wood is the only source of 
cooking, not only of cooking but also a source of e m p l o y m e n t to a 
large number of people of the town There is no indus t ry in this 
area, t he r e fo r e most of the people are earn ing t h e n l ive l ihood by 
sel l ing the fue l wood in the maike t s Bul lock ca i t s , H o i s e - d n v e n 
carts and at some places t i ac to i s aie used foi this p m p o s e Di 
Pa thak of Pun jab Agr icu l tura l Univers i ty s tud ied the potent ia l of 
ag r i cu l tu ra l was tes in a r ich vi l lage m L u d h i y a n a d is t r ic t and 
found that a f t e r all the fooder needs of the v i l lage were meet , the 
energy po ten t i a l of the remain ing crop was tes and an imal was tes 
was enough to meet all the energy r equ i r emen t s of the v i l lage and 
sti l l l eave a surplus In a s i tuat ion where suppl ies of conven t iona l 
energy sources like f i r ewood , aie decreas ing and as a l te rna t ives 
l ike ke rosene are not wi thin the reach of many , th is inc rease m 
energy suppl ies wil l benef i t the socie ty in genera l and rural poor 
in pa r t i cu la r ' 
Excep t energy, rural roads occupy the mos t impor tan t 
par t of rura l i n f r a s t ruc ture About 80% of U P 's popu la t ion live 
in rura l areas Thei r m a m occupa t ion is agr icu l tu re In the absence 
of rura l roads , no one can imagine the p rogress of ag i i cu l tu ia l and 
' o p ,ci t , p l l 2 
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s o c i o - e c o n o m i c deve lopment of rural areas , because in the 
absence of road there will be no t r a n s p o r t a t i o n / m a r k e t i n g of 
agr icu l tu ra l or indus t r ia l product . The re fo re , rura l roads occupy 
the p remie r pos i t ion in the deve lopment of rural areas A proper 
deve lopmen t and improvement in v i l lage to marke t roads will 
r ender the cost of p roduc t ion and marke t ing to a min imum level. 
Road improvemen t would largely con t r ibu te to a dec l ine in both 
average and marg ina l costs of goods by e n c o u r a g i n g the use of 
more p roduc t ive inputs and manufac tu r ing t e chn iques as well as 
by r educ ing the costs of hold ing inventory of inpu ts and of 
p roces s ing inputs f rom the market . Improved t r anspor t and 
mob i l i t y p rov ided by vi l lage to market roads would expose the 
i nhab i t an t s of rura l areas to modern t echn iques of p roduc t ion and 
marke t ing that have proved p ro f i t ab le e l s e w h e r e . ' 
Deve lopmen t of rural roads is thus h igh ly r eward ing in 
economic terms. An improved ta rmac or all w e a t h e r su r face can 
br ing buses , e lec t r ic i ty , t e lephone , p iped wate r supp ly and bet ter 
access to marke ts , to heal th fac i l i t i es and schools , o f f i c e s and 
shops, all tend to be at the sides of main roads . Thus for a 
sys temat ic economic progress , accord ing to the needs of the rural 
' J.S. Mathus and S.P. Agarwal. "Surface Transport in India" Printwell Publishers Distributes, Jaipur. 
1999 pp.90-91. 
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peop le , the concen t ra t ion should be on making rural roads . These 
roads should be connec ted with all wea the r roads because 
connec t iv i ty a l lows access to all the serv ices that one needs , it 
a t t rac ts bus iness and genera tes employment , it f u l f i l s social needs , 
c rea tes j o b and genera tes income for mee t ing o ther n e e d s to. 
Pa radox ica l ly enough, urban cen t res en joy high 
connec t iv i ty and rural areas su f fe r f rom poor connec t iv i ty , the real 
pr ice to pay for mass t r anspor ta t ion sys tem is f a r more in ci t ies 
than in rura l areas . The same is t rue for san i ta t ion , wa te r supply 
and many other services . So in f r a s t ruc tu re can be cons t ruc ted 
much cheaper in rural areas than ci t ies. Rural areas o f f e r a bet ter 
env i ronmen t too. However , it is f rom vi l lages that peop le migrate 
and it is to c i t ies that they go. So, only c i t ies have enough people 
to p rov ide a marke t for in f ra s t ruc tu re services . Vi l l ages can not 
suppor t i n f r a s t ruc tu re , however , much cheaper it may be to 
cons t ruc t it there . The only key to this p rob lem is that our rural 
areas should be so a t t rac t ive as ci t ies , then we can bui ld in f ra -
s t ruc tu re at a small f r ac t ion of city costs and yet have enough 
demand to suppor t them. 
Modern bus iness and indus t ry need large bus iness 
d is t r ic t s and a comprehens ive range of serv ices . At p resen t , rural 
areas do not suppor t e i ther large bus iness d is t r ic t s or h igh qual i ty 
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services . This is why modern bus iness shy away f rom rural areas 
and leave them poor. If rural areas can o f f e r s imi la r fac i l i t ies , 
bus ine s smen wil l f ind such rural areas more e c o n o m i c a l than 
conges ted cities. They will , then na tu ra l ly r ed i r ec t their 
i nves tmen t away f rom cit ies to such rural areas . Then the solut ion 
to I n d i a ' s rural pover ty lies in i den t i fy ing a method for 
e m p o w e r i n g rural areas to suppor t large bus iness d is t r ic t s and 
c o m p r e h e n s i v e services . 
Bus iness dis t r ic ts evolve whe reve r t r anspor t and 
t e l e c o m m u n i c a t i o n s connec t iv i ty is high with la tes t t echno log ies . 
T e l e c o m m u n i c a t i o n services can be p rov ided in rura l areas (jt^ the 
same costs as in large ci t ies. So poor t r anspo r t a t i on connec t iv i ty 
b e c o m e s the main reason why rural areas do not suppor t large 
bus ines s d is t r ic ts in the ways ci t ies do. Conve r se ly , once rural 
areas are empowered to o f f e r large t r anspor t connec t iv i ty , there is 
no r eason why they can not grow as wel l and as f a s t as c i t ies do. 
Backward l inkages are impor tan t to bo th fo re ign a f f i l i a t e s and 
domes t i c ( l inked) en te rp r i ses . ' L inkages ra ise ou tput and 
employmen t in l inked suppl ier en te rpr i ses . The ind i rec t e f f e c t s on 
suppl ie r capabi l i t i es are p robab ly more impor tan t . L inkages can be 
World Investment Report India Ed. Book well 2172 Nirankari, Colony, Delhi - 110009, p-129 
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p o w e r f u l channe l s for d i f fu s ing knowledge and ski l ls be tween 
f i rms . In te r - f i rm l inkages nearly a lways entail an exchange of 
i n fo rma t ions , technica l knowledge and skil ls . S t rong l inkages can 
promote p roduc t ion e f f i c i ency , p roduc t iv i ty g rowth , t echnolog ica l 
and manager i a l capabi l i t ies and market d ive r s i f i ca t i on in suppl ier 
f i rms . They can o f t en promote expor ts by l inked en te rpr i ses and 
under the r ight condi t ion domest ic f i rms may deve lop to become 
global suppl ie rs . The s t rengthening of suppl ie r s in turn lead to 
va r ious ind i rec t e f f ec t s and spill overs for the rest of the host 
economy. Spi l lovers can take p lace th rough domes t i c e f f ec t s , 
mobi l i ty of t rend labour , en terpr i ses s p i n - o f f s and compet i t ion 
e f f e c t s . ' 
Communica t ion in f r a - s t ruc tu re has also made great 
s t r ides in the rural areas. By prov id ing neces sa ry in fo rmat ion 
about the market . The communica t ion sys tem helps in b r ing ing the 
buyer s and sel lers together e f f ec t ive ly and he lps in acce le ra t ing 
the g rowth of the economy. Accord ing ly , the modern 
c o m m u n i c a t i o n system has become an in tegra l par t of the 
deve lopmen t p rocess in rural areas . Pos ta l sys tem, which is 
expanded th rough out the country gives specia l emphas i s on the 
Ibidp-129 
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rura l , h i l ly and remote tribal areas. The main ob jec t ive of postal 
depa r tmen t is to locate a post o f f i ce wi th in 3 Kms, of every 
vi l lage and to provide the fac i l i ty of a le t ter box in every vi l lage 
with a popu la t ion of over 500. This Depa r tmen t has in t roduced a 
scheme (Panchaya t Sanchar Sewa Scheme) wh ich will provide 
postal services to needy areas with less G o v e r n m e n t expendi ture 
and wi l l genera te employment oppor tun i t i e s in such areas. In 
p rov id ing pos ta l services , road t ranspor t has p l ayed a great role. 
Wi th the good t r anspor ta t ion system, the pos ta l se rv ices can reach 
the r igh t pe r son at r ight t ime wi thou t any delay . But in the 
absence of road t ranspor t fac i l i ty , the message can not reach the 
person at a r ight t ime. 
The t e l ephone has also been proved a s i gn i f i can t mean 
of communica t i on . In every hexagon , a publ ic p h o n e is ava i lab le 
which enab les t e l ephon ic contact wi th any par t of the wor ld . 
Howeve r , as rura l areas grow, the demand fo r pe r sona l t e l ephone 
connec t ion is g rowing which needs to be met . 
Rural Deve lopment Schemes 
Rural India is where three f o u r t h of our coun t rymen 
live. The na t ion or state can, the re fo re , be s t rong and p rospe rous 
only when all v i l lages are f reed f rom b a c k w a r d n e s s and pover ty . 
The Gove rnmen t of India and the State G o v e r n m e n t s are 
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commi t ted to the cause of br inging about rap id and subs tant ia l 
deve lopmen t in rural areas. 
The Minis t ry for Rural Deve lopmen t is engaged in 
implement ing a number of schemes, which aim at enab l ing rural 
peop le to improve their l iving s tandards . E rad i ca t i on of pover ty 
and the usher ing of speedy socio economic p rogress is the goal, 
with which the deve lopment p rogrammes are be ing implemented 
th rough a mul t i -p ronged s trategy, r each ing out to the most dis-
advantaged sec t ions of society. High pr ior i ty is be ing accorded to 
p rov ide clean dr inking water , rural house and road connec t iv i ty . 
The e f fo r t s made for soc io -economic deve lopmen t of 
v i l lages are much s igni f ican t in the con tex t of all round 
deve lopmen t of the country . In the con tex t of U.P . , it assumes 
grea te r s ign i f i cance . For about 80% of the S t a t e ' s popu la t ion 
main ly l ives in rura l areas, keeping this f ac t in v iew, over 70% of 
the S t a t e ' s f inanc ia l resources are inves ted on the deve lopmen t of 
rura l areas . The impor tance of road t ranspor t can be emphas i sed 
wi th regard to the execut ion of rural deve lopmen t p rog ramme. The 
Na t iona l T ranspor t Pol icy Commit tee had r e c o m m e n d e d for the 
in tegra t ion of rural road programmes . The commi t t ee v iewed that 
this in tegra t ion would cont r ibute to the f u l f i l l m e n t of t r anspor t 
needs of small and medium vi l lages . It is fe l t that by improving 
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the communica t ion link to vi l lages , the rural deve lopmen t e f fo r t s 
can be op t imized . 
As per the f iver year p lan , a l l ev ia t ion of rural 
pover ty has been one of the pr imary ob jec t ives of p lanned 
deve lopment . Rura l deve lopment impl ies bo th the economic 
be t t e rmen t of people as well as social r e f o r m a t i o n , improvements 
in hea l th educa t ion , dr inking water , energy, san i ta t ion and hous ing 
coup led wi th a t t i tudina l changes fac i l i t a t e socia l deve lopment . 
Rural deve lopmen t schemes genera l ly p rov ide a d i rec t a t tack on 
pover ty th rough Special Employmen t P rog rammes and lands 
Re fo rms . 
• Under In tegra ted Rural Deve lopmen t P rog ramme (IRDP), 
those l iving be low the de f ined pover ty l ine in rural areas are 
iden t i f i ed and given ass i tance for acquis i t ion of p roduc t ive 
assets or appropr ia te skills for s e l f - e m p l o y m e n t . The scheme 
was l aunched in 6"' f ive year plan. The pove r ty l ine was 
based at Rs. 6 ,400 per annum, but those e l ig ible for 
ass i s tance under IRDP had to have an annua l income of Rs. 
4 ,800 or less. This p rogramme is be ing imp lemen ted all over 
the state f rom October 2"'^, 1980 to ra ise smal l /marg ina l 
f a rmers , landless labourers , rural a r t i sans f r eed bonded 
laboure rs etc above the pover ty line (Rs. 1 1000 per annum). 
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A new hol i s t ic Se l f -Employment P rog ramme namely . "Swarn 
Jayant i Gram Swarozgar Yojna" , was l aunched on April 1st, 
1999 with a def in i te aim of improving the f a m i l y incomes of 
the rura l poor and at the same t ime, p rov id ing for a 
f l ex ib i l i ty of design at the grass roots level to suit the local 
needs and resources . The ob jec t ive of r e - s t ruc tu r ing is to 
make the p rogramme more e f f e c t i v e in provid ing a 
sus ta inab le income genera t ion th rough mic ro enterpr i se 
deve lopment , both land used and o therwise . 
A Rural Water Supply Programme under State Sector 
p rov ides fac i l i t i es of dr inking wate r in rural areas . The 
Cent ra l Government endeavours to supp lemen t the e f fo r t s of 
the s tates by provid ing ass i s tance under the Cent ra l ly 
sponsored acce le ra ted rural wa te r supply p rogramme. 
Powers have been delegated to s ta tes , to p lan , sanc t ion and 
implement the rural water supply scheme. An inves tment of 
about Rs .35 ,000 crore has been made in the Wate r Supply 
Sector . So far , s tatus of coverage of rura l hab i t a t ions as on 
1st Apr i l , 2001, is as fo l lows - 2 ,35 ,759 
Ful ly Covered - 12 ,35 ,759 
Par t ia l ly Covered - 1 ,66,832 
Not Covered - 2 ,0073 
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91% of rural habi ta t ions have access to dr inking water 
fac i l i t i es . The number of hand-pumps and piped water 
supply scheme is about 38 lakh and 1 1 lakh respec t ive ly . 
"Nat iona l Rural Employment P rog ramme" ( N R E P ) was also 
s tar ted for rural development . As per this p rogramme the 
en t i t l ement of each state to the Central f u n d was based on 
the inc idence of pover ty and the popu la t ion of agr icul tura l 
l abourers , marginal f a rmers and marg ina l workers . The 
Cent re and State Government share the expend i tu re equal ly 
on 50:50 basis . In 1989, N R E P was merged wi th the Jawahar 
Rozgar Yojna (JRY), which was s ta r ted to genera te 
addi t iona l employment on p roduc t ive work like rural in f ra -
s t ruc ture . In this scheme, 80% is C e n t r e ' s con t r ibu t ion and 
the rest of 20% is s t a t e ' s share. Central a ss i s tance is 
p rov ided for the state on the bas is of p ropo r t i on of rural 
poor in the State. Road cons t ruc t ion was the p r imary act ivi ty 
under Jawahar Rozgar Yojna . 
A Cen t ra l ly sponsored scheme has been l aunched , cal led the 
"P radhan Mant r i Gram Sadak Yo jna" ( P M G S Y ) on 25"' Dec. , 
2000 , which seeks to provide connec t iv i ty to all 
unconnec t ed habi ta t ions in rural areas with a popu la t ion of 
more than 500 persons through good all wea the r roads by the 
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end of f ive yeai plan In o lder to ach ieve the objec t ives 
of the p iog iamine , a i cq imcincn l ol Rs 60 ,000 t i o i c has 
been es t imated 
• The "Pradhan Mantn Gramodhogya yojna" is a part ot the 
'comprehensive' Pradhan Mantn Gram Modhya Yojna' 
introduced during 2000-01 to achieve the objective of 
sustainable human development at the village level During the 
2001-02, Rs 280 crore was made available for implementing the 
'Rural Shelter' component of PMGY An amount of Rs 126 
Crore has been released so for during 2001-02 To meet the 
requirements of EWS and LIG groups in rural areas and to 
improve the out reach of housing finance in rural areas, the 
equity support to HUDCO has been increased from 5 crore to 
355 crore during Ninth Five Year Plan 
Table No. 5.1 
Sectoral Expenditure Under 5 year Plan in U.P. 
Sector 5'" Plan Plan 7"' Plan 8'" Plan 
(1974-79) (1980-85) (1985-90) (1992-97) 
Agr icu l tu re 
and Al l ied 
sec tors 
393 10 
(13 5) 
360 81 
(5 5) 
1006 63 
(8 4) 
2031 65 
(9 2) 
(% tota l 
expend i tu re ) 
Co-opera t ion 32 27 26 209 01 106 00 
(1 1) (1 2) (1 7) (0 5) 
177 
Sector Plan 6'" Plan 7"^  Plan 8"^  Plan 
(1974-79) (1980-85) (1985 -90 ) (1992-97) 
Rura l - 458.00 1062.1 1 1899.15 
Deve lopmen t - (6.9) (8 .9) (8.6) 
I r r iga t ion of 682.90 3257 .99 4 ,925 .33 10,333.85 
Wate r (23.5) (49.4) (41 .2) (47.0) 
Indus t ry 178.99 430 .77 694 .70 595 .50 
(6.2) (6.5) (5 .8) (2.7) 
T ranspor t 246 .66 255 .81 1278.18 2090 .53 
(8.5) (677 .90) (10 .7) (9 .5) 
Educa t ion 107.97 255.81 546 .97 1520.90 
(3.7) (3.9) (4 .6) (6.9) 
Hea l th 112.43 336.57 455 .67 547 .57 
(3.9) (5.1) (3 .8) (2.5) 
San i ta t ion 110.04 475 .54 994 .83 944,21 
and Wate r (3.8) (7.2) (8 .3) (4.3) 
supply 
Misce l l aneous 7.13 67.85 318 .00 1935.64 
(0.2) (1.0) (2 .7) (8.8) 
All sec tors 2909 .23 6594 .29 1 1 ,948.72 22005 .00 
(100 .00) (100.0) (100 .0) (100.0) 
Source : - U.Ps . Deve lopment Repor t , N e w Royal Book Company , 
Lucknow, 2000, p-9 
178 
Table No. 5.2 
Central Ass i s tance to U.P. for Bas ic 
Minimum Service (1999-2000) 
S.No. Par t icu lars Amount Sanc t ioned 
(in Lakh) 
] . Primary Educat ion 45 ,576 .00 
2. Heal th Services 15, 413 .57 
3. Dr ink ing Water 53 ,215 .00 
4. Hous ing 1195.00 
5. Rura l Connec t iv i ty 108 ,102 .00 
6. Nu t r i t i on 4500 .00 
7. P .D.S 10.0 
8. Others 0.00 
Total 23801 1.57 
Source : - Mid Term Appra i sa l of 9"' 5 year Plan, G . 0 . 1 Planning 
Commiss ion , New Delhi , Oct, 2000 , p - 1 5 9 
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I a b l e 5 . 3 
Centra l A s s i s t a n c e to U.P. in Five Y e a r Plan 
Rs. in Crore 
P a r t i c u l a r s A g r i c u l t u r a l 
and Al l i ed 
Ac t iv i t i e s 
Rura l 
d e v e l o p m e n t 
Spec ia l 
A r e a 
P r o g r a m m e 
I r r iga t ion of 
F lood 
Con t ro l 
N i n t h P lan 
( A g r e e d 
O u t l a y ) 
3 0 7 0 . 3 8 
(6 .63) 
4 7 4 2 . 8 0 
(10 .23) 
5 7 5 . 0 0 
(1 .24 ) 
3 2 9 0 . 1 2 
(7 ,10) 
A n n u a l 
P lan ( 1 9 9 7 -
98) 
510 .45 857 .06 115 .00 6 2 6 . 0 1 
( A p p r o v e d 
ou t l ay ) 
(7 .04 ) (11 .83 ) ( 1 . 5 9 ) ( 8 . 6 4 ) 
A c t u a l 
E x p e n d i t u r e 
4 0 6 . 8 2 682 .53 115 .00 6 1 8 . 1 9 
Annua l 
P lan (98-
99) 
7 1 6 . 1 9 1066.87 4 2 0 . 0 0 835 .02 
( A p p r o v e d 
ou t l ay ) 
(6 .98) (10 .40) ( 4 . 0 9 ) (8 .14 ) 
An t i 
E x p e n d i t u r e 
4 7 5 . 8 6 
(7 .39) 
831 .39 
(12 .92) 
2 6 9 . 1 2 
( 4 . 1 8 ) 
6 0 8 . 5 9 
(9 .46 ) 
A n n u a l 
P lan 
(1999-
2000) 
839 .45 1035.84 4 6 0 . 0 0 1005 .32 
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C o r , l.;i 
Par t icu la rs Agricul tura l 
and All ied 
Act iv i t ies 
Rural 
deve lopment 
Special 
Area 
P rogramme 
irr igat ion of 
Flood 
Control 
(Approved 
Out lay) 
(7 .36) (9 .09) (4 .04) (8 ,82) 
Revised 
Out lay 
363.73 
(7 .13) 
532.1 1 
(10.43) 
427 .47 
(3 .75) 
589.13 
(11 .54) 
Energy Indust r ies 
and 
minera ls 
T ranspor t Communica 
tion 
Nin th Plan 
(Agreed 
Out l ay ) 
7544 .14 
(16 .28) 
526.65 
(1 .14) 
1006.72 
(21 .59) 
0 ,00 
Annua l 
Plan 
(1997 -98 ) 
1819.12 101.12 915 .69 0 .00 
(Approved 
ou t lay) 
(25 .10) (1 .40) (12 .64) 
Ac tua l 
expend i tu re 
1131.46 
(20 .02) 
93.25 
(1.65) 
809.33 
(14 .32) 
0 ,00 
Annua l 
Plan (1998-
99) 
2289 .72 151.86 1326.35 0 .00 
(Approved 
Out lay) 
(22 .32) (1 .48) (12 .94) 
Anti 
Expend i tu re 
1182.96 136.47 1218.94 0 .00 
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Par t i cu la r s Agr icu l tura l 
and Al l ied 
Act iv i t ies 
Rural 
deve lopment 
Special 
Area 
P r o g r a m m e 
Irr igat ion of 
F lood 
Control 
(18 .38) (2 .12) (18 .94 ) 
Annua l 
Plan 
(1999-
2000) 
2108 .02 74.76 1522.30 0 .00 
A p p r o v e d 
out lay 
(18 .49) (0 .66) (13 .35) 
Rev i sed 
Out lay 
896.30 
(17 .56) 
53.28 
(1 .04) 
961 .92 
(18 .85) 
0 .00 
Science and 
T e c h n o l o g y 
Genera l 
Economic 
Services 
Social 
Services 
Genera l 
Services 
Grand total 
2074 .60 
(4 .48) 
2103 .58 
(4 .54) 
12,277.97 
(26 .50) 
128.03 
(0 .28) 
46 ,340 .00 
(100 .00) 
65 .86 
(0 .91) 
521 .62 
(7 .20) 
1595.85 
(22.02) 
118.75 
(1 .64) 
7426 .53 
(100 .00) 
32 .98 
(0 .58) 
80.95 
(1 .43) 
1665.54 
(29.47) 
16.30 
(0 .29) 
5652 ,35 
(100 .00) 
327 .22 
(3 .19) 
900 .44 
(8 .78) 
2191 .22 
(21.26) 
35 .11 
(0 .34) 
10260.00 
(100 .00) 
34.53 71 .32 1588.65 19.34 6436 .57 
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r 
Science and 
T e c h n o l o g y 
Genera l 
Economic 
Services 
Social 
Services 
Genera l 
Serv ices 
Grand total 
(0 .54) (1 .11) (24.67) (0 .30) (100 .00) 
251 .47 1664.19 2415 .00 23 .65 1 1400.00 
(2 .21) (14 .60) (21 .18) (0 .21) (100 .00) 
20 .29 24 .56 1229.21 6.08 5104 .08 
(0 .40) (0 .48) (24.08) (0 .12) (100 .00) 
Source : - Mid Term appraisa l of year p lan, G o v e r n m e n t of 
India , P lann ing Commiss ion , N. Delhi , (Oct . 2000) , p -473 -474 . 
• U n d e r "Ambedka r Gram Vikas , Y o j n a " the Pub l ic Works 
Depa r tmen t had launched a special scheme of connec t ing 
schedu le - cas tes / t r ibes domina ted v i l l ages of the State with 
the main link roads during 1995-96. The cons t ruc t ion of link 
road in 1500 Ambedkar Vi l lages was s tar ted by the P.W.D. 
in 1995-96. The depar tment genera ted an amount of 
Rs .97 .37 Crore f rom its own and other r e sou rces . This 
amoun t was u t i l izedin l inking 703 v i l lages up to the paved 
level and 461 vi l lages up to the br ick paved level . Dur ing 
1995-96, an amount of R s . l O l Crore was spent and about 
728 Ambedka r vi l lages were connec ted wi th the paved level 
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link roads. During Ihc year, 1997-98, About 1116 Anihcclkar 
v i l l ages were connec ted with the paved level link roads. 
Targe t was f ixed to 600 to 1000 v i l lages wi th c laygr i t level 
roads in June, 1998 be tween Augus t and Oc tobe r and the 
cost of connec t ing 2,781 v i l lages with l ink roads during 
1997-98 was estimated at Rs. 305.18 Crore. 
• In Pr ime M i n i s t e r ' s Rural Road Scheme, The Central 
Gove rnmen t has devised a wel l conce ived and t ime bound 
p r o g r a m m e for rural road which a imed at connec t ing wi thin 
the 3 years , every vi l lage that had a popu la t ion of more than 
1000, th rough good a l lweather roads . By 2007, every vi l lage 
wi th a popu la t ion of more than 500 wil l be s imi lar ly 
connec ted . Government a l loca t ion for the p r o j e c t in its f i r s t 
yea r is Rs. 5000 Crore. The Min i s t ry of Rural Deve lopmen t 
is the adminis t ra t ive minis t ry , r e s p o n s i b l e for the 
imp lemen ta t ion of the rural roads componen t in the form of 
Pr ime M i n i s t e r ' s Rural Road Scheme . ' 
Accord ing to 1991 census a round 3.1 mi l l ion 
househo lds were wi thout shel ter and ano the r 10.31 mil l ion 
househo lds were res id ing in unse rv iceab le K u t c h a houses . 
As noted by India - 2001, Ministry of Information and Broad Casting, G.O.I., New Delhi 
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C o n s i d e r i n g the magni tude of the problem, a Na t iona l Housing 
Habi ta t Pol icy was announced in 1998 which a imed at p rovid ing 
House for all and fac i l i t a t ed the cons t ruc t ion of 20 lakh addi t ional 
hous ing uni ts (13 lakh in rural areas) annua l ly wi th an empahas is 
on ex tend ing bene f i t s to the poor and depr ived . G o v e r n m e n t was 
commi t t ed to the goal of ensur ing shel ter fo r all by the end of 10^'' 
p lan pe r iod . 
• " Ind i ra Gandhi Awas Yo jna" was also s ta r ted to provide 
ass i s t ance to the be low pover ty l ine househo ld s , be long ing 
to schedu le cas tes / t r ibes and f r ee bonded labour ca tegor ies 
The Cent ra l Ass i s t ance under the lAY fo r the yea r 2001-02 , 
is Rs, 1618 Crore for cons t ruc t ion / up g rada t ion of 1.3 
mi l l ion houses . So far , an amount of R s . l 0 9 8 crore has been 
r e l eased dur ing 2001-02. 
• " S a m p o o r n a Grameen Rozgar Y o j n a " ( S G R Y ) was launched 
in Sept. 2001, to provide wage emp loymen t in rura l areas as 
also food secur i ty , a long wi th the c rea t ion of durable 
communi ty , social and economic assets . The scheme is be ing 
imp lemen ted on a cost shar ing rat io of 75:25 be tween the 
Cen t re and State Government . The ongo ing E m p l o y m e n t 
A s s u r a n c e Scheme (EAS) and Jawahar Gram Samr idh i Yojna 
( JGSY) were fu l ly in tegra ted wi th scheme with e f f e c t f rom 
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Apri l 1, 2002. 
• The "Acce le ra ted Rural Water Supply Prograininc" 
( A R W S P ) cur ren t ly implemented th rough the R a j i v Gandhi 
Na t iona l Dr inking Water Miss ion in the depa r tmen t of 
Dr ink ing Wate r Supply, has been in ope ra t ion s ince 1972-73 
to ass is t the state to acce le ra te the pace of cove rage of safe 
and adequa te dr inking water supply f ac i l i t i e s to the rural 
popu la t i on . The cur ren t ly a l loca t ion for th is p r o g r a m m e has 
been enhanced f rom Rs. 1960 Crore in 2 0 0 1 - 0 1 to Rs. 1975 
Crore in 2001-02 . 
• The Prov i s ion of Safe Dr inking Wate r Supply and Sani ta t ion 
f ac i l i t i e s is a bas ic necess i ty of the l i fe and a c ruc ia l input 
in ach iev ing the goal of "Hea l th For Al l" . The n in th f ive 
yea r p lan envisages provis ion of po tab le d r ink ing water to 
every se t t l ement in the count ry on a sus t a inab le bas is and 
the pursu i t of all poss ib le measures fo r the rap id expans ion 
and improvemen t of sani ta t ion f ac i l i t i e s in rura l and urban 
areas . P rov i s ion of safe dr inking wa te r of san i t a t ion is a 
state sub jec t and it is the p r imary r e spons ib i l i t y of the state. 
However , the Centra l Government has been supp lemen t ing 
the e f fo r t s of the State through f inanc ia l and t echno log ica l 
inputs under Cent ra l ly Sponsored Schemes . 
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• " J a w a h a r Gram Samridhi Yo jna" ( JGS) was in t roduced in 
Apr i l , 1999 by re - s t ruc tur ing the J awaha r Rozgar Yojna . It 
is be ing implemented as a Cen t ra l ly Sponso red Scheme on a 
cost shar ing rat io of 75:25 be tween Cen t re and State 
Gove rnmen t . Its objec t ive is the c rea t ion of durable 
p roduc t ive communi ty asset and the gene ra t i on o f wage 
e m p l o y m e n t for the rural unemployed poor . 
• The "Employmen t Genera t ion And Pover ty Alleviat ion 
P r o g r a m m e " has cont inued its emphas i s upon spec i f i ca l ly 
des igned p rogrammes in rural and u rban areas for 
emp loymen t genera t ion and pover ty a l l ev ia t ion . In the year 
2001-02 , a budge ta ry out lay of Rs. 9 ,765 Crore was 
p rov ided under plan p rov i s ions by Min i s t ry of Rural 
Deve lopmen t for rura l deve lopment , rura l e m p l o y m e n t and 
pover ty a l lev ia t ion p rogrammes as compared to Rs .9 ,270 
crore in 2000-01 , exc luding Pradhan Mant r i Gram Sadak 
Yojna , fo r which Rs .2500 crore were sepa ra t e ly a l lo t ted in 
the yea r 2001-01 and 2001-02. 
• The "Rura l E lec t r i f i ca t ion P rog ramme" is v i ewed as a pr ime 
mover for rura l deve lopment . E lec t r i c i ty is not only the 
bas ic requ is i t e fo r indus t r i a l i za t ion but it a lso con t r ibu tes 
s ign i f i can t ly in increas ing agr icu l tu ra l p r o d u c t i v i t y and 
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other j o b s and income genera t ion ac t iv i t i es , bes ides 
enhanc ing the qual i ty of l ife in rural areas and in con t ro l l ing 
migra t ion f rom rural urban areas. Out of 587, 258, total 
inhab i ted v i l lages in the count ry (as per 1991 census) 
506 ,916 v i l lages (86 .3%) have been dec la red e l ec t r i f i ed by 
March^ 2000. Remain ing about 80 ,000 v i l l ages are still 
awai t ing the basic ameni ty . Th i r t een s ta tes have been 
dec la red 100% e lec t r i f i ca t ion of f e a s i b l e vi l lages . 
Rema in ing une lec t r i f i ed v i l lages of the coun t ry are most ly in 
s ta tes Viz . , U.P. 29 .62%, Bihar 24 .54 , Or issa 14.75%, 
W.Benga l 10.5%, Assam 7.09%, Megha lya 3.72%), Arunachal 
P radesh 1.88%, M.P. 3 .98% and R a j a s t h a n 3.05%. Out of 
about 80 ,000 vi l lages that remain to be e l ec t r i f i ed in the 
count ry , about 62000 vi l lages could be connec t ed wi th the 
grid us ing convent iona l means . The r e m a i n i n g 18000 
v i l l ages lac ta ted in remote areas would have to be e lec t r i f i ed 
us ing non-conven t iona l sources of energy. It is p roposed 
that 100%) e lec t r i f i ca t ion of 62000 v i l l ages would be 
ach ieved by the end of lO"" plan. The e l ec t r i f i ca t i on of 
62000 v i l lages would be achieved by the end of 10^ *" plan. 
The e l ec t r i f i ca t ion of remote v i l l ages n u m b e r i n g around 
18000 is p roposed to be achieved by the end of e leventh 
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plan." 
A 'Na t iona l Agr icul tura l Insurance Scheme or "Rash t r iya 
Kir i sh i Bima Yojna" was s tar ted in 1999-2000 to p ro tec t the 
f a rmer s f rom natura l ca lamit ies . This s cheme envisages 
coverage of all food crops (Cerea ls and Pulses ) , oi lseeds, 
ho r t i cu l tu ra l and commerc ia l crops. It covers all fa rmers 
(Loaness and non- loaness ) . The p remium ra tes vary f rom 
1.5% to 3 .5% of sum assured for food crops . In case of 
ho r t i - cu l tu ra l and commerc ia l crops , f a rmer s are ent i t led to 
a subs idy of 50% of the p remium charged . The subs idy is 
shared equal ly be tween the Governmen t of India and the 
States . Under this scheme, each state will be required to 
reach the level of Gram Panchaya t at the unit of insurance in 
a max imum per iod of 3 years . 
The impor tan t decision.<; about the "Ki san Panchaya t and 
Sharamik Panchaya t " were also taken by the U.P. 
Gove rnmen t in Feb. , 2001. Under Kisan Panchaya t , the 
Note :- Figure are collected from various sources such as Statistical Abstracts of India 
and Mid term Appraisal of 5 year plan. Govt, of India, New Delhi 
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f o l l o w i n g steps were taken:-
o A regular 12-hour power supply to f a r m e r s ; 
o W i t h d r a w of tax f rom t rac to r - t ro l l eys ; 
o Exempt ion of reg i s t ra t ion of ce r ta in veh i c l e s which are 
used in agr icul tura l sector ; 
o W i t h d r a w of t rade tax f r o m p h o s p h a t e and po tash 
fe r t i l i ze r s ; 
o An addi t iona l 300 mw of e lec t r i c i ty f r o m the NTPC to 
ensure an un in te r rup ted power supply . 
In "Sha ramik Panchaya t " (Under the N a t i o n a l labour 
scheme) in U.P. , 302 schools are opened for chi ld l abourers , 
17,487 such chi ldrens are s tudying in these schoo l s and are 
be ing prov ided f ree r e f r e shmen t s , lunch and a scho la r sh ip of 
Rs. 100 
Agricultural Deve lopment 
The t r anspor t sys tem in U.P. cons is ts of d i f f e r e n t modes of 
t r anspor t - rai l , road and water . The most impor t an t among these, 
in re la t ion to agr icu l tura l deve lopment is the m e t h o d of moving 
goods and passengers through roads . D e v e l o p m e n t of road 
t ranspor t sys tem a f fec t s the agr icu l tu ra l d e v e l o p m e n t by 
increas ing p roduc t ion through opt imum u t i l i sa t ion of r esources 
and by br ing ing about non-economic changes in the rural 
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f r a m e w o r k . With an improved system of road t ranspor t , llicre is 
l ikely a r educ t ion in the cost of agr icul tura l p r o d u c t t ranspor ted 
f rom one p lace to another . It resul ts in the m o v e m e n t of goods 
wi th speed , sa fe ty and dependabi l i ty . Thus the p rope r u t l i sa t ion of 
r e sou rces would lead to an expans ion of ag r i cu l tu ra l deve lopment 
in the state. 
U.P. , which is cal led the c o u n t r y ' s agr icul tura l 
hea r t l and and has p len ty of r ich a l luvial soi ls and abundan t ground 
and su r f ace water , is not only the most popu lous s tate with more 
than 173 mi l l ion people , which is 16% of I n d i a ' s total popula t ion 
but also larger than most of the count r ies in the wor ld . Almost 
80% of its popu la t ion live in v i l l ages / rura l a reas , hav ing the 
agr icu l tu re as their main occupat ion . Table n u m b e r 5.4 shows the 
pe rcen t age of rura l people in U.P. as agains t India . 
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Table No. 5.4 
Populat ion Census - 2001 
Par t i cu la r s 
U.P. India 
Popu la t ion 
data 
Percentage Popu la t i on data Percentage 
Total 
popu la t ion 
16 ,60 ,52 ,85 
9 
102 ,70 ,15 ,247 
Male 87466301 52.67 5 3 1 2 7 7 0 7 8 51.73 
Female 7 ,85 ,86 ,558 47.33 49, 57, 38 ,169 48 .27 
Rura l 13 ,15 ,40230 79.22 7 4 , 5 7 , 3 8 , 1 6 9 72.21 
Urban 34512629 20.78 2 8 5 3 5 4 9 5 4 27.79 
Li te racy 
Male - 70.23 - 65.38 
Female - 42.98 - 54.16 
Dens i ty of 
popu la t i on 
(Per . 
Sq .Km. ) 
689 324 
Annua l 
exponen t i 
al g rowth 
rate 
2.30 1.93 
Source : - F igures co l lec ted f rom India 2002 and E c o n o m i c Survey 
of India 2001-2002 
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The pe rcen tage of rural popula t ion of U.P. was as high as 86% as 
compared to 80% of the country as a who le in 1971. whi le in 
1991, the rural componen t of the s t a t e ' s popu la t ion was 80 .16% as 
agains t the urban component of 19.84%. In 2001 as table no .5 .4 
shows, the pe rcen tage of rural popula t ion was 7 9 . 2 2 % as against 
the rura l componen t of the count ry of 72.21%). There is a 
con t inuous s t ream of f low of rural popu la t ion in to the u rban areas 
in sea rch of a be t te r l iving. But agr icu l tu re is sti l l the main 
occupa t ion of the rura l people . 
The economy of U.P. p r imar i ly agra r ian in na ture , has 
29.8 mi l l ion hec ta res of repor t ing area and in t e rms of spat ial 
ex ten t is fou r th in the country a f te r Madhya P radesh , Maharash t r a 
and Ra ja s than . On account of var ie ty of soi ls and c l imat ic 
cond i t ions , the state has nine agro c l imat ic zones wh ich show 
va r i a t ion in p roduc t iv i ty of var ious types of f o o d gra ins . 
The s ign i f i can t cont r ibu t ion of U.P. in f o o d grains and 
commerc ia l crops is due to its r ich a l luvia l soi ls (61%) of total ) 
and vas t i r r iga t ion ne twork cont r ibu t ing 69% of the net cul t iva ted 
area as agains t 38% of the country . The state is on the top in total 
c ropped area (26.1 mi l l ion hec ta res ) and con t r ibu te s 23% to the 
Na t iona l Food Basket . The net cul t iva ted area of the state is 
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around 17.5 mi l l ion hec tares and the c ropp ing in t ens i ty is 149.5% 
which is well above that of the nation ( 1 3 2 . 7 % ) ' . 
Table no. 5.5 shows that U.P. is the la rges t p roducer of 
f o o d g r a i n s in India. It p roduced 37% of c o u n t r y ' s total wheat , 
15% of the total r ice, 12.37% of total course ce rea l s and 19.4% of 
the to ta l pu l ses in the country . Its con t r ibu t ion in the p roduc t ion 
of r apeseed and mus ta rd is 18.79%) in suga rcane , 38.56%) and in 
the p r o d u c t i o n of po ta to , its con t r ibu t ion is 42.34% in the total 
p roduc t i on in the country . "It has about 10 mi l l ion tones of 
surp lus f o o d gra ins a f te r meet ing its h o u s e h o l d s and other 
r equ i r emen t s of food . The state has ach ieved a r ecord p roduc t ion 
of 452 lakh M.T. food grains , dur ing 1999-2000 su rpass ing all 
p rev ious records .^ 
Horticulture Deve lopment 
Hor t i cu l tu re inc ludes a wide range of crops n a m e l y f ru i t s , 
vege tab les , tuber crops, f lowers med ic ina l and a romat i c p lants , 
mushrooms , p lan ta t ion crops and spices etc. Hor t i cu l tu re 
deve lopmen t in the count ry cont inues to make s teady progress in 
the p roduc t ion of agr icul tura l p roduc t s . India is the largest 
p rocuce r of f ru i t s and vege tab les in the wor ld . It l eads the wor ld 
The Times of India, New Delhi, Saturday Feb., 17, 2001 p-19 
• The Times of India, New Delhi Saturday Feb., 17, 2001 p-19 
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in the p roduc t i on of mangoes , bananas , spotas and acid l imes. By 
the end of VIIl"" 5 year plan (1996-97) , the coverage under the 
f ru i t s , vege tab les and po ta toes cu l t iva t ion was 8 .10 Lakh hectares , 
9 .97 lakh hec ta res and 4.25 lakh hec ta res r e spec t ive ly and the 
p roduc t ion was 81.78 lakh tones, 155 lakh tones and 84 lakh tones 
r e spec t ive ly . The produc t iv i ty of these crops was 10.09, 15.94 and 
19.76 tonnes per hec tare . 
In U.P. there are 16 bel ts of mangoes , guavas and 
aonlas . The area and produc t ion of f ru i t s in the f i r s t f ive year plan 
is es t imated to have been 1.00 Lakh hec ta re and 5 .00 lakh metr ic 
tones r e spec t ive ly . It increased to 6.98 lakh hec t a r e s and 56.60 
lakh met r i c tones at the end of V f " f ive year p lan. In the seventh 
plan, wi th in t roduc t ion of a number of area based f ru i t crop 
schemes , the level of area and p roduc t ion of f ru i t s apprec iab ly 
inc reased . The area, p roduc t ion and p roduc t iv i t y of f ru i t s in 
d i f f e r e n t yea rs is shown in table no. 5.6 
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Table No. 5.6 
Area , Production and Productivi ty of Pruits in H.P 
Year Area(Lakh hec. ) Product ion ( lakh m. 
tones) 
Product iv i ty 
(m. tones /hec . ) 
1984-85 5 .80 38.39 6 .62 
1986-87 6.25 49.45 7.91 
1988-89 6.75 52.61 7 .79 
1989-90 6.98 56.60 8 .10 
1996-97 8.10 81.78 10.09 
1999-2000 8.38 85.00 10.14 
Source :- U.P. Annua l 1996-97 and the Times of India , New Delhi 
Sat, Feb, 17, 2001 p-17 
Table No. 5.6 shows that in 1984-85, 38 .39 lakh tones 
of f ru i t s were p roduced whi le in 1999-2000 the p roduc t ion of 
f ru i t s was inc reased up to 85.00 lakh tones . These f ru i t s are sent 
to each and every corner of the count ry by the means of road 
t ranspor t . 
In the f ie ld of f ru i t s and v e g e t a b l e s ' p roduc t i on , India 
occupies the second pos i t ion in the wor ld . In India U.P. has a 
s ign i f i can t pos i t ion in the p roduc t ion of f ru i t s and vegetables- It 
con t r ibu tes 8% of f ru i t s and 20% of vege tab les of the c o u n t r y ' s 
total . 
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The area under vegetable p roduc t ion in the f i r s t f ive 
year plan was 1.00 lakh hectares , which inc reased up to 7 .41% 
lakh hec ta res at the end of sixth five year plan. At the end of 8"' 
f ive year plan, this area increased up to 9 .97 lakh hec t a re s . Table 
No. 5-7 shows the area, p roduc t ion and p roduc t iv i t y per hec ta re of 
vege tab le s in d i f f e r e n t years . 
Table No. 5.7 
Area , Product ion and Product iv i ty /Hec of V e g e t a b l e s in U .P. 
Year Area (Lakh 
hec ta re ) 
P roduc t ion 
( lakh M. tones ) 
P roduc t iv i ty 
(M. tones /hec ) 
1984-85 7.41 89.92 12.13 
1986-87 7.71 100.46 13.03 
1989-90 8.30 108.40 13.06 
1996-97 9.97 155.00 15.54 
1999-2000 10.4 165.00 15.86 
Source - U.P. Annua l 1996-97 and the Times of India , N e w Delhi , 
Sat; Feb. , 17, 2001 p-17 
Table no. 5.7 shows that dur ing the yea r 1999-2000 . 165 lakh 
mi l l ion tones of vege tab les were p roduced wh i l e dur ing the year 
1984-85, to ta l vege tab le p roduc t ion in the s tate was only 89.92 
lakh m. tol ies. Vege tab les in U.P. are mos t ly sown in rural areas 
and they are of pe r i shab le na ture , so they need regular and speedy 
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mode of t r anspor t . Road t ranspor t is the most impor t an t means of 
t r anspor t fo r speedy and comple te ly m o v e m e n t of vege tab les . 
Hundreds of tonnes of vegetables move f rom U.P. to Uttranclial 
every year th rough the mode of road t r anspor t because ra i lway 
t r anspor t is not poss ib le in many of the hi l ly reg ions . 
The p roduc t ion of po ta toes in U.P, has been 
ou t s t and ing ; Al though . Up to the IV *^" f ive p lan , the area and 
p r o d u c t i o n of po ta to had been cons i s t en t ly inc reas ing , yet the 
impac t was not sus ta inable . The area upto the IV"' p lan increased 
to 1.87% lakh hec ta res as against a meager of 0 .97 lakh hec ta res 
in the f i r s t p lan . By the end of VI^'' p lan , howeve r , the areas under 
po ta toes inc reased to 3.05 lakh hec ta res r eg i s t e r ing a sharp j u m p 
of 1,18 lakh hec tares . On the p roduc t ion side, the t rend was 
s imi lar . The level of p roduc t ion of po ta toes in the f i r s t f ive year 
plan was 6 .86 lakh metr ic tones, which rose to 17.20 lakh metr ic 
tones by the end of IVth f ive year p lan. From the Vth plan 
onwards , a s teep r ise in p roduc t ion s tar ted and by the end of 
VIII'^ f ive yea r plan, it reached upto 84.00 lakh met r i c tones . U.P. 
is, thus a leading state of the count ry in r e spec t of pota to 
p roduc t ion . The Government is laying s t ress on increas ing 
p roduc t iv i ty in p lace of expans ion in cu l t iva t ion area - High 
y ie ld ing and diesel disease - f r ee p o t a t o e s ' seed is be ing 
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dis t r ibu ted through 21 depar tmenta l f i rms. In all, 37000 quintals 
p o t a t o e s ' seed was dis t r ibuted during 1996-97. Dur ing 2000-2001 , 
U.P. accoun ted for 41 .82% of total po ta to p roduc t i on in the 
count ry . Table No. 5.8 shows the area, p roduc t ion and 
p roduc t i v i t y /hec t a r e of pota to in d i f f e r e n t years 
Table No. 5.8 
Area Production and Product iv i ty 
Hectare of potatoes in U .P . 
Year Area (Lakh 
hec . ) 
P roduc t ion 
( lakh. m. 
tones) 
P roduc t iv i ty 
(M. tones /hec) 
1984-85 3.09 52.56 17.00 
1986-87 2.83 54.65 19.33 
1989-90 3.37 61.78 18.33 
1996-97 4.25 84.00 19.76 
1998-99 6.45 95 .34 14.76 
1999-2000 5.18 104.60 20 .19 
2000-2001 3 .99 84.97 21 .29 
Source : F igures c o u t c M r o m U.P. Annual (1996-97) I n f o r m a t i o n 
and Publ ic Re la t ions Depar tment , U.P. Lucknow and Sta t i s t ica l 
Abs t r ac t of India , C.S .O. , Min is t ry of S ta t i s t ics & P r o g r a m m e 
Implemen ta t ion , G.O.I . , N. Delhi (1999and 2 0 0 1 ) . 
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Table no. 5.8 shows that the p roduc t ion of po ta toes 
dur ing the yea r 1984-85, was 52.56 met r ic tones , which was 
inc reased upto 104,60 metr ic todies in the yea r 2000. Road 
t r anspor t is the only mean of t r anspor t in mov ing the extra 
p roduc t i on to the p laces of consumpt ion m all over the count ry . 
U.P. is the largest sugercane p r o d u c i n g state in the 
count ry . The state a lone accounts for 5 0 % cane area of the 
coun t ry , 4 0 % of the cane p roduc t ion and 30% of the sugercane 
product ion^ about 36 lakh cane growers supply cane to 119 suger 
mi l l s in the state through 170 co-opera t ive cane deve lopment 
soc ie t ies e lec ted by them. During the year 1996-97, cane was 
sown in the areas of 25 .14 lakh hec ta res and about 1480.86 lakh 
td^es of cane was p roduced . Similar ly , 434 .92 tonnes of cane was 
c rushed and 24 .20 lakh tdlies of suger was p r o d u c e d dur ing the 
year . "Ta rge t s were f ixed to sown cane in the area of abou t 24.20 
lakh hec t a r e s and p roduce 1488.30 lakh tolies of cane dur ing the 
yea r 1997-98 ' . Out of this 550 .65 lakh to'hes of cane was to be 
c rushed by suger mil ls in order to achieve the t a rge t of p roduc ing 
49 .56 lakh tolies of suger dur ing the per iod . It may be reca l led 
that the s tate earned the d is t inc t ion of be ing f i r s t in the country in 
U.P. Annual 1996-97. Information and Public Relations Department, U.P. Lucknovv, p-120 
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the p roduc t ion of suger. 
Keep ing in view the fac t that suge i in i l l s and cane 
growers are complementa ry to each other , the Government 
announced a three year long term cane supply po l i cy in the 
in te res t of both. Under the new d i spensa t ion , the cane growers 
wil l be aware af the quantum of cane to be p u r c h a s e d by the suger 
mi l l s dur ing the crushing season. Thus, they wil l g row that much 
cane in thei r f i e ld s . A special member sh ip dr ive has been l aunched 
to ensure 100% coverage of cane growers . A r r a n g e m e n t s have also 
been made to ensure purchase of upto 85% cane by the sugermi l l s . 
It was es t imated that 1625 lakh to'hes of cane wil l be p roduced by 
the end of f ive year plan in order to cater the needs of suger 
mil ls . 
U.P. thus , is the largest p roduce r of sugar cane in the 
count ry hav ing sugarcane average of 2 .38 mi l l ion hec ta re s 117 
suger mi l l s having total ins ta l led capaci ty to crush 0 .283 mi l l ion 
tonnes of sugercane per day. Table No. 5.9 shows the cane 
p roduc t i on , Its area and average p roduc t iv i ty . 
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Table No. 5.9 
Cane Production, Its Area and Average Productivity 
Year Cane area Production Average 
product iv i ty 
(Tonnes /hec) 
1992-93 18.07 1004.22 55.58 
93-94 18.60 1099-93 59.13 
94-95 20.53 1228.39 59.84 
96-97 25.14 1480.86 58.90 
98-99 19.02 1163.03 61.12 
2000-01 19.47 1065.88 54.74 
2001-02 26.21 1625.00 61 .99 
Source - Figures col lected f rom:-
• U.P. Annual (1996-97) ; 
** Stat is t ical abstract of India, C.S.O., Minis t ry of Sta t is t ics 
and Programme Implementat ion, G.0.1 , New Delhi ( 1999 -2001) . 
Above table shows that the product ion of sugercane 
has increased f rom 1004.22 Lakh tones in 1993 to 1480,86 lakh 
tones in 1997. The increase in the p roduc t ion of suger cane, 
vegetables , pota toes , f ru i t s and food grains is due to the role of 
road t ranspor t because it provides bet ter qual i ty of seeds. 
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f e r t i l i z e r s and pes t ic ides , farm inachinery and modern technology 
to the peop le of rura l areas. 
The food indust ry is of a special in te res t as it is one of 
the mos t l inkage in tens ive indus t r ies and also of g rea t impor tance 
in many deve lop ing countr ies . It genera tes ex tens ive and s t rong 
local l inkages as a resul t of the use of p e r i s h a b l e agr icul tura l 
inputs such as milk and vege tab les . D i f f i c u l t i e s in impor t ing the 
r equ i r ed inputs , coupled wi th res t r i c t ions on land ownersh ip in 
many coun t r i e s can make it necessa ry for fo re ign a f f i l i a t e s in food 
p roces s ing to re ly on sourc ing f rom domes t i c p r o d u c e r s and to 
engage in e f fo r t s to develop new and upgrade ex is t ing supp l i e r s . ' 
Fi led Research conducted by U N C T A D in India in 
2001 involved in te rv iew wi th four lead ing f o r e i g n a f f i l i a t e s of 
TNCs in the Food Process ing Indust ry Of India (Pepsi Food Ltd., 
Glaxo smith kl ine, Beecham Ltd., Nes t le India Ltd. And Cadburg 
India Ltd . ) . I t revea led that each f i rm on average sourced local ly 
93% of thei r r aw mater ia l ( tomato , po ta to , basma t i r ice , ground 
nut, cocoa , f r e s h milk, suger, whea t f lour etc) . This high level was 
ach ieved in par t as a resul t of comprehens ive e f fo r t s by these 
' World Investment Report, 2001, Indian Edition, Bookwell, 2/72, Nirankar Colony, Delhi - 110009, 
p-145 
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compan ie s to assis t in the development ol" local supp l i e s . ' 
A repor t based on the impact of a number of food 
p roces s ing p ro jec t s by fore ign a f f i l i a t e s ind ica ted that fore ign 
a f f i l i a t e has con t r ibu ted to bet ter f a rming p rac t i ces (e .g. , hybrid 
seeds and t r anspor ta t ion innova t ion) that r e su l t ed increas ing 
incomes and yields^. 
Road t ranspor t , a basic and f u n d a m e n t a l necess i ty of 
mank ind thus , f unc t i ons in an excep t iona l ly f l ex ib l e and 
d ive r s i f i ed manner , supp lement ing other modes of t r anspor t a t ion , 
open ing up new areas and o f fe r ing new serv ices . Door to door 
co l lec t ion and de l ivery is poss ib le in the case of road t ranspor t . 
Goods are loaded di rect ly to the vehic le and car r ied to their 
des t ina t ion wi thou t fu r the r handl ing . The risk of damage and the f t 
is much less. It resu l t s in saving of both t ime and cos ts . It is fas te r 
over shor ter d i s tances than rail . It is of pa r t i cu la r advan tage to the 
fa rmers . Good roads help the fa rmers to move the i r p roduce , 
pa r t i cu la r ly pe r i shab le produc ts like vege tab les and f ru i t s quickly 
to the mand i s and market p laces . Sugarcane is supp l i ed f r o m the 
f i e lds of f a rmer s to the purchas ing cent res of sugar mi l l s only by 
the bul lock carts and t ractors . Trucks are used to car ry this 
' Ibid, p-145 
^Ibid., p-145 
205 
suga rcane f rom the purchas ing centres to the mil l . Road t ranspor t , 
thus , b r ings the vi l lages into contac t with the towns and ci t ies . 
The road t r anspor t ne twork under pr iva te sec tor r eaches a lmost 
every nook and corner of the state and car r ies bo th pa s senge r s and 
goods . A good deal of the volume of in te r - s t a t e and in t ra -s ta te 
goods t r a f f i c is hand led by Private Sector Road Transpor t 
Opera to r s Or Truck Union. Unl ike ra i lways , a i rways and water 
t r anspor t , wh ich main ta in o f f i c i a l records of goods movemen t , no 
such record is kept by road t ranspor t opera tors . But va r ious survey 
repor t s reveal that ma jo r goods t r a f f i c of the s ta te inc lude wheat , 
r ice , sugarcane , vege tab les and other ag r i cu l tu ra l and indus t r ia l 
p roduc t s . In the words of economis t Je remy B e n h a m . "Roads are 
the ve ins and ar ter ies of a count ry th rough w h i c h channe l s every 
improvemen t c i rcu la tes . " Road t ranspor t thus , p lay a great role in 
in te r - s ta te and in t ra -s ta te movement of agr icu l tu ra l p roduc t s in the 
state and p rov ides a great po ten t ia l of expor t of agr icu l tu ra l 
p roduces to the state, which makes up 21% of I n d i a ' s to ta l expor t . 
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INDUSTRIAL D E V E L O P M E N T 
Keeping in view the important role of road t ransport in industrial 
deve lopment of the rural areas, the State Govt, is doing its best 
for a ba lanced and speedy development of indus t r ies by creat ing 
f avourab le condi t ions for instal la t ion and expans ion of industr ia l 
deve lopment . The Government o f fe r s immense poss ib i l i t ies of 
es tab l i sh ing agro-based industr ies such as p rocess ing of cereals, 
pulses , oi lseeds, foods and vegetables . In food preserva t ion and 
process ing , the agr icul tural produce has resul ted in genera t ion of 
employment , earning of fore ign exchange and increase of incomes 
in rural areas. It is therefore , necessary to induce the industry to 
rural areas with good roads and bet ter t ranspor t system where the 
raw mater ia l is avai lable. 
U.P. Occupies the f i rs t posi t ion in the product ion of 
sugar in the country. A large quant i ty of cane p roduce in the state 
is used for the manufac tur ing of Khandsar i . Khandsar i units in the 
smal l -scale industr ies sectors have given strength to rural 
economy of the state. Early var iet ies of cane are being developed 
on large scale by way of the e f fo r t s made for their deve lopment , 
wide publ ic i ty and optimum use of fe r t i l i zers and insec t ic ides . A 
comprehens ive scheme of const ruct ion of inter vi l lage roads has 
been taken up for ensuring quick supply of f r e s h cane to 
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sugermi l l s Cur ren t ly , the total c rush ing capac i ty of 117 suger 
mil ls IS 4 ,33 ,883 T C D Besides , 46 le t te i s of in ten t have been 
issued by the Govt of India for opening of new sugar mil ls Of 
these , the l i censed crushing capaci ty of only B e g r a j p u r sugar mill 
in Dis t r i c t B i jno r is 5000 T C D The l i censed c rush ing capaci ty of 
the res t of sugar mil ls is 2500 T C D Thus , the le t te rs of intent 
fo r the c rea t ion of addi t ional l icensed c rush ing capaci ty of 
1 17,500 T C D m the new sugar mil ls have also been r ece ived ' 
U P IS also the largest milk p ioduce i in the coun t iy with a total 
mi lk p roduc t ion of 1 1 2 mi l l ion tolies Milk p r o c u r e m e n t has 
reached a record wi th more than 14 lakh l i t res of milk pu rchased 
by P C D F in the year 2000, making the la rges t con t r ibu t ion to 
the Na t iona l mi lk grid^ 
Cons ide r ing the surplus ava i lab i l i ty of milk in the 
state , there is cons iderab le scope for se t t ing up of milk p rocess ing 
p ro j ec t in eas te rn U P for manufac tu r ing of va lue added p roduc t s , 
inc lud ing lac tose casein, whey pro te in , w e a n i n g f o o d s n o n - d a i r y 
codes whi t ene r , baby food , but ter and Cheese There is vas t 
po ten t ia l fo r se t t ing up uni ts based on the agr i cu l tu ra l p roduce in 
the state of U P An e f fo r t in this d i rec t ion is the Paddy 
' U P Annual, 1996-97, Information and Public Relations Sept, U P Lucknow pp 121 122 
^ The times of India New Delhi Saturday, Feb , 17 2001 p 19 
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Process ing Complex in Gorakhpur and Basmat i P roces s ing Pro jec t 
in M u z a f f a r - N a g a r . 
Tradi t iona l small indus t r ies like Khadi and handloom, 
vi l lage indus t r ies , hand ic ra f t s se r icu l ture , coir e tc . , which play 
an impor t an t role in the rural economy of U.P. in terms of 
e m p l o y m e n t have recorded a high ra te of growth since 
i n d e p e n d e n c e , in spite of s t i f f compet i t ion f rom the large sector 
and not so encourag ing suppor t f r o m the G o v e r n m e n t . Though, 
they canno t p rov ide fu l l t ime employmen t to worke r s , but ins tead 
can p rov ide only subs id iary or pa r t - t ime e m p l o y m e n t to 
agr icu l tu ra l l aboure rs and ar t i sans . Among t r ad i t iona l vi l lage 
indus t r i es , h a n d i c r a f t s posses the h ighes t l abour p roduc t iv i ty . 
Bes ides , h a n d i c r a f t s make a s ign i f i can t con t r ibu t ion in earn ing 
fo re ign exchange for the sate. On the other hand , t rad i t iona l 
v i l lage and small indus t r ies are largely car r ied on by labourers 
and a r t i sans l iv ing be low the pover ty l ine, whi le modern small 
indus t r ies can provide a good source of l ive l ihood . Hence , if with 
an expans ion of employment , the number of pe r sons l iving be low 
the pover ty l ine has also to be reduced , then a rapid and much 
larger expans ion of the modern small sec tor wil l have to be 
p lanned . Table No. 6.1 gives the f igu res of inves tmen t , 
emp loymen t and no. of v i l lages and small scale uni ts in U.P. s ince 
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i ndependence . 
Table No. 6.1 
Vi l lage And Small Scale Industries In U.P. 
Par t iculars Units 
(No.) 
Employment 
(No.) 
Inves tment 
(Rs. in Crores) 
(1- '^ yr. Plan) 
0 9 5 1 - 5 6 ) 
1,647 29,898 1 1.50 
(2" ' 5^' yr . Plan) 
(1956-61) 
2,824 48,382 19.72 
yr. Plan) 
(1961-66) 
4 ,842 1,14,431 33.83 
(4 ' ' 5yr. Plan) 
(1969-74) 
12,851 1,60,027 45 .94 
(5 ' ' 5yr. Plan) 
(1974-79) 
42,035 4 ,75 ,180 294 .00 
(6^' 5yr. Plan) 
(1980-85) 
1,10,710 9 ,20,756 6 ,76 .00 
(7 ' ' 5yr. Plan) 
(1985-90) 
2 ,16,251 14,450,60 1320.00 
Annual Plan 
(1991-92) 
2 ,62,945 14,58,662 1558.94 
(8^' 5yr. Plan) 
(1996-97) 
2 ,96,338 14,76,097 2 ,597 .00 
(9 ' ' 5yr. Plan) 
(March, 1999) 
4 ,04 ,617 15,69,892 3 ,991 .22 
Source: Data extracted f rom Indian p lanning exper ience-A 
stat is t ical p rof i le , Govt, of India, p lanning commiss ion 2001 and 
Ind ia ' s Deve lopment Repor t -Univers i ty Press , YMCA Library 
bui ld ing, Jai Singh Road, New Delhi (2001-2002) . 
210 
Table No-6.2 
Production of some traditional industries of U.P. 
Product ion in '000 tonnes Lakh 
meters 
' 000 metric 
tonnes 
Year Sugar Vegetable 
Oils 
Cot ton 
Cloth 
Cot ton yet 
1989-90 2512 165 1102 1 16 
1990-91 3015 148 1048 127 
1991-92 3264 183 1044 123 
1992-93 3669 206 684 111 
1993-94 2710 210 415 112 
1994-95 3609 232 296 103 
1995-96 4378 231 253 101 
1996-97 4076 N.A. 158.86 N.A. 
1998-99 3727 N.A. - 59.396 
1999-00 5457 252 299.96 N.A. 
2000-01 5309 270 N.A. N.A. 
2001-02 5250 N.A. N.A. N.A. 
Source U.P. Annua l -1996-97 and India-2002. 
The growth of all agro- indust r ies / vi l lage indus t r ies in U.P. , thus, 
depends to a large extent on the avai labi l i ty of fac i l i t i es to take 
21 
the f i n i s h e d goods of these agro-based indus t r i e s to the marke t s 
and to get the supply of raw mater ia l f rom the f i e lds to the 
fac to r i es . Not only this , the migra t ion of worke r s f r o m the remote 
vi l lages to the point of t ransac t ion , (he mobi l i ty of t ra in ing 
fac i l i t i e s in the act of manufac tu r ing ag ro - indus t r i a l p roduc t s and 
the t r ans f e r of t echnology f rom the urban areas to the rural folk 
also depends to a large extent on the ava i lab i l i ty of road t ranspor t 
f ac i l i t i e s . The lack or i n su f f i c i ency of rura l road t r anspor t will 
lead to a number of c runchs in the growth of ag ro - indus t r i e s in 
U.P . 
RURAL M A R K E T I N G 
The U . P . ' s rura l marke t wi th its vas t s ize and d e m a n d po ten t ia l 
o f f e r s great oppor tun i t i e s to marke ters . A lmos t 80% of U.P. 
consumers l ive in rural areas and more than ha l f of the state 
income is genera ted f rom rural areas. In te rms of bus iness vo lume , 
rura l marke t is a big market for food i tems, agr icu l tu ra l inputs and 
even fo r n o n - f o o d i tems. The rural marke t of U.P. has g rown 
s teadi ly th rough the years . Bes ides growth , the compos i t ion of the 
demand has been changing s ign i f i can t ly . The rural marke t 
p rov ides vast po ten t ia l as many new p roduc t s have a l r eady made 
their en t ry into the rural consumer basket . The marke t fo r 
c lo th ing , cosmet ics , to i le t soaps, wash ing soaps , books , househo ld 
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utens i l s , to rches and bat ter ies , sewing mach ines , e lec t r ica l goods, 
b icyc les and other consumable durab les has grown spec tacu la r ly 
in the rura l areas . The upper segments , in pa r t i cu l a r , have started 
buy ing and us ing a var ie ty of modern consumer p roduc t s which 
were ti l l r ecen t ly unknown in the rura l marke t . The rural market 
has been g rowing in magni tude for both t r ad i t iona l and modern 
consumer goods and services . 
Road t ranspor t which is an impor tan t and integral part 
of rura l marke t ing s t ruc ture , helps to b roaden the marke t for goods 
and adds t ime ut i l i ty and place ut i l i ty to the p roduc t s . It assumes 
grea ter impor t ance par t icu lar ly , in rural marke t ing . It f ac i l i t a t e s 
the f r e e f l ow of rural p roduce to consumer cen t res and agr icul tura l 
inputs and consumer goods to rura l areas . The g rowth of rural 
marke t ing to a great extent , depends upon the ava i l ab i l i ty of rural 
road t r anspo r t a t i on in f ra - s t ruc tu re . Be fo re deve lop ing a marke t ing 
and d i s t r ibu t ion s t ra tegy in rural areas , the p r o d u c e r s must 
cons ide r the sys tem of t ranspor ta t ion that they can adopt . In 
dec id ing the sys tem of t r anspor ta t ion , many f ac to r s l ike rura l 
roads ne tworks and types of roads , mode of t r anspor t , na tu re of 
p roduc t , d i s tance to be covered, speed wi th which the goods are 
t r anspor t ed , cost of t r anspor ta t ion etc. , must be taken in to 
account . Among these fac tors , the main f ac to r which grea t ly 
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a f f e c t s Ihc rural Iransporl system and in turn rural market ing, is 
the ava i lab i l i ty of rural roads network, 
U.P. is essent ia l ly an agrar ian economy and road 
cons t i tu te a cr i t ical e lement in the t r anspor t a t ion s t ruc tu re . Road 
t r anspor t p lays an impor tan t role in the economy of the state, as it 
is quick , more convenien t and more f l ex ib le . Many companies 
p r e f e r to t r anspor t their goods by road to sell in rural areas. 
Fur ther , India is a country of v i l lages and it is only roads which 
can connec t v i l lages . Absence of a p roper and adequa te ne twork of 
rura l roads is the main cons t ra in t in rura l t r anspor t wh ich in turn, 
a f f e c t s the marke t po ten t ia l in rural areas . The pos i t ion of rural 
road ne twork in U.P. is very poor as severa l par t s of rura l U.P. 
are not access ib le to the markets . About 36% of the v i l lages in 
the count ry do not have road connec t ion and over 6 5 % of vi l lages 
are wi thou t all wea ther roads . ' Di rec t de l ivery of goods to even 
the top one pe rcen t of vi l lages , costs twice as much as serv ic ing 
urban marke ts . It shows that unless all wea the r roads ne twork is 
ava i lab le in rura l areas, the t r anspor ta t ion of goods and 
commodi t i e s to and f rom rural areas is a d i f f i c u l t task. Today , 
many v i l lages in U.P. have only Kacha roads , w h i c h become 
' Sundharam, K.P.M "Indian Economy", S. Chand and Company Limited, New Dcliii p-126 
^ Gandhi, J.C., Marketing. Tata Mc Grwa - Hill Publishing Ltd, New Delhi, 1991 p-8() 
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u n s e r v i c e a b l e dur ing the monsoon and r a iny s e a s o n s , l eav ing the 
rura l peop le to ta l ly unconnec ted . Rura l m a r k e t s are h a n d i c a p p e d 
in the absence of good road t r anspor t a t ion sys t em. 
Desp i te the above cha rac t e r i s t i c s , the rura l marke t s 
have been unde rgo iug vast changes in the las t f e w d e c a d e s . It was 
obse rved that the rural market in Ind ia s t a r t ed s h o w i n g its 
po ten t i a l f r om 1960 ' s and 9 3 ' s are go ing to see the fu l l 
b l o s s o m i n g of the rura l marke t of l n d i a " \ Rura l p r o s p e r i t y and the 
d i s c r e t i o n a r y income wi th the rura l c o n s u m e r s is d i r e c t l y t ied up 
wi th agr icu l tu ra l p rosper i ty . Due to i m p r o v e d i r r i g a t i o n f ac i l i t i e s 
and m e t h o d s of cu l t iva t ion success of g reen r e v o l u t i o n , wh i t e 
r e v o l u t i o n and green revolut ion , income of ru ra l p e o p l e i n c r e a s e d 
c o n s i d e r a b l y in recent years . Rural soc ie ty is be ing t r a n s f o r m e d 
into a modern , f o r w a r d looking economy, t hanks to the sp read of 
educa t ion mass communica t ion and t r a n s p o r t a t i o n , i n c r e a s e d 
in t e rac t ion with urban people^rural e l e c t r i f i c a t i o n etc" .^ 
Gorakhpur , a distr ict h e a d q u a r t e r in the e a s t e r n U.P. 
and an impor tan t commerc ia l centre , h a n d l e s a l a rge v o l u m e of 
t rade by roads f rom dis tant p laces in U.P . , P u n j a b , R a j a s t h a n , 
Ramasvvaim. V S and Nama Kumari -Marketing Management'', Indian Context. Mc Millan India 
Ltd , New Delhi - 1990, p-49 
' Sanath Lahiri, Evoh'ing an effective strategy tapping the rural markets "Capital"" (Supplement) 22, 
July 1982 
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Bihar , W . B e n g a l and Assam. This mand i is p o p u l a r l y k n o w n as 
Chau r i a S a h e b g a n j Mandi . It p e r f o r m s " p r i m a r y a s s e m b l i n g 
f u n c t i o n s of commodi t i e s b rought d i rec t f o r sa le by p r o d u c e r s 
f r o m v i l l ages s i tua ted wi th an average d i s t ance of 20 mi les . Since 
the h in t e r l and of this market spec ia l i zes , is c o m m e r c i a l c rops like 
suge rcane and o i l seeds . As it is not s e l f - s u f f i c i e n t in f o o d gra ins , 
the f u n c t i o n of sending out the f o r m e r f r o m , and b r i n g i n g in the 
la t t e r to the marke t assumes great impor t ance . La rge q u a n t i t i e s of 
c o m m o d i t i e s rece ived di rect f rom the p r o d u c e r s are sen t out to 
o ther a s sembl ing and d is t r ibu t ing cen t res f r o m th is m a n d i by the 
means of road t ranspor t . 
Trucks play a very s i gn i f i can t ro le in m e e t i n g the 
t r anspor t r equ i r emen t s in the Mandi . B u l l o c k - C a r t s , t r a c to r s , au to-
r i ckshaws and hand -d rawn thelas are used f o r t r a n s p o r t i n g goods 
f r o m the rai l head to var ious t raders and a lso f r o m one t r ade r to 
ano the r in the marke t area. These veh ic les a lso t r a n s p o r t goods of 
one re ta i le r and then to some loca l i t i es in the s u b - u r b s w h i c h fa l l 
w i th in a rad ius of 8 to 10 Kms. f rom the marke t . T h e l a s and au to -
r i ckshaws meet the ent i re needs in the marke t y a r d s . T h e y h a n d l e 
the ent i re goods t r a f f i c f rom the marke t ya rd to the g o d o w n s and 
mil ls . The t r a f f i c f rom the market yard to the rail h e a d is shared 
by bu l lock-ca r t s , au to- r ickshaws , t rac tors and t rucks e tc . 
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Of the road-borne t r a f f i c , the w h o l e of w h i c h comes by 
pucca roads , bu l lock-ca r t s , t rac tors and t rucks p lay an i m p o r t a n t 
ro le , Bul lock car ts are mos t marked in the case of f o o d crops . In 
the case of ou tgo ing t r a f f i c , goods are gene ra l l y t r a n s p o r t e d f r o m 
th is mand i by t rucks as they take shor te r t ime, w h e r e a s a lot of 
t ime is t aken by carts . The suger mil l o w n e r s a l so p r e f e r to 
emp loy t rucks . Since cane can be de l ive red r igh t up to thei r mi l l 
ga tes w i thou t much delay in t ransi t , however , the b u l l o c k car ts are 
p r e f e r a b l e in the fo l l owing c i r cums tances ; -
• Where , there are na r row and ka tcha roads , w h i c h are not 
su i ted for t r u c L s ; 
• W h e n cons ignment s are of small s izes ; 
• The bu l lock - carts are u t i l i zed not on ly fo r t r a n s p o r t a t i o n 
of goods but also fo r fa rm opera t ions . In v i l l ages , car ts are 
mos t ly used for t r anspor ta t ion of manure to the f i e l d s . ; 
• The carts p rov ide a subs id ia ry source of i n c o m e for 
cu l t iva tors of small holdings who carry the i r own p r o d u c e 
and also those of o thers on hire. 
But, inspi te of the above impor t ance of b u l l o c k -
car ts , the " t ruck ing indus t ry has been able to r eco rd its r ap id 
advance because of its inherent abi l i ty to p rov ide and r ende r 
advan tageous services in compet i t ion with o ther modes of 
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t r anspo r t . Speed of service f rom the p l a t f o r m of the cons igno r to 
the door of the cons ignee is one of the mos t i m p o r t a n t advan t ages 
p o s s e s s e d by the t ruck ing indus t ry . The shor t e r t r ans i t t ime by 
mo to r ca r r ie r has p layed a ma jo r role in i n c r e a s e d p a t r o n a g e . The 
i m p o r t a n c e of t rucks can be unders tood wi th the e x a m p l e that the 
m o v e m e n t of goods across the count ry came to a v i r tua l s t ands t i l l 
as t rucks s tayed o f f the road on the f i r s t day of the i n d e f i n i t e 
s t r ike ca l led by the All India Moto r T r a n s p o r t C o n g r e s s , seek ing 
ro l lback of the 35% hike in diesel p r ices . " T h e p r ices of 
vege t ab l e s and f ru i t s s tar ted c reep ing up as a fa l l ou t of the s t r ikes 
by the A . I . M . T . C . , which represen t s 32 T r a n s p o r t F e d e r a t i o n s and 
over 22 lakh opera tors . The str ike has p a r a l y s e d g o o d s m o v e m e n t 
in mos t of the S ta tes . ' 
Roads t ranspor t thus has p l a y e d a p i v o t a l ro le in the 
overa l l d e v e l o p m e n t of the state . It is not o n l y a m e a n s of 
p roduc t ion , it is i tself an objec t of C o n s u m p t i o n . T rave l is 
unde r t aken not only for the purpose of r each ing a d e s t i n a t i o n but 
fo r the e n j o y m e n t also which travel a f f o r d s . As a mean , t r a n s p o r t 
is a par t of the costs of p roduc t ion of the na t iona l d i v i d e n d of 
goods and serv ices and the objec t here to be ach ieved is to b r ing 
The Times of India, New Delhi, Friday, Oct. 23. 1999, p-1 
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these cos ts to a min imum. On the o ther hand t r anspo r t as a 
c o n s u m p t i o n service , as a source of e n j o y m e n t in a d i f f e r e n t 
ca tegory . The ob jec t ive of the economic sys tem is to min imize the 
cost of p r o d u c t i o n and to max imize the ou tpu t of c o n s u m p t i o n 
goods and serv ices- The grea ter the ex ten t to w h i c h c o n s u m e r 
t a s tes fo r t ravel can be g ra t i f i ed , the h igher wi l l be the quan tum of 
e c o n o m i c wel l be ing . ^ Road t ranspor t , thus on the one hand 
p r o m o t e s quick m o v e m e n t of men and ma te r i a l s and on the o ther it 
c rea tes a sense of ac t iv i ty and a le r tness and m a c h i n e m i n d e d n e s s 
in the peop l e and urge not to was te t ime but to p r o d u c e more and 
more and ra ise the s tandard of l iving. 
Deve lopment of Banking Inst i tut ions 
Agr icu l tu re be ing the main o c c u p a t i o n of the reg ion , 
80% of the work ing popu la t ion is engaged in th is t r a d i t i o n a l and 
under deve loped agr icu l ture . The f a r m e r s d o n ' t have so much 
f i n a n c e to meet their agr icu l tura l needs . They need l o a n s / c r e d i t s 
to buy seeds , f e r t i l i ze r s and implemen t s , to p a y t axes to the 
G o v e r n m e n t , to make pe rmanen t improvemen t in lands such as 
d igging and deep ing of wells , f enc ing of land etc. T h e y also 
b o r r o w for unproduc t ive purposes such as fo r c e l e b e r a t i o n of 
' Milne, A M & M A , O B E , - "The Economics of Inland Transport"' Sir Isaac Pilman & Sons 
Limited, London, 1955, p-28 
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m a r r i a g e s , b i r ths and dea ths and f o r l i t i ga t ion etc. These types of 
n e e d s are s a t i s f i ed by money - l ende r s , t r ade r s , c o m m i s s i o n 
agen t s , l and lo rds , f r i e n d s and r e l a t ives of ag r i cu l t u r a l worke r s and 
co t t age e n t r e p r e n e u r s . N o t w i t h s t a n d i n g the pos i t i ve ro le p layed , 
the m o n e y l e n d e r s exp lo i t ed the i l l i t e ra t e a g r i c u l t u r a l w o r k e r s and 
co t t age e n t r e p r e n e u r s by charg ing e x o r b i t a n t ra te of in te res t . 
In v i ew of the m u l t i - p r a c t i c e s a s s o c i a t e d with the 
t r a d i t i o n a l sys tem of rura l f i n a n c e in the c o u n t r y , a n u m b e r of 
o r g a n i z e d f i n a n c i a l agenc ies have been a s s igned the j o b of 
mee t ing f i n a n c i a l r equ i r emen t s of f a r m e r s and co t t age indus t r i e s 
in rura l a reas of the coun t ry i n c l u d i n g U.P.- N A B A R D , S .B. I . , 
C .Bs and C o - o p e r a t i v e banks are some of the o r g a n i z e d agenc ie s 
w h i c h n o w cater to the needs of rura l f i n a n c e . T h e s e banks have 
the mot ives of ra i s ing p r o d u c t i v i t y , a d d i n g to rura l 
i ndus t r i a l i z a t i on , p rov id ing g rea te r e m p l o y m e n t , i nduc ing 
b a l a n c e d reg iona l g rowth and m a x i m i z i n g e c o n o m i c w e l f a r e of the 
rura l masses . 
The Co-ope ra t i ve M o v e m e n t w a s a lso s t a r t ed in Ind ia 
la rge ly wi th a v iew to p rov ide f u n d s to ag r i cu l t u r i s t s and p ro t ec t 
them f r o m the c lu tches of m o n e y l e n d e r s . P r imary ag r i cu l tu ra l 
c redi t soc ie t i e s were s tar ted with ten or more p e r s o n s n o r m a l l y 
be long ing to v i l lage . The na t ional C o m m i s s i o n on ag r i cu l tu re 
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r e c o m m e n d e d the o rgan iza t ion of f a r m e r s ' se rv ice soc i e t i e s to 
p rov ide not only credi t but aJso ag r i cu l tu ra l i n p u t s and t e c h n i c a l 
gu idance to members fo r f o r m i n g l a rge - s i zed m u l t i - p u r p o s e 
soc ie t ies . 
State Co-opera t ive Bank f o r m s the a p e x of the c red i t 
s t ruc tu re in U.P. It f i nances and con t ro l s the w o r k i n g of the 
Cen t r a l Co -Ope ra t i ve Banks in the s ta te . It s e rves as a l ink 
b e t w e e n N A B A R D f rom which it b o r r o w s and the Cen t ra l 
C o o p e r a t i v e Banks (Some t imes known as Di s t r i c t C o - O p e r a t i v e 
Banks are the f ede ra t ions of P r imary Cred i t Soc ie t i e s in s p e c i f i e d 
a reas no rma l ly ex tend ing to the w h o l e d i s t r i c t ) and Vi l l age 
P r imary Socie t ies . 
The Commerc ia l banks have p layed a p r o m i n e n t ro le in 
U . P . ' s rura l deve lopment . These banks lend at a low rate of 
in te res t to the weaker sect ions , p r epa re d i s t r ic t c red i t p lans , 
sea rch for the small bor rowers and p rov ide he lp to a la rge n u m b e r 
of sick and un -economic uni ts . 
The reg ional rural banks were s ta r ted to p rov ide c red i t 
and other f ac i l i t i e s par t i cu la r ly to the smal l and m a r g i n a l f a r m e r s , 
ag r i cu l tu re labourers , a r t i sans and small e n t r e p r e n e u r s so as to 
deve lop agr icu l ture , t rade , Commerce , i ndus t ry and other 
p roduc t ive act iv i t ies in the rural areas . In i t ia l ly , two reg iona l 
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rura l banks were setup on Oct2 , 1975 at M o r a d a b a d and 
Gorakhpur in U.P. These banks d i f f e r f r o m c o m m e r c i a l b a n k s in 
the f o l l o w i n g respec t s . 
• The area of reg ional ru ra l banks is l imi ted to a s p e c i f i e d 
reg ion compr i s ing one or more d i s t r i c t s of the s t a te . ; 
• These banks grant d i rect loans and a d v a n c e s on ly to the 
smal l and marg ina l f a rmer s , ru ra l a r t i s ans and 
agr icu l tu ra l l abourers and o thers of sma l l m e a n s f o r 
p roduc t ive purposes . ; 
• The lend ing ra tes of R .R .Bs are less than the p r e v a i l i n g 
l end ing ra tes of Co-Ope ra t i ve s Soc ie t i e s In A Sta te . 
Thus , r eg iona l rura l bank have an impor t an t ro le to p l ay m our 
rura l e c o n o m y as they have to act as a l t e rna t ive agenc i e s to 
p rov ide ins t i tu t iona l credi t in rura l areas . They have been ac t ive 
pa r t i c ipan t s in p rog rammes des igned to p rov ide c red i t a s s i s t a n c e 
to i den t i f i ed bene f i c i a r i e s under the new 20 po in t s p r o g r a m m e ,!• 
R'D.P. and other special p rogrammes for s c h e d u l e cas tes and 
t r ibes . The Na t iona l Bank ( N A B A R D ) a lso p r o v i d e s c red i t 
f ac i l i t i e s for agr icu l tura l and rural deve lopmen t . It p r o v i d e s c red i t 
f ac i l i t i e s (shor t term, medium term and long te rm) to Sta te Co-
o p e r a t i v e Banks , RRBs, : LDBs and other f i n a n c i a l i n s t i t u t i o n s 
approved by R.B.I for the p romot ion of ag r i cu l tu re , smal l sca le 
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i ndus t r i e s , Co t t age and v i l lage indus t r i es , h a n d i c r a f t s , o ther r u r a l 
c ra f t s and other a l l ied economic ac t iv i t ies in ru ra l a reas . It is a 
s ingle in tegra ted agency for meet ing the c red i t needs of all t ypes 
of ag r i cu l tu ra l and rural deve lopment ac t iv i t i e s . Its r e f i n a n c e 
a s s i s t ance under IRDP is spec i f i ca l ly to he lp w e a k e r s ec t ions of 
the rura l c o m m u n i t y for minor i r r iga t ion , da i ry d e v e l o p m e n t , 
sheep / goal rear ing , f i she r ies , smal l b u s i n e s s e tc . Land 
Deve lopmen t , command Area deve lopmen t , P l a n t a t i o n s and 
Hor t i cu l tu re , Pou l t ry and Sheep b reed ing etc are m o r e i m p o r t a n t 
schemes wh ich are f i nanced by N A B A R D . It has p l a y e d a g rea t 
role in p romot ing inves tment in the ag r i cu l tu ra l s ec to r in the less 
deve loped areas of U.P. . It has given a t r e m e n d o u s push to 
agr icu l tu ra l c redi t and has p romoted ag r i cu l t u r e and rura l 
deve lopmen t . Over t imes , fo rmal c red i t p r o v i s i o n has been 
inc reased in rura l areas of indus t r ia l and some d e v e l o p i n g 
count r ies . Increas ing prosper i ty among f a r m e r s ^ be t t e r ru ra l 
i n f r a s t ruc tu r e , in tegra t ion of rural and u rban f i n a n c i a l sys tem and 
the deve lopmen t of complementa ry ins t i tu t ions such as f o r m a l 
credi t h i s to r ies or col la teral system for rura l b o r r o w e r s w h i c h 
lower the costs of lending, have all con t r ibu ted to th is i n c r e a s e d 
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access to fo rma l c red i t . ' But in many d e v e l o p i n g c o u n t r i e s ( l ike 
India) e f f e c t i v e and access ib le fo rmal rura l f i n a n c i a l i n s t i t u t i o n s 
are sti l l r a r e - l a rge ly because of the lack of c o m p l e m e n t a r y 
ins t i tu t ions^ and bad roads . 
F inance is the l i fe b lood of i n d u s t r y and as such no 
i ndus t ry can p rosper unti l and unless it is p r o p e r l y f i n a n c e d . The 
i m p o r t a n c e of f i n a n c e for cot tage indus t r i e s is as f u n d a m e n t a l as 
e l s ewhere . T h e r e f o r e the banking ins t i tu t ions p r o v i d e m e d i u m and 
shor t term loans to the vi l lagers for the p u r c h a s e of b u l l o c k - c a r t s 
, camel car ts . , t r ac to rs t ra i l l ies p rocur ing w o r k i n g cap i t a l and f i xed 
capi ta l fo r cot tage indus t r ies . They also p r o v i d e c rop a d v a n c e s f o r 
d igging and repa i r ing wel ls , t ube -we l l s , p u m p - s e t , a g r i c u l t u r a l 
implemen t s , pu rchas ing of seeds and f e r t i l i z e r s , m i l c h and d r a f t 
an imals to be pu rchased , sheep rear ing , gobe r gas p lan t , land 
i m p r o v e m e n t and small t rading bus iness . 
The use of advances by small f a r m e r s and co t t age 
en t r ep reneur s for the purchase of these i npu t s , have had 
f a v o u r a b l e impact on the deve lopment of U . P ' s ru ra l e c o n o m y . 
These advances have the re fore made a smal l bu t p e r c e p t i b l e 
impac t on the deve lopment of each d i s t r i c t ' s e c o n o m y . For 
World Development Report, Oxford Univ. Press. INC., 200 Madison Avenue N. York - 10016 2002 
p-39. 
^ Ibid, p-39 
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example the bul lock-car t s and t rac tors made avai lab le to fa rmers 
by these bank have helped in the deve lopmen t of rura l economy, 
not only by br idging the t r anspor ta t ion gaps (For goods to be 
moved f rom the vi l lage to mandis ) but also by giving them access 
to most lucra t ive market . It fu r the r , enab led them to o f f e r the 
services to others as well . Table no. 6 .3- shows the number of 
t rac tors which were purchased on credi t suppl ied by banks in 
d i f f e r en t s tates by the farmers . 
Table No. 6.3 
No. Of Tractors Sold In Di f ferent States 
State Year (1999-2000) Year (2000-01) 
U.P. 69,665 68 ,354 
Pun jab 27,679 24 ,397 
M.P. 28,815 23099 
Bihar 13,230 1803 1 
Haryana 21,100 17,978 
A.P. 16,911 17,958 
Maharash t r a 18,742 16,733 
Ra j a s than 26,664 15,447 
Guj ra t 17,747 12,365 
Karna taka 8, 245 11,801 
Other 
s t a tes /Uts /Expor t etc. 
24,383 28 ,662 
All India 2 ,73 ,181 2 ,54 ,825 
S o u r c e : - D a t a c o m p l i e d by v a r i o u s s o u r c e s s u c h as I n d i a ' s D e v e l o p m e n t R e p o r t 
U . P . ' s D e v e l o p m e n t R e p o r t and Ind ia 2 0 0 1 and 2 0 0 2 
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Deve lopment Of Land, Water And Irrigat ion 
The economy of U.P., pr imari ly agrar ian in na ture , has 29.8 
mi l l ion hec ta res of repor t ing area and in te rms of spat ia l extent is 
four th in the count ry a f te r M.P. , Ra j a s than and Maha ra s t r a . The 
s ign i f i can t con t r ibu t ion of U.P. in f o o d gra ins and commerc ia l 
c rops is due to its r ich al luvial soils . ( 61% of to ta l ) and vast 
i r r iga t ion ne twork cont r ibu t ing 69% of ne t cu l t iva ted area as 
against 3 8 % of the country . 
U.P. is on top in total c ropped area (26.1 mil l ion 
hec ta res ) and food grain p roduc t ion (45.2 mi l l ion tones ) and 
con t r ibu tes 23% to the Nat iona l food Baskf , The net cu l t iva ted 
area of the State is around 17.5 mill ion^ 149.5%) wh ich is well 
above that of the na t ion (132 .7%) . 
The Ground Deve lopment and Wate r Resource 
Depa r tmen t approved the f a l l ow land deve lopmen t p rogramme, 
under which approx imate ly 12,790 hec ta res of land have been 
rec la imed at a cost of Rs .6 .70 crore in the f i nanc i a l yea r 2000 -01 ' 
Wi th an aim towards p rov id ing be t te r i r r iga t ion 
fac i l i t i e s in the f inanc ia l year 2000-01 , under the silt c lean ing 
p rog ramme of canals , 16,267 Kms of r iver and 2260 Kms. of Ra j 
The Times of India, N.Delhi, 23 Feb; 2001. p-15 
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Bahe were c leared as against a target of 20454 Kms. of r iver and 
4 ,979 Kms of Ra j Bahi . The U.P. Ground Deve lopmen t and water 
Resources Depar tment , at an expend i tu re of Rs .5 .5 c rore . ' 
has deve loped 11,640 hec ta res of land for cu l t iva t ion . This was 
done under the Drought Or iented Land D e v e l o p m e n t Programme 
in the f i nanc i a l year 2000-01 . 
Trac tor a mut l i -purpose means of t r anspor t , has played 
a grea t ro le in the deve lopment of land, v^ater and i r r iga t ion in 
rura l areas . Many fa rmers who d o n ' t have e lec t r i c i ty connec t ion 
use t r ac to r s to l i f t the wate r f rom the wel l s and thus i r r iga te their 
f i e lds . Trac to r is now used on a large scale by the f a r m e r s to 
p lough t the i r f i e lds . It can easi ly be used on K u t c h a and Pucca 
roads ca r ry ing goods agr icul tura l p roduc t s or peop le f r o m one 
p lace to another . 
Development of Housing 
Hous ing sec t ion is very promis ing f r o m the poin t of v iew of 
mee t ing the bas ic needs of every ind iv idua l and rural income 
genera t ion p rov ided max imum is made of the local bu i ld ing 
mate r i a l s and the use of f ac to ry made mate r i a l s is kept to the bare 
min imum. Proper use of bui ld ing mater ia l and cons t ruc t ion 
The Times of India, New Delhi 23 Feb. 2001 p-15 
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t e c h n o l o g y can provide safe , cheap and c o n v e n i e n t houses , in 
add i t ion to genera t ion of employment and income in the rural 
areas . 
Bet te r roads and t r anspor ta t ion f ac i l i t i e s , mult i media 
t echno logy , T.V. and audio visual t echno log ie s have also p layed a 
grea t ro le in educa t ing the vast number of our ch i ld ren spread all 
over the count ry . Thousands of s tudents of rural a reas a t tend their 
educa t iona l ins t i tu t ions in urban areas dai ly by the means of road 
t ranspor t . The re fo re , the success in the area a lone can br ing 
r evo lu t i ona ry change in the social and economic s ta tus of the 
state . 
Wi th the help of good road t r anspor t sys tem, modern 
advances in med ica l sc iences inc lud ing p reven t ive med ic ine have 
p rov ided cost e f f ec t ive d iagnos t ic tools , med ic ines and t r ea tment 
me thods to cont ro l ep idemics , d isease and ma lnu t r i t i on . All these 
have resu l ted in increas ing longevi ty . The s t andard of hea l th in 
rura l people can subs tan t ia l ly be increased if the level of heal th 
care is improved and made e f f ec t ive th rough the aid of be t ter 
t r anspor t a t ion fac i l i t i e s to rural people . Thus , not only in the 
economic f i e ld but also in the pol i t ica l and socia l sphere , road 
t r anspor t has cons ide rab le in f luence . It has i nc rea sed s t andard of 
l iv ing of rura l people . It has a direct and in t imate l ink wi th the 
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abi l i ty of human being to create a good e n v i r o n m e n t in a state. 
The ava i l ab i l i ty of adequate t ranspor t f ac i l i t i e s con t r ibu tes to the 
d e v e l o p m e n t of a s ta te /na t ion in all f i e lds . 
Thus, the process of deve lopmen t in rural areas of 
U.P. has many componen t s and none of them is s u f f i c i e n t in i tself 
to b r ing about the improvement in l iving cond i t ions . Bet te r heal th , 
educa t ion , indus t r i a l i za t ion , bet ter admin i s t ra t ion and wi l l ingness 
to accep t new ideas are some of the f ac to r s that toge the r fos te r 
deve lopmen t . Out of all these, inter - re la ted ac t iv i t i es , the way^ 
peop le and goods moved have a special s i gn i f i c ance to the pace 
of deve lopmen t . Road t ranspor t a lone, is not the key to p rogress 
but it f ac i l i t a t e s other ob jec t ives . As road t r anspor t is a neces sa ry 
ing red ien t of near ly every aspect of e conomic and social 
deve lopmen t , it p lays a key role in get t ing land into p roduc t ion , in 
marke t ing agr icu l tu ra l commodi t i es and in mak ing fo re s t weal th 
access ib le . 
Desp i te overal l p rogress . Per cap i ta consumpt ion in 
the state of U.P. has grovv^n at only 1.4 pe rcen t per annum in the 
1990 ' s as per wor ld bank repor t . Many of the e r s twhi le , poor are 
j u s t hove r ing j u s t above pover ty l ine and r emain h igh ly vu lne rab le 
to shocks that could p lunge them back into pove r ty . Though 
l i t e racy in U.P. increased f rom 42% in 1991 to 57% in Feb. 2001, 
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it is s t i l l wel l be low the All India average of 6 5 % and female 
l i t e racy too at 4 3 % is be low the All India ave rage of 54%. 
A l though en ro l lmen t s are r is ing, the ch i ld ren of the poor are still 
less l ikely to be a t tending schools , even at the p r imary level, than 
the o f f s p r i n g of be t ter off . By the end of 1990s ,on ly ha l f of the 
gir ls f r o m the poores t 20%of the popu la t ion were enrol led , as 
compared to 80-90 %of girls f rom the wea l th i e s t househo lds . The 
poor cond i t i on of the State r e f l ec t in the hea l th o f its people as 
wel l and mor ta l i ty is high at 707 dea ths per 100,000 l ive bir ths , 
compared to 408 in India as a whole . Ch i ld rens are pa r t i cu la r ly 
more vu lne rab le and three out of 10 youngs t e r s have never been 
i m m u n i z e d . ' 
Conclus ion 
In conc lus ion we can say that the agenda f r o m improv ing the 
qua l i ty of l i fe in rural U.P. can not be comple t ed wi thou t the 
e f f e c t i v e Rura l road t ranspor t componen t . The key for rural 
deve lopmen t l ies in s t rengthening rura l roads and rural road 
t r anspor t . Road t ranspor t which has p layed a p ivo ta l ro le in the 
overa l l deve lopmen t of the state, acts as an au tho r i s ed ambassador 
of a reg ion as a l ink be tween two p laces , as a boon to a number of 
The Indian Express, New Delhi, IT^ Nov., p-10 
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u n e m p l o y e d youths , as a sus tenance of bread and bu t te r to a large 
number of people , as a back bone of each and every ac t iv i ty , 
whe the r it is social , economica l , indus t r ia l , cu l tu ra l or po l i t i ca l , 
as a source of mass ive tax revenue to the s tate e x c h e q u e r etc. It 
has p l ayed a s ign i f i can t role in the supply of foodgra ins , 
suge rcane , vege tab les f ru i t s etc. f r o m the v i l l ages to other 
t owns / c i t i e s /mi l l s /marke t s or f ac to r i e s etc. 
We can now sh i f t to make a conc lus ion of this work 
and a t t empt the f ind ings and put concre te sugges t ions and 
r e c o m m e n d a t i o n s of this work on rural d e v e l o p m e n t and the role 
of road t r anspor t . The next chapter would , t h e r e f o r e , be a resume 
of the f i n d i n g s of all the p reced ing chapters . 
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Chapter-V 
Conclusions and Suggestions 
CHAPTER - V 
C O N C L U S I O N S AND S U G G E S T I O N S 
In the p reced ing chapter , we have d i scussed the role of road 
t r anspor t in rural up l i f tmen t of U.P. N o w , this chap te r will 
p rov ide the conc lud ing par t of the thes is . It wi l l conta in the 
summary of ear l ier chapters and also the f i n d i n g s and sugges t ions 
for f u t u r e deve lopment . 
It is common knowledge that road t r anspo r t is a vital 
i n f r a - s t r u c t u r e and a dominant mode of t r anspor t fo r the growth, 
deve lopmen ta l p rocess and sus tenance of our economy. It is both, 
cause and e f f e c t of social and economic deve lopmen t . It o f f e r s a 
number of other advantages such as access ib i l i ty , f l ex ib i l i ty , 
r e l i ab i l i ty and compet i t ive resource cost. It is a m a j o r componen t 
of the na t iona l economy and a impor tan t f ac to r in shap ing our l ife 
s tyles . It p rov ides both p lace and t ime u t i l i t i es and p lays a p ivota l 
role in the overal l deve lopment of a count ry - as an au thor ized 
ambassador of a region, as a link be tween two p laces , as boom to 
a n u m b e r of unemployed youths , as a sus t enance of bread and 
but te r to a large number of people , as a back -bone of each and 
every ac t iv i ty whe the r it is social , economic cu l tura l or pol i t ica l 
and as a source of mass ive tax revenue to the s tate excheque r s etc. 
Road t r anspor t system per fo rms a var ie ty of u se fu l f u n c t i o n s and 
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plays a s ign i f i can t role in the supply of input f ac to r s en la rg ing the 
size of marke ts , f e t ch ing bet ter pr ices , p romot ing l abour mobi l i ty , 
p rov id ing a f i l l ip to the es tab l i shment and deve lopmen t of 
indus t r ia l en te rpr i ses etc. This sector is ga in ing more popu la r i ty 
and accep tab i l i ty which is evident f rom the fac t that "over 
85% of passenger s and over 65% of f r e igh t s move by roads . ' 
Road t ranspor t today p lays a s i gn i f i can t role in the 
m o v e m e n t of passengers and goods. It can f u n c t i o n in an 
excep t iona l ly f l ex ib le and d ivers i f i ed manner , supp lemen t ing 
other modes of t ranspor ta t ion , opening up new areas and o f f e r ing 
new serv ices . It resul ts in saving of both , t ime and costs . It br ings 
the v i l l ages into contac t with the towns and ci t ies . 
Buses , the most pre dominant mode of pub l i c t ranspor t 
fo r a m a j o r i t y of low and middle income group in the s ta te , f o rm a 
vi tal par t of the economica l and social f ab r i c all our towns and 
ci t ies enab l ing people to work, to shop to get to educa t iona l 
ins t i tu t ions to socia l ize and to many other ac t iv i t i es . Travel 
demand in a reg ion is the resu l t of s o c i o - e c o n o m i c and 
admin i s t ra t ive in te r -ac t ions among the va r ious c i t ies , towns , and 
vi l lages- Some vi l lages have the services l ike schools , hosp i ta l s 
' Agarwal, S.P. and Mathur "Surface transport in India" Printwell Publishers distributors Jaipur (1999) 
p.65 
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marke t ing cent res , agr icul tural service uni ts and so on, which 
a t t rac t peop le f rom the nearby se t t lements . S imi la r ly , the towns 
that have bet ter services like h igher educa t iona l and medical 
f ac i l i t i e s , agr icul tura l marke t ing uni ts and so on, can a t t rac t travel 
f r o m longer d is tances . Ex tend ing this a rgument f u r t h e r , ci t ies , 
wi th the spec ia l i zed fac i l i t i es in the agr icu l tu re , indust ry , 
educa t ion , hea l th care and so on, a t t ract t ravel f r o m still far of 
p laces . The resu l t ing pat tern of t ravel in a reg ion , the re fo re , 
compr i ses of layers of inter v i l lage t ravel , v i l lage level service 
cent res to h igher level centres and in te r -c i ty movemen t s . 
The number of moto r -veh ic le s r eg i s t e red in U.P. 
dur ing the per iod 1947-97 increased f r o m 21380 to 32 ,02 , 771 
(a lmos t 149.8 fo ld increase) whi le the total road length in U.P. 
dur ing the same per iod increased f rom 11,489 Kms. to 2 ,55 ,467 
Kms (only 22 .23 fo ld increase) out of which 148,303 Kms of roads 
( 5 8 . 0 5 % ) were sur faced . The percen tage of Na t iona l H i g h w a y s and 
State H ighways in U.P. in 1971 was 3.91 and 12.45 of the total 
road length , wh ich was reduced to 1.12 and 3 .77 r e spec t ive ly in 
1997. The pe rcen tage of other P .W.D. Roads in 1997 was 38.15, 
Urban Roads 19.92 Pro jec t Roads 19.23 Vi l l ages P a n c h a y a t Roads 
- 12.52 and the % of Rural Roads cons t ruc ted unde r J .R .Y was 
5 .29 of the total length in U.P. In Urban Roads , the share of 
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Munic ipa l Roads was 94.31%, Rai lway Roads 2 .42%, M.E.S . roads 
- 3 . 4 6 % whi le in p ro jec t roads, the share of Fores t Depar tment 
was 42 .25%, I r r igat ion Depar tment - 4 9 . 1 7 % Elec t r ic i ty 
Depa r tmen t - 0 . 48% and the share of Suga rcane Deve lopment 
A u t h o r i t y was 8 .07% in 1997. 
In India, the number of reg i s te red motor vehic les 
dur ing the pe r iod 1951-97 increased f r o m 3 0 6 0 0 0 to 37447526 
(about 77 .15 fo ld increase) , whi le the total road leng th dur ing the 
same per iod increased f rom 399 ,942 Kms to 3 3 8 1 8 8 7 Kms (only 
8.45 fo ld increase) . The percen tage of su r f aced roads increased 
f rom 39% in 1951 to 46 .63% in 1997. The share of Na t iona l 
H i g h w a y s was 1.03%, State H i g h w a y s - 4 . 0 5 % , P . W . D . roads 
22.71%,, Vi l lage Panchaya t roads 31 .15%, Urban Roads 6 .86%, 
Pro jec t Roads 7 .07% and the share of Rural Roads and cons t ruc ted 
under J .R .Y was 27 .08% during 1996-97. 
The share of U.P. in total and su r f aced road length in 
India was about 7 .55% and 9 .40% respec t ive ly in 1997, whi le the 
share in the to ta l number of motor veh ic les in Ind ia was about 
11.69%. The No. of motor veh ic les on roads is inc reas ing 
g radua l ly but the rate of expans ion of road ne twork is not that fas t^ 
leading to conges t ion and road acc idents . The cond i t i on of all 
types of roads , pa r t i cu la r ly ma jo r d is t r ic t roads and v i l lage roads 
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is very bad in the state. A large number of rura l roads are cut due 
to heavy ra in in the ra iny season and have no connec t ion with 
u rban markets . There are more than 20 v i l l ages a round the town 
Barhapur in d is t r ic t Bi jnor , which have no l ink wi th the town in 
r a iny season. The reasons are heavy f l o w of wa te r in the r iver and 
lack of b r idges and the non-ava i lab i l i ty of p u c c a roads. The 
K u t c h a roads are changed into mud (Gara and Keecha r r ) and 
t h e r e f o r e no connec t ion be tween the rura l and u rban areas . The 
road f r o m Barhapur to Nagina , Barhapur to K o t d w a r , Nag ina to 
Ki ra tpur , Nag ina via Bundki to N a j i b a b a d and the road f rom 
Nag ina to B i jno r are closed dur ing heavy ra in , due to bad 
cond i t ion of roads and lack of br idges . A br idge on Gangan river 
at N a g i n a - B i j n o r route , which was buil t dur ing Br i t i sh per iod , was 
broke in 1999 wi th two t rucks on it, has not been cons t ruc ted till 
now, but it has been recons t ruc ted at paper . It c rea tes a lot of 
p rob l ems in ra iny season for the passengers and goods t r a f f i c . The 
same is the pos i t ion in M u z a f f a r - N a g a r , Meeru t and o ther d is t r ic ts 
of U.P. 
However , U .P .S .T .R .C and other p r iva te opera to r s are 
p lay ing an impor tan t role in moving the p a s s e n g e r s and other 
commodi t i e s f rom one place to a n o t h e r - U . P . S . R . T . C opera tes long 
d is tance and shut t le services in d i f f e r e n t pa r t s of the state . These 
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serv ices are mainly operated to connect impor tan t towns with each 
other in the state and to jo in tehsi ls , block head quar te r s and other 
impor tan t rura l areas with dis t r ic t headquar t e r s . Delux and semi-
de luxe services , inter state services , ci ty bus serv ices and bus 
serv ices to h i l ly reg ions are also p rov ided by the U P S T R C . It also 
p rov ides concess ions to the s tudents of rural a reas . Month ly pass 
on 30 s ingle j o u r n e y s is a l lowed on rural areas bas i s . The fac i l i ty 
of J an t a -pas s is avai lable in o rd inary buses in rural areas. 
U . P . S . R . T . C also issues concess ions to h a n d i c a p p e d / d i s a b l e d 
person and his one fe l lower . 
In Oct, 2002, U .P .S .T .R .C. has 6219 average number 
of buses on road . Fleet u t i l i sa t ion was 90 ,8%. A f t e r Maharsh t ra , 
A . P . S . R . T . C . and G.S .T .R.C. , U .P .S .T .C . has the h ighes t number 
of f l e e t s ize in India and provides employmen t to a la rge number 
of peop l e (49 ,648 at end of Dec, 1999) in the state . 1359.39 lakh 
of pa s senge r s were moved by U . P . S . R . T . C . ' s buses and the 
number of passengers carr ied per bus per day on road was 133. 
The to ta l r evenue of U .P .S .R .T .C was Rs. 31461 .66 lakh in Oct. , 
2002 and the to ta l cost was Rs. 37479 .64 l a k h \ 
U .P .S .R .T .C . , a publ ic u t i l i ty and impor tan t 
cons t i tuen t of the n a t i o n ' s i n f r a s t ruc tu re is thus , p rov id ing city 
Figures collected by vro'w.UPSRTC.com 
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and in te r - s t a te cost e f fec t ive and e f f i c i en t publ ic t ranspor t 
serv ices to the poor and middle income group of the state. It has 
p layed a great ro le in carrying people f rom the i r f a r - o f f scat tered 
loca t ions of househo lds to work centres , in improv ing mobi l i ty , 
min imiz ing reg iona l d i spa r i t i e s -pove r ty u n t o u c h a b i l i t y and also 
con t r ibu t ing to the overal l soc io -economic r e c o n s t r u c t i o n of the 
economy. 
As fa r as the rural deve lopment is conce rned , road 
t r anspor t had cont r ibu ted a large share in the p rocess of 
deve lopmen t as most of the popula t ion of the state (a lmos t 80%) 
lives in rura l areas, where their main occupa t ion is agr icu l ture . 
All thei r agr icu l tura l p roduce is moved by road t r anspor t f rom 
their f i e lds to the p laces of consumpt ion . In 1998-99, 1 1 ,61,6000 
tonnes of r ice, 2 ,31 ,69 ,000 tonnes of whea t , 6 , 3 6 , 0 0 0 tonnes of 
Bare ly , 2 ,31 ,000 tonnes of Jwar , 9 ,48 ,000 tonnes of Ba j ra , 
9 ,25 ,000 tonnes of Maize , 2 ,17 ,000 tonnes of Ragi 1,28,000 
tonnes of smal l mi l le t and 22 ,69000 tonnes of to ta l pu l ses and 
4 0 , 1 4 , 5 0 0 0 tonnes of total food grains were p r o d u c e d in the f i e lds 
and were moved f rom the places of p roduc t ion to the p laces of 
consumpt ion /marke t s . In the same year , 83 crore nuts , 9 ,20 ,000 
tonnes of r apeseed and mustard , 52000 tonnes of l insed , 1073000 
tonnes of to ta l oil seed, 6000 bales of co t ton , 1000 ba les of Jute, 
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163000 tonnes of tobacco and 15000 tonnes of dry chi l l ies were 
p roduced and t ranspor ted to d i f f e ren t marke t s / cen t r e s in the state 
and the count ry . 1 1 ,63,03,000 tonnes of suga rcane was moved to 
var ious gur r / sugar mil ls for gurr/ sugar p roduc t ion and to the 
Urban marke t s for the purpose of Juice . In ca r ry ing the sugarcane , 
whea t , r ice and other agr icu l tu ra l / indus t r i a l p roduc t s f rom one 
p lace to another , bul lock carts, house -d r iven car ts , t r ac to rs and 
motor t rucks were main ly used. In 1997, a lmos t 1 ,03 ,653 goods 
(Motor ) veh ic les and more than 20 ,95 ,6000 bu l lock car ts were 
used in the movement of goods and serv ices and agr icu l tu ra l 
p roduce . 
Road t ranspor t has also p layed a s ign i f i can t ro le in the 
marke t ing of milk, eggs, raw wool and fo re s t p roduce . In 1996-97, 
6 9 0 6 6 , 0 0 0 tonnes of milk was p roduced in 1996-97. in U.P. which 
was d i s t r ibu ted to var ious da i r i es /marke t s in the coun t ry . 67.1 
crore nos . of eggs and 2.1 thousand t6^es of r aw wool were 
p roduced dur ing the year 1997-98, which were moved to each and 
every corner of the s ta te /count ry . In 1995-96, 4 ,03 ,203 cu meter 
of t imber and poles , 20 ,7 ,410 tonnes of fue l wood , 1 ,85,85 1 nos. 
of bamboo , 72 ,539 tonnes of res in , 1163 tonnes of gums and 408 
' NOTE : Figures have been collected from "Statistical Abstract of India" C.S.O., Ministry of Statistics 
and Programme Implementation G.O.I., New Delhi. (1999 and 2001). 
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t onnes of cane were produced . All the fo res t p r o d u c e s were moved 
to the p laces of their consumpt ion only by the means of load 
t ranspor t , because no ra i lway or a i rway serv ice is poss ib le in 
fo res t s except road t ranspor t means such as bu l lock car ts , Camel 
carts and t rac tors etc. 
In March 1999, there were 4 ,04 ,617 v i l lage and small 
sca le indus t r i e s in U.P. Road t ranspor t in this conten t , p layed a 
great role in b r ing ing the workers / Jabourers f r o m the i r homes to 
the work -p laces . It d is t r ibutes the indus t r ia l p roduc t s to d i f f e ren t 
v i l l ages /marke t s /Urban centres , thus p rov id ing e m p l o y m e n t to a 
large n u m b e r of unemployed persons in rural areas . A survey 
repor t shows that about 600 ' people t ravel per bus per day in rural 
areas . 
But only road t ranspor t is not the key to progress . 
There are many components in the p rocess of d e v e l o p m e n t and 
none of them is su f f i c i en t in i tself in b r ing ing about the 
improvemen t in l iving s tandards . Rural deve lopmen t impl ies both 
the economic be t t e rment of people as wel l as social r e fo rma t ion 
Improvement s in heal th , educat ion , d r ink ing water , energy, 
san i ta t ion and hous ing coupled wi th a t t i tud ina l changes fac i l i t a te 
social deve lopmen t Rural deve lopment schemes such as IRDP, 
Indian Journal of Transport Management Pune Vol. 23. No.l, June, 1995. 
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J .R .Y. , D .R .A.P . , N .R.R.P , l .A.Y; S .G.R.Y, A . R . W . S . P . , J .G .S .Y. , 
land r e f o r m , Communi ty deve lopment , rural energy and other 
mi sce l l aneous p rogrammes provide a d i rect a t tack on pover ty and 
b a c k w a r d n e s s of the region. The way, peop le and the goods 
moved , have a specia l s ign i f i cance to the pace of deve lopment . 
But road , t r anspor t as it is necessa ry ing red ien t of near ly every 
aspec t of socia l and economic deve lopment , p lays a key role in 
ge t t ing land into p roduc t ion , marke t ing of ag r i cu l tu ra l and 
indus t r ia l p roduc t s /goods and services and in mak ing fo re s t weal th 
access ib le , thus the key for rural rura l deve lopmen t l ies in the 
an 
jss or 
f a i lu re . 
• It has been found that most of the ex i s t ing rural road 
ne twork in U.P. consis ts of ear th and gravel su r f ace with 
poor qual i ty . It has also, several de f i c i enc i e s , as it has been 
deve loped in s tages, f r om the usages of severa l yea r s ra ther 
than any proper design, it is s u f f e r i n g of de f ic ien t 
inves tmen t and lack of comprehens ive p l ann ing . It is under 
deve loped , poor in qual i ty , low in s tandard , i nadequa t e in 
capac i ty , an t iqua ted in design, s t ruc tu ra l ly weak , poor ly 
V t - ^ W W kJ J. c / A W , 1 . J . X W X V W ^ X V / X A W-X X M X X V * V/ * W X Vy X4.1. X l V X X W L ^ X X X 
s t r eng then ing rural t ranspor t . Infac t , Road t r anspor t p lays 
impor tan t role in all s i tuat ions namely , e i ther fo r succe; 
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main ta ined , heavily deter iora ted and gross ly inadequate to 
meet the presen t t r a f f i c demand. 
The ex is t ing p lanning prac t ices are based on ad hoc cr i ter ia , 
wh ich are not good enough basis fo r p l ann ing m a j o r rural 
road p rogrammes . They most ly de f ine the numer i ca l targets 
of v i l lage connec t iv i ty to be ach ieved wi th in a given t ime 
per iod . Even though such targets look spec i f i c , they don ' t 
give any d i rec t ion about the manner in wh ich the targets 
should be achieved. There is no gu idance as to where the 
v i l l ages should be connected? What should be the des ign and 
cons t ruc t ion s tandard? Which v i l lages should be connect 
f i r s t ? These decis ions are l e f t to local in t e rp re ta t ions . 
Consequen t ly , haphazard growth of rura l roads man i f e s t s 
into severa l fo rms resul t ing into sub-op t ima l u t i l i za t ion of 
the f u n d s . 
It is common to see the rural roads wh ich lead f rom no 
where to no where , roads wi thou t c ro s s -d ra inage works 
(cu lver t s and br idges etc) loose soil be ing dumped on a 
w ind ing a l ignment ; mul t ip le road c o n n e c t i o n s being 
p rov ided to a vi l lage whi le other v i l lages d o n ' t have even 
one road connection^ All these resu l t into co lossa l was tage 
of f u n d s which can only be ill a f f o r d e d . 
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The respons ib i l i ty to mnke p lans for cons t ruc t ion , 
ma in t enance and deve lopment of roads l ies on the State 
Governmen t . But in our state (U.P . ) , the g o v e r n m e n t does 
not r ea l ly know how many roads in the s ta te need repai r . It 
even does not have in fo rmat ion on how m a n y roads repai r 
work has been s tar ted and how many of t hem are le f t half 
f i n i s h e d . ' 
More than 1000^ crore of rupees are spent annua l ly on the 
cons t ruc t ion of roads, but how much ac tua l ly is spent fo r the 
pu rpose is any b o d y ' s guess. It is no longer a secret that in 
the name of laying of new roads , crore of rupees go into the 
pocke t s of pol i t ic ians , o f f i c i a l s and con t rac to r s , the unholy 
t r in ty wh ich works in unison . There are many ins tances of 
roads be ing cons t ruc ted only on papers . The roads for 
Ba rhapur to Na j ibabad , Barhapur to A f z a l g a r h and Kotdwar 
are the ins tances of roads cons t ruc ted on papers . S imi lar is 
the pos i t ion in Varanas i , Fa izabad , Ja laun , Ha th ras and other 
d is t r ic t s of U.P. 
It is in te res t ing to note that dur ing 1947-97, the road length 
in U.P. has been increased only 22 .23 t imes whi le the 
' The Times of India, New Delhi, 23 Feb., 2001 p 
^ The Times of India, N. Delhi, 27 Feb., p. 10 
243 
vehic le popula t ion has been increased 149.8 l imes over the 
same per iod . This inadequa te road ne twork has lead to 
h igher t r anspor ta t ion cost, w^hich has sever ly eroded 
in te rna t iona l compet i t iveness of the economy. "Commerc ia l 
veh ic les in India are able to run only 2 0 0 - 2 5 0 Kms per day 
as compared to 500-600 Kms per day in the developed 
c o u n t r i e s \ 
The p resen t scenar io of road t r anspor t is a combina t ion of 
bad veh ic les , bad roads, unsa t i s f ac to ry c rew coupled with 
poor manager i a l a t tent ion and poor f i n a n c i a l v iab i l i ty . It 
appea r s that many c i rcumstances and events have consp i red 
aga ins t the provis ion of a s a t i s f ac to ry level of road 
t r anspor t . If one expects road t r anspor t ope ra t ions to 
expand , the env i ronment needs dras t ic changes and 
congen ia l po l icy pos tu la ted . The p re sen t ou t come is the 
resu l t of the presen t pol ic ies wh ich need to ta l r evamping . 
Road t r anspor t is obs tauc ted by a number of ba r r i e r s crea ted 
by a hos t of tax col lec t ing agencies like mun ic ipa l i t y , sales 
tax depar tmen t . Entry - tax co l lec tors , e n f o r c e m e n t agencies 
l ike po l ice . Fores t Depar tment etc. These ba r r i e r s not only 
hampers f r e e and speedy movemen t of goods and services 
Mathur J.S. "Surface Transport in India" Parintwell Publishers Jaipur (Rajasthan) 1999. p-18 
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but a lso cause was tage of oil and p rov ide oppor tun i ty for 
ha r a s smen t and extor t ion . 
It has been found that ne i ther U .P .S .R .T .C . has achieved 
p ro f i t ab i l i t y , nor the pa s senge r s ' s a t i s f ac t i on has been 
ach ieved in the rura l opera t ions . The r ea sons are inadequa te 
growth of services , old f l ee t and i nadequa t e i n f r a s t ruc tu re 
fac i t l i t i e s , absence of ra t ional fa re po l icy , h igh inc idence of 
motor - vehic le taxes , poor c u s t o m e r s ' se rv ices , i nadequacy 
of p ro fe s s iona l and commit ted managers , absence of co-
heren t po l i cy f r ame-work , unsu i t ab le and imprope r checking 
sys tem, permi t s to pr ivate bus owners on p r o f i t a b l e routes , 
large scale c landes t ine opera t ions and wide va r i a t ions in 
p e r f o r m a n c e . 
The bas ic obs tac le for the advancement of ag ro - indus t r i e s in 
U.P. is the lack of all wea ther v i l lage to marke t roads . There 
is a pauc i ty of road l inks f rom vi l lage to marke t p laces . 
Most of the roads l inking vi l lages to the nea res t su r faced 
roads are mere t racks unsu i tab le for veh ic le movemen t s . The 
resu l t of all this has been a sus ta ined lack of deve lopmen t in 
the agro- indus t r ia l potent ia l of these rura l a reas ; 
Despi te the ever - increas ing a t ten t ion to rura l roads since 
i ndependence , only about half of the v i l l ages are yet 
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connec ted with rural roads. The r ema in ing v i l lages requi re 
f r e s h cons t ruc t ion involving an expend i tu r e of a huge 
amount . But at present level of ava i lab i l i ty of f unds , it may 
take several decades to comple te the road c o n n e c t i o n of the 
v i l lages . It is impera t ive to f ind much larger f u n d s for rural 
road p rog rammes than are avai lable at p resen t . 
The rura l road organiza t ion genera l ly cons t ruc t rura l roads 
wi thou t ensur ing their proper ma in tenance . M a j o r par t of the 
rura l road network is ei ther in fa i l ed , poor or cri t ical 
condi t ion . It is breaking at a very fas t ra te . The huge capital 
i nves tmen t s and concre te e f fo r t s made over the several 
decades in bui ld ing the rura l road ne twork are now 
endangered . There is a real cr is is in rura l road ma in t enance . 
Mode rn bus iness and indus t ry needs large bus ines s dis t r ic ts 
and a comprehens ive range of serv ices (Bus ines s dis t r ic ts 
evolve whereve r t ranspor t and t e l e c o m m u n i c a t i o n 
connec t iv i ty is high) . At present , rura l a reas do not suppor t 
e i ther large bus iness dis t r ic ts or h igh qua l i ty serv ices , that 
is why , modern bus iness shy away f r o m rura l a reas and leave 
them poor . If rural areas can o f f e r s imi la r f ac i l i t i e s , 
bus ine s sman wil l f ind such rural a reas more economica l than 
conges ted ci t ies . They will then, na tu ra l l y r ed i r ec t their 
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i nves tmen t s away f rom ci t ies to such rural areas Thus, the 
poor t r anspor t connec t iv i ty becomes the ma in reason why 
rural areas do not support large bus ines s d is t r ic t s in the 
ways ci t ies do. 
Since a number of d i f f e ren t p rog rammes and p ro jec t s have 
been taken up in the country and the s tate to deve lop the 
rura l areas and to improve the s tandard of l iv ing of people 
as C o m m u n i t y Deve lopment P rogrammes , Area spec i f ic 
p rog rammes , Target Group Spec i f i c P rogrammes , 
E m p l o y m e n t Genera t ion Programmes , Ganga Ka lyan Yojna, 
J awaha r Rozgar Yojna , Indira Awas Yojna , Rural Sani ta t ion 
p rog ramme and employment Assu rance Scheme etc. , to 
deve lop the agr icul tura l and indus t r ia l sec tors and to provide 
the hea l th , hous ing and educa t ion f ac i l i t i e s to the peop le of 
rura l areas . But these p rogrammes and schemes have not 
been implemen ted comple te ly . 
There are no l inkages be tween d i f f e r e n t p r o g r a m m e s . There 
has been a lack of co-ord ina t ion wi th other depa r tmen t s as 
wel l . IRDP and al l ied one are not s u f f i c i e n t l y emmeshed in 
the overal l s t ra tegy of sus ta inable agr icu l tu ra l deve lopmen t 
or rura l indus t r i a l i za t ion s t ra tegy or wi th the r e sou rce -base 
of the area. In fac t very f ew loans have been given for buying 
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land. The absence of in tegrat ion toge ther with lack of 
t echno log ica l and ins t i tu t ional capab i l i t i e s puts a quest ion 
mark on the very s t ra tegy and design of p r o g r a m m e s . 
A f ie ld s tudy of rural deve lopment s chemes in Meeru t 
d is t r ic t makes a quick eva lua t ion of rura l deve lopment 
p rog rammes and repor ts of J .R.Y. that works were executed 
as b iased towards bene f i t t i ng genera l cast areas ; the 
deduc ted mate r i a l - l abour rat io of 70 :30 ind ica t ing greater 
p r o p e n s i t y to spent on mater ia ls , qua l i ty of work was bad in 
th ree out of 5 samlpe vi l lages , i nadequacy of f u n d s at Gram 
P a n c h a y a t level led to rise of p ressure g roups f r a g m e n t i n g 
the v i l lage society , there was a lack of t r a n s p a r a n c y and the 
book-beep ing was also poor , local l abour was not avai lable 
for J .R .Y. works ; market wages were h igher than the wages 
paid on these works and labour con t rac to r s u sua l ly fudge 
mus te r rol ls ex tending the actual days of work done. EAS 
was by and large redundan t scheme in a l abour def ic i t 
d is t r ic t l ike Meerut . Ut i l i sa t ion of f u n d s unde r this scheme 
was very poor . Almost all works were a r ranged f rom outs ide 
the Block depar t ing f rom norms. lAY f u n d s were exc lus ive ly 
rese rved for S.C. communi ty . Only one thi rd of 
bene f i c i a r i e s were be low pover ty l ine. Mos t of the 
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b e n e f i c i a r i e s repor ted having paid br ibe to get their 
app l i ca t ions p rocessed . In teres t ingly , IRDP p e r f o r m a n c e has 
been gender sens i t ive as over 5 0 % of b e n e f i c i a r i e s were 
women . But cor rupt ion was rampant and loans were given to 
not - s o - poor benef ic ia r i e s . As per BPL survey , the number 
of e l ig ib le f ami l i e s has become small as mos t v i l lages have 
r eached a sani ta t ion point . D .W.C .R .A . g roups were repor ted 
to be uns t ab le due to high dropout rate . Banks were re luc tan t 
to lend to those groups in the absence of col la tera l . 
Ac t iv i t i e s under the scheme did not y ie ld s u f f i c i e n t re turns . 
N M B S bene f i c i a r i e s got the money a f t e r de l ive ry and very 
f e w ac tua l ly spent it on improv ing thei r diet . They wanted 
food to be given in p lace of cash. N O A P S b e n e f i c i a r i e s 
wan ted their pens ions at a shor ter in terva l than six months 
as at p resen t . NSAP was genera l ly a b r ibe ry - f ree 
p r o g r a m m e . ' 
Planning Commission Report (Oct.2000) Govt, of India, New Delhi. P. 141. 
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Suggest ions And Recommendat ions 
Cons ide r ing the impor tance of road t ranspor t in recen t years and 
inc reas ing growth of both passengers and f r e i g h t t r a f f i c the 
p resen t road ne twork should be s t reng thened and upgraded . The 
State gove rnmen t should give urgent cons ide ra t ion to the 
f o l l o w i n g poin ts . 
A) Black topp ing of state high ways and m a j o r d is t r ic t roads 
wi th h igh t r a f f i c densi ty . 
B) Cons t ruc t ion of bye pass with service roads fo r all d is t r ic t 
head quar te rs . 
C) Re -cons t ruc t i on and r ep lacemen t of weak and na r row 
t imber br idges wi th R.C.C. br idges on p r io r i ty bas is . 
D) There are several level c ross ing a long the Nat iona l 
H ighways requi r ing over br idges . There are a lso several 
b r idges whose load carrying capac i ty is l imi ted . Such weak 
and damaged br idges should be immed ia t e ly r econs t ruc t ed . 
• The ex is t ing sur faced roads (State H i g h w a y s and Majo r 
Dis t r i c t Roads) should be p roper ly ma in t a ined . Timely 
up -keep and ma in tenance pro longs the l i fe of road assets . 
P roper ly main ta ined roads reduce veh ic le ope ra t ing cost by 
p rov id ing good r iding qual i ty and p reven t road acc iden t s . 
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Though cons iderab le amount of fund is s anc t ioned for rural 
road deve lopmen t by the Centra l G o v e r n m e n t every year , the 
condi t ion of rural roads in U.P. is beyond dcsc r ip l ion . Il is 
genera l ly seen that there are d i f f e r e n t o rgan i sa t ions like 
P .W.D. , Zi la Par i shad and Pachaya t Sami t i e s etc- to look 
a f te r the deve lopment of rural roads . There should be a 
s ingle agency to co-ord ina te and imp lemen t the rural road 
deve lopmen t p rogrammes . 
In the context of shor tage of f u n d s in the rural road 
deve lopment , r a t iona l i za t ion of road user charges , re-
s t ruc tur ing of road f inance and d ive r s i f i ca t i on of f inance 
muse be cons idered . Scope for grea ter pub l i c pa r t i c ipa t ion 
and t app ing of n o n - g o v e r n m e n t a l sources has to be 
exp lored . "Road Main tenance Fee" should be charged f rom 
d i f f e r e n t veh ic les and this f u n d should be used for road 
ma in tenance . Roads ide p lan ta t ion of f ru i t t rees could also be 
an added source of revenue gene ra t ions bes ides p rov id ing 
nu t r i t ion to the local communi ty . 
The exis t ing design s tandards for road layouts need to be 
r ev iewed and revised so that these are more r e l evan t for 
improvemen t of exis t ing ear then t r acks / ru ra l roads in 
agr icu l tu ra l areas. Instead of under t ak ing improvemen t of 
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the whole length of the track as is conven t iona l iy done, only 
spot improvements can be under taken at ma jo r bot t lenecks 
to the t r a f f i c . These bot t lenecks can be iden t i f i ed through 
road condi t ion surveys. The spot i m p r o v e m e n t s include 
p rov i s ions of miss ing cross dra inage w^orks, improvemen t s 
of dra inage , ra i s ing of the road fo rma t ion in poo r ly drained 
areas , improvement of road sec t ions pass ing th rough marshy 
areas or weak soils, se lect ive p rov i s ion of hard pavement 
c rus t and improvement of sight d is tance . Such improvements 
wil l be very cost e f f ec t ive and idea l ly sui ted to low budget 
s i tua t ions as is genera l ly the case in rura l areas . 
A large number of local mate r ia l s i nc lud ing later i te , 
moorum, kankar , na tura l soil gravel are ava i l ab le in the 
coun t ry which can be e f f ec t ive ly used fo r road cons t ruc t ion . 
Good qua l i ty earth and gravel roads could be very 
conven ien t ly cons t ructed in most par ts of the coun t ry by 
us ing the local mater ia ls . These roads are idea l ly sui ted to 
rura l areas where the ini t ia l level of t r a f f i c is gene ra l ly low 
and a po l i cy of stage deve lopment is to be adop ted . These 
roads requi re low ini t ia l capi ta l i nves tmen t and low 
m a i n t e n a n c e cost . With the g rowth of t r a f f i c , these roads 
could be sui tably upgraded . 
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Simply qual i ty assurance p rocedures can be deve loped and 
in t roduced in rural road cons t ruc t ion to inc rease the overall 
serv ice l i fe of rural roads. This could be ach ieved through 
set t ing up qual i ty control l abora to r ies in rural areas with 
s imple equ ipment for qual i ty control and n e c e s s a r y t ra in ing 
to the f ie ld s taf f in pe r fo rming var ious tes t s re la ted to 
qua l i ty control . 
For e f f i c i e n t p lann ing of roads the State G o v e r n m e n t should 
set up a 'Road Main tenance and Cons t ruc t ion D e p a r t m e n t " 
in each dis t r ic t to look af te r the m a i n t e n a n c e , cons t ruc t ion 
and improvement of roads. This Depa r tmen t should be given 
the r e spons ib i l i t y of cons t ruc t ion and i m p r o v e m e n t of roads. 
If there is any defec t in roads or mi s -use of f u n d s provided 
by the Government , this depar tment should be r e spons ib le 
for that . As in Mughal per iod, if any acc iden t took p lace due 
to the de fec t in road, the Zaminda r s (The pe r sons who are 
appo in ted to look a f te r the cons t ruc t ion and m a i n t e n a n c e of 
% 
roads ) were respons ib le for that loss. 
Road sur face decays and de te r iora tes under the cons tan t use 
of veh icu la r wheels . The damaging e f f e c t of veh ic l e load is 
' See "Roads and Communicatioi«'«Mv4ghal India". Edited by Farooque, Abul Khair Muhammad, 
Published by Idarah-I-Adabiyal,(2009/Qasim Jan Street, Delhi, 1977 
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cumula t ive in nature. The more the t r a f f i c and h igher the 
whee l loads , the more will be the de te r io ra t ion and 
consequen t need to s t rengthen the road crust . Since 
pavemen t design in based on cumula t ive number of s tandard 
axle loads over the design service l i fe , h ighe r axle loads 
cause p remature dis t ress of road pavemen t s . This means 
h igher opera t ing cost of vehic le and need fo r increased 
ou t l ay for ma in tenance of roads. It is t he re fo re , necessary 
fo r the en fo rcemen t machinery to check over load ing of the 
veh ic les so that cost of ma in t enance of roads may be 
min imized . 
A p roper po l icy guide l ine is r equ i red to ar r ive at the 
op t imum combina t ion of publ ic as wel l as p r iva te opera t ions 
in road t ranspor t . 
Un - necessa ry checks, and res t r i c t ions on the movemen t of 
goods and services should be min imised . 
In tegra ted t ranspor t po l icy wil l have to address the issue of 
i n e f f i c i e n c y , bo th in the context of veh ic le p roduc t iv i ty as 
wel l as w o r k e r s ' p roduct iv i ty . For this , n e c e s s a r y s teps are 
p roper ma in tenance , up grada t ion of the ex i s t ing t echno logy 
and on the j o b t ra in ing of workers . 
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In order to ra ise the necessary capi ta l , the road t ranspor t 
sec tor should be declared a pr ior i ty sec tor and the f inanc ia l 
ins t i tu t ions should be encouraged to lend for the 
modern iza t ion of the sector . 
The var ious purposes for the de ten t ion of veh ic l e s should be 
c lubbed so that a single de tent ion may serve all such 
purposes . The s tandards of d i sc ip l ine of the en fo rcemen t 
s ta f f and others involved should be of h ighes t order. 
Qua l i t i es like hones ty and in tegr i ty should mark these men. 
Surpr i se checks by Senior O f f i c e r s should be ca r r ied out and 
s t r ingent pun i shmen t be given to those who d o n ' t measu re to 
the s tandards of d isc ip l ine . The e n f o r c e m e n t s ta f f should 
r ecogn i se the impor tance of t ime in t r anspo r t a t i on and 
impor t ance of speedier movement of goods for the economy 
as a whole . 
The Cent ra l Government should make ava i l ab le ways ide 
ameni t i e s l ike parking place, r epa i r shops , g o d o w n s and 
book ing o f f i ce s , secur i ty and safe ty on roads to the t ruckers ; 
Cons t ruc t ion of by-passes , f ly -overs , over b r idges at r a i lway 
c ross ings where -eve r necessa ry wil l ensure f r ee movemen t 
of vehic les . 
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• T r a f f i c Depar tment should be s t r eng thened to conduct 
d i f f e r e n t types of surveys pe r iod ica l ly and to provide 
adequa te and e f fec t ive services accord ing to the p a s s e n g e r s ' 
needs in rura l as wel l as urban areas. 
• Div i s iona l Managers and Regional Manage r s should moni tor 
the mon th ly pe r fo rmances of the Check ing Inspec to r s and 
e f f ec t i ve d i sc ip l inary action should be taken agains t in-
e f f i c i e n t hos t i l e inspectors . 
• U .P .S .R .T .C . should start cour ier bus iness of small size 
le t ters and parce ls . It should ply goods veh ic les on roads . It 
wil l pay a r ich dividend to U .P .S .R .T .C . 
• U .P .S .R .T .C . should review its s t ra tegy f rom p l ead ing with 
the governmen t to reduce taxes & socia l conces s ions or 
mere ly to increase fa res . The new s t ra tegy shou ld be to take 
a m a j o r par t in rura l deve lopment and c la im f rom the 
budge ta ry a l loca t ions their capi ta l needs on the p romise of 
p rov id ing rural t ranspor t . It should sign m e m o r a n d u m of 
unde r s t and ing wi th Panchaya t Samit ies & Zi la Pa r i shads on 
the level of service to be p rov ided in rura l areas and in 
re turn seek capi ta l grants for purchase of buses & prov is ion 
of passenger s ameni t ies . Wi thou t adequa te t r anspor t a t i on , 
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the p rocess of deve lopment i tself would be s low, hal t ing & 
unexc i t ing . 
A sui table "Ma in t enance Managemen t S y s t e m " should be 
deve loped and implemented in rura l areas for ma in tenance 
and p lann ing of the rural road ne twork . Main tenance 
managemen t system involves i nven to r i za t i on of exis t ing 
rura l road ne twork , per iod ic cond i t ion surveys of the 
ne twork to i den t i fy var ious de f i c i enc ie s , d e v e l o p m e n t of a 
c r i te r ia sugges t ing what ma in tenance ac t iv i t i es are needed to 
r e c t i f y va r ious de f i c i enc ies in the ne twork a long wi th their 
re la t ive pr ior i t ies , i den t i fy ing m a i n t e n a n c e needs of the 
ne twork accord ing to the above c r i te r ia and p repar ing a 
ma in t enance plan according to the ava i lab i l i ty of f u n d s . 
For the deve lopment of appropr ia te t e c h n o l o g i e s for rural , 
road, " M a n a g e m e n t In fo rma t ion Sys t em" should be 
deve loped at the na t iona l and state level . The re levan t data 
for rura l roads inc luding road length , road type , vi l lage 
access ib i l i ty , cons t ruc t ion costs and genera l cond i t ion of 
rura l road ne twork , detai ls of va r ious s t ruc tures , 
ma in t enance his tory , t r a f f i c fund ing , uni t ra tes , p rogress of 
rura l road, deve lopment in var ious reg ions and t r a f f i c sa fe ty 
should be s tored in the data bank. A "Rura l Road 
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In fo rma t ion Centre" , should also be e s t ab l i shed in the 
coun t ry and state and this in fo rmat ion cent re should ensure 
in f low of data process ing , s t ruc tur ing of data , ana lys i s of 
data accord ing to the user needs and an e f f i c i e n t de l ivery 
sys tem. 
The s ta f f engaged in rural deve lopment should be impar ted 
comprehens ive t ra ining through t ra in ing courses and 
workshops , so that awareness can be c rea ted among them 
about the la tes t t echnologica l deve lopmen t , p l ann ing and 
m a n a g e m e n t issues , cost consc iousness and about s ign i f i can t 
expe r i ences avai lable in var ious other count r i es . 
Once the roads are cons t ruc ted , they must be ma in ta ined . 
The scarce r e sources for rural road m a i n t e n a n c e should be 
app l ied where they are needed the most . 
Panchaya t Ra j ins t i tu t ions at d is t r ic t , b lock and vi l lage 
levels should p lay an increas ing p ivota l ro le wi th regard to 
cons t ruc t ion and management of rura l roads . 
A ' R u r a l Road Research B o a r d ' should also be es tab l i shed . 
This board should have r ep resen ta t ives f r o m Min i s t ry of 
Rura l Areas and Employment , Min i s t ry of Sur face 
Transpor t , Minis t ry of Envi ronment , Min i s t ry of pe t ro leum, 
State Government , Academic Ins t i tu t ions , P lanning 
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Commiss ion , Mater ia l and Cons t ruc t ion Indus t ry , Rural and 
Co-opera t ive Banks and other o rgan iza t ions dea l ing with 
rura l roads . This board has to serve as a ' T h i n k t ank ' for 
rura l road deve lopment . 
Al l v i l lages are to be provided wi th all w e a t h e r roads on 
pr io r i ty basis . For this specia l p r o g r a m m e s must be 
envisaged in 5 year plans . 
More emphas i s must be given on rura l roads in rural 
deve lopmen t p rogrammmes like J .R .Y. , I .R .D.P . etc. 
All the exis t ing roads in rura l areas mus t be p roper ly 
ma in ta ined to make them serv iceable , ma in ly in ra iny season 
for t r anspor ta t ion . 
N e w mate r ia l l ike po lymers , ce ramics and compos i t e s should 
be u t i l i zed in rural cons t ruc t ion , f a b r i c a t i o n hous ing and 
road bu i ld ing act iv i t ies . 
A concer t ed e f fo r t should be made to improve the rural road 
t r anspor t sys tem. The improvement in the rura l road 
t r anspor t wou ld s t imulate the e s t ab l i shmen t of agro 
indus t r i a l p lants near the marke t and w o u l d p romote 
ba lanced reg ional deve lopment of these indus t r i e s by the 
e s t ab l i shmen t of f ac to r ies very near to the sources of inputs . 
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Prog rammes of rural deve lopment should not put under the 
charge of Panchaya ts . Ins tead, "Spec ia l Deve lopment 
Counc i l s " , should be set up in which m a j o r i t y r ep resen ta t ion 
should be given to the small and marg ina l f a r m e r s , the 
ar t i sans and landless labourers . Unless the s t ruc ture of 
Deve lopmen t Counci l s is r evo lu t ion i sed , it wou ld not be 
poss ib le to implement the pol ic ies des igned fo r the poor . 
All the deve lopment p rogrammes should be taken in a 
phased manner . The f i rs t phase should cons i s t of co l lec t ion 
and compi la t ion of data on na tura l and human re sources and 
p repa ra t ion of in tegra ted micro- leve l p lans on all aspec ts of 
economic deve lopment taking into cons ide ra t ion the need of 
the peop le and by involving them and the i r r ep re sen ta t ives 
in this p rocess and rec ru i tment and t ra in ing of d i f f e r en t 
ca tegor ies of personne l f rom wi th in the d is t r ic t , b locks and 
v i l l ages for deve lopmenta l tasks in the d is t r ic t . The second 
phase should be the execut ion of p lans in the d i f f e r e n t 
sec tors th rough the var ious State Agenc ie s and the task fo rce 
and its pe r sonne l t ra ined for the pu rpose . A commi t t ee at 
s tate level under the cha i rmansh ip of the Chief Secre ta ry 
wi l l p rov ide a system for per iod ic mon i to r ing and eva lua t ion 
of the p lans and their execut ion in the d is t r ic t . 
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A t ime-bound "Act ion Plan" must be p repared j o in t l y by 
N A B A R D , Co-opera t ive banks and the conce rned State 
Gove rnmen t for improving the r e source pos i t ion of the co-
opera t ive banks and res tor ing their f inanc ia l v iab i l i ty . The 
'Ac t ion P l a n ' must be implemented a long wi th an exi t pol icy 
for the w^eak banks . Wherever P r imary Agr i cu l tu ra l Credi t 
Soc ie t ies (PACS) are de func t or dormant , it should be 
poss ib le to exped i t ious ly wind up such soc ie t i e s and form 
new soc ie t ies to serve these areas. 
Rel ie f and guaran tee funds at the N a t i o n a l and State Level 
mus t be exped i t ious ly cons t i tu ted and the s t ab i l i za t ion funds 
of the co-opera t ive s t ructure must be s t r eng thened for 
p rov id ing re l ief to bor rowers a f f e c t e d by na tu ra l ca lamit ies . 
E f f e c t i v e l inkages have to be e s t ab l i shed be tween 
p r o d u c t i o n and marke t ing th rough the p r o c e s s i n g units , 
commodi ty boards state co rpora t ions etc. E f f e c t i v e act ive 
suppor t may be provided for r ecove ry of loans and 
e s t ab l i shmen t of recovery t r ibunals , The range and scope of 
the ' C r o p Insurance Scheme ' mus t be made more 
comprehens ive . 
Rura l tour i sm needs to be given an impe tus by ea rmark ing 
f u n d s for p i lo t p ro jec t s on the bas is of mode l p lan for each 
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s ta te for the purpose . These v i l lages can be taken up for 
pr ior i ty deve lopment par t icu lar ly if the p ro jec t s can be 
l inked with res tora t ion of her i tage p rope r t i e s in the area. 
This would provide a boost to local p e r f o r m i n g arts and help 
to conserve the local cul ture f r o m p reven t ing rural urban 
migra t ion . 
Local people in the rural areas should be encouraged to 
pa r t i c ipa te in tour ism re la ted p ro j ec t s , which may 
p r e f e r a b l y be fo rmula ted by the tour i s t o f f i c i a l s in 
consu la t ion wi th local and NGOs. These p ro j ec t s could be in 
the na ture of p rov id ing g l impse of the v i l lage ambience and 
the tour i s t p resen ted with local cu i s ine art and cul ture by 
pe r sons in local cus toms engaging in mode ra t e , but clean 
accommoda t ion for tour is t should be cons t ruc ted by 
v i l l agers in t rad i t iona l design and a rch i t ec tu re . Bank 
f i nances should be made ava i lab le at a t t r ac t ive terms and 
cond i t ions for p romot ion of such p ro jec t s . 
In tegra t ion and co-ord ina t ion of var ious Cen t r a l ly Sponsored 
and State Programmes for rura l road is e s sen t i a l to create 
durab le assets and e l iminate dup l i ca t ion of e f fo r t s and 
avo idab le was tage of l imited resources . It is a lso impor tan t 
that there should be a s ingle agency in the state to 
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implement and co-ord ina te all rural deve lopment 
p rog rammes . 
A "Dis t r i c t P lanning Commi t t ee" should make assessment of 
avai lable resources f inanc ia l and o the rwi se for the 
imp lemen ta t ion of the dis t r ic t deve lopmen t p lan . It should 
not only be equipped to e f f i c i en t l y nego t i a t e for the 
deve lopment resources deve loped f r o m the s ta te but should 
also draw up appropr ia te credi t p l ans fo r mobl i s ing 
max imum of ins t i tu t ional f i nance for imp lemen ta t i on of the 
d is t r ic t p lans . It should prepare the compos i t e budge t fo r the 
d is t r ic t inc lud ing all components . 
We f ind that there are ser ious gaps in the da ta -base for the 
road t ranspor t sector at the state and d is t r ic t level. 
Sys temat ic in fo rmat ion on t r a f f i c f lows is not avai lable 
because of mul t ip l ic i ty of t ranspor t agenc ies , p r edominance 
of s ingle vehic le owner and absence of t r a f f i c record ing 
p rocedures . In this context , f o l l owing po in t s may be taken 
into cons ide ra t ion . 
For sys temat ic s tudy of t r a f f i c f l ows by road, our data base 
should be s t reng thened and upda ted . The Min i s t ry of Sur face 
Transpor t and Planning Commiss ion should car ry on inter 
reg iona l road t r a f f i c survey regular ly . 
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• At the State level , Transpor t Survey and P lanning Cell 
should pub l i shed its report on commodi ty movement more 
regula r ly and the State Governmen t should make fund 
avai lable to the concerned depar tment for the pu rpose . 
F inal ly , it may be observed that the p r inc ip l e mode of 
t r anspor t fo r passengers and goods m o v e m e n t in U.P. will 
con t inue to be road. Rai lway can not connec t each and every 
corner of the state, whi le road t r anspor t has the advantage of 
door to door service and may be ex tended to h i l ly areas. It 
can t ranspor t goods of inter ior area and even load the goods 
of agr icu l tu ra l f a rms and indus t r ia l uni ts loca ted in remote 
areas . It p rov ides the bas ic i n f r a - s t ruc tu r e for b r ing ing the 
m a j o r i t y of people who live in f a r - o f f v i l l ages by connec t ing 
them wi th the rest of the country . 
The re fo re , the roads (main ly rura l roads ) should be 
p roper ly deve loped , it will resul t into deve loped agr icu l tu ra l and 
indus t r ia l rura l economy. There wil l be a good t r anspor ta t ion 
sys tem to carry on agr icul tura l and indus t r ia l p roduc t s f rom one 
area ( f rom the p laces of p roduc t ion) to ano ther (to the p laces of 
consumpt ion) , hence soc io -economic deve lopmen t of the rura l 
areas wi l l be ensured by this act ivi ty . 
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